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@ FRISCO FIRST—adopted as a virile expression of an 
idea, has become a genuine symbol of performance. 


@ Frisco is consistently FIRST with newest freight 
equipment ; with new services such as the Frisco Flash, 
fastest merchandise train from St. Louis to Oklahoma. 


@ Frisco led in luxurious low-cost passenger transportation 
—with new departures in lounge car design, with numer- 
ous services for the economizing chair car passenger. 


@ Frisco was FIRST in the maintenance of service during 
the floods in the spring of 1937. 


@ This determination to provide 
FIRST the services which the public 
needed, brought Frisco a record gain in 
revenue last year. 


Frisco FASTER FREIGHT 
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Our Platform 


A revised system of transportation regulation based 
on modern competitive conditions, instead of patchwork 
amendment of the old law to make it apply to new trans- 
port agencies; less, instead of more, government control. 

Private ownership and operation of all transport. 
Take the government out of the ocean and inland water- 
way transportation business. 

Keep politics out of rate-making. 

A scientific determination by competent and unbiased 
investigation as to whether commercial motor vehicles are 
paying their fair share of the cost of highways used by 
them in their business, and a uniform application of the 
principles thus arrived at. 

Proper payment by inland waterway transport for the 
use of the waterways as a place of doing business. 

Equalization of regulation and treatment of the vari- 
ous agencies of transport and jurisdiction over all of them 
by the same body or coordinated bodies. 

Realization by railroads that they must do something 
by way of operating economies to help themselves in their 
depressed condition, and cooperation by shippers in such 
economies. 

An Interstate Commerce Commission composed of 
men, not only of good character and general ability, but 
with some special training in and knowledge of the mat- 
ters with which they have to deal. 

Non-discriminatory and reasonable rates for shippers, 
but a rate level high enough to give the transport agencies 
the adequate revenue prescribed by sound public policy. 

A traffic department, in charge of a capable traffic 
man, for every business concern doing any considerable 
amount of shipping, and a realization by industrial traffic 
men that they must equip themselves to give the sort of 
service that will justify employing them. 





MOTOR FREIGHT ARTICLES’ 


HE TRAFFIC WORLD herewith announces the 

forthcoming publication of a new series of articles 
by G. Lloyd Wilson on motor freight transportation 
and regulation, sixteen in number, to begin July 3 
and end within the next six months period. 

Dr. Wilson, as is well known to our regular read- 
ers, is the author of several series of articles on trans- 
portation subjects that have been published by us. He 
is professor of transportation and public utilities, Uni- 
versity of Pennsylvania, and chairman of the commit- 
tee on education and research of the Associated Traffic 
Clubs of America. As a member of the bar of prac- 
titioners before the Interstate Commerce Commission 
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and in practice before the Pennsylvania Public Service 
and Public Utility Commission, he has represented 
“over-the-road”’ and local cartage motor transportation 
companies, as well as other carriers and shippers, in 
traffic and regulatory matters since 1927. Since 1923 
he has conducted undergraduate and graduate classes 
in motor and other transportation and regulation in 
the Wharton School of Finance and Commerce and in 
the Graduate School of the University of Pennsylvania. 


The new series of articles will discuss the fol- 
lowing topics of interest to motor ard other carrier 
representatives and those engaged in industrial and 
commercial traffic management: 


1. The development of motor transportation; a sketch of 
the interacting relationships between motor transportation and 
other carriers and the economic and social development of the 
United States. 


2. American highways; an outline of the growth of the 
net-work of highways in the United States, the types of roads, 
and their construction, taxation, and finance. 

3. Types of motor carrier freight services; a discussion 
of the types of carriers engaged in the transportation of freight 
according to legal status and types of service rendered. 

4. Local cartage services; a treatment of the services and 
bases of charges of motor transportation carriers engaged in 
metropolitan districts. 

5. Intercity motor freight operation; a discussion of the 
services, traffic, and competitive relationships among carriers in 
the line-haul service outside metropolitan districts. 

6. Motor carrier organizations; a sketch of the corporate 
and departmental organizations of motor transportation com- 
panies, including motor carrier conference organization. 

7. Motor freight classification; a discussion of the types of 
freight classifications used by motor carriers and the principles 
of freight classification as applied to motor transportation. 

8. Motor freight rates; including the principles of rate- 
making in motor transportation and the regulations governing 
rate-making. 

9. Motor freight tariffs and schedules; the regulations gov- 
erning the publication, posting, and filing of the tariffs of com- 
mon carriers and of the schedules or contracts of contract 
carriers. 

10. Motor carrier bills of lading and shipping papers; the 
documents used by motor carriers and the regulations gov- 
erning their use. 

11. Motor carrier liability; a discussion of the liability 
of motor carriers in the operation of their vehicles and for 
cargo transported. 

12. Motor carrier accounting; an outline of the account- 
ing principles, practices, and regulations in motor transpor- 
tation. 

13. Motor carrier insurance and safety; a discussion of the 
insurance and safety requirements applied to motor carriers. 

14. Municipal regulation of motor transportation; a sketch 
of the role of local governments in regulating motor transpor- 
tation in municipal areas. 

15. Local regulation of motor transportation; an outline of 
the functions and administration of state regulation of motor 
transportation. 

16. Federal regulation of motor transportation; a discus- 
sion of the policy of federal regulation of motor transportation 
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and the organization and duties of the administrative agency 
charged with the regulation of motor transportation, the Inter- 
state Commerce Commission and its Bureau of Motor Carriers. 

An outline reading course in motor transportation 
and regulation has been prepared by the committee on 
education and research of the Associated Traffic Clubs 
of America. It was authorized by the board of direc- 
tors of the A. T. C. of A. to be published in July. It 
and the series of articles to be published by The Traffic 
World parallel each other. 


“Neither snow, nor rain, nor heat, nor gloom of 
night shall stop these couriers in the swift completion 
of their appointed rounds.’ (Herodotus)—Motto of 
the United States Post Office. 

But John L. Lewis and the C. I. O. can. 


Developments seem to indicate that President 
Roosevelt, before he proceeded with his plan to pack 
the Supreme Court, should have packed the Senate 
committee, which has not only reported against his 
plan but has done so in language that should give even 
a misanthrope something of a thrill. Our Republic is 
not entirely destroyed when Democrats in Congress 
can take such forceful, patriotic action in the face of 
pressure from their President and party chief. 


WATER CARRIER REGULATION 

HERE is a good deal of inconsistency in the objec- 

tions to the water carrier regulation bill before the 
House committee. On the one hand, objection is made 
to regulation by the Interstate Commerce Commission 
because it is a “railroad-minded” body and would not 
be fair to the water carriers, if charged with the regu- 
lation of both water and rail transport, and, on the 
other, jurisdiction by it is not desired because a “sym- 
pathetic” kind of regulation is wanted and the Inter- 
state Commerce Commission has not been sympathetic 
toward the railroads. 

Of course, “sympathy” on the part of a regulatory 
body toward the thing regulated is not the purpose of 
regulation, which, by its very nature, is restrictive. 
Certainly, the Interstate Commerce Commission has 
been anything but sympathetic toward the railroads— 
not even giving them what is clearly contemplated by 
the law. 

The trouble comes about from confusion of “regu- 
lation” with “promotion.” To set up a government 
agency to promote and stimulate water transport— 
ocean shipping, for instance—is one thing; to set up 
an agency to see that water carriers conduct themselves 
properly and have no advantage over another kind of 
transport is “something else again.” 


U. S. BARGE LINE FIGURING 


AJOR GENERAL T. Q. ASHBURN, president of 
the Inland Waterways Corporation, the govern- 
ment barge line agency, told the House committee on 
appropriations (reported elsewhere) that the corpora- 
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tion had received $12,000,000 in money from the gov. 
ernment and that the assets of the corporation were 
now between $25,000,000 and $30,000,000. The plain 
implication of this statement is that the corporation hag 
made more than two blades of grass grow where one 
grew before. What are the facts? 

The Inland Waterways Corporation, which was 
created in 1924 by Congress to take over the bargeg ~* 
line service of the War Department, under a plan 
urged by General Ashburn, whereby he would be re Ss 
lieved of going before Congress each year for appro. Cc 
priations, has received from the government a great 5 
deal more than $12,000,000 in money and property. 

The annual report for 1923 of the Mississippi-War. 


t 

h 

rior Service of the War Department, the predecessor of . 
the Inland Waterways Corporation, shows investment 

in real property and equipment of $13,886,833.21. The : 


Inland Waterways Corporation took over this property 
in 1924. At the end of 1924, according to the report of 
the Inland Waterways Corporation, the investment in 
real property and equipment stood at $9,461,020.48, a 
net change of $4,425,812.73. That “net change” was 
the result of an appraisal made for the Inland Water. 
ways Corporation of the property taken over from the 
Mississippi-Warrior Service. In other words, the in- 
vestment was written “down” $4,425,812.73 and that 
much was wiped out of the investment account. 

The Mississippi-Warrior Service property was not 
all that was transferred to the corporation. There are 
interesting data as to that in the annual report of 
General Ashburn for 1928. In this report, Guy Bartley, 
secretary-treasurer, set forth that the net worth of the 
business at the date of transfer (June, 1924), after giv- 
ing effect to sundry adjustments subsequently found 
necessary, was $10,307,602.83. This consisted of the 
following: Appraised value of property and equipment, 
$9,418,708.34; long term loans and notes receivable, 
$1,220,312.50; total, $10,639,020.84. Deducting $331, 
418.01 of current liabilities in excess of assets, the net 
worth was stated as $10,307,602.83 as of June 1, 1924. 


At the end of 1928 the net worth, said Mr. Bartley, 
was $17,221,160.55, an increase of $6,913,557.72, which, 
he revealed, resulted from $5,000,000 cash from the 
federal treasury, $1,756,264.17 as the value of the 
Goltra fleet of barges which General Ashburn recov- 
ered, plus donations of $397,981.30 from other govern- 
ment departments, less deductions for settlement of 
claims of $104,987.05 against the predecessor opera- 
tor, and net loss of $135,700.43. 

It seems to us these figures show that the Inland 
Waterways Corporation received $12,000,000 in cash 
from the government, that it took over property car- 
ried on the books of the Mississippi-Warrior Service at 
$13,886,833.21, that it acquired the Goltra fleet car- 
ried at $1,756,264.17, and that it received from other 
government departments donations of property carried 
at $397,981.30—a total of $28,041,078.68. 

The annual report of General Ashburn for 1936 

(Continued on page 1328) 
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Current Topics in 
Washington 


~~ 





In making an adverse report on the 
President’s Supreme Court packing bill 
the Senate judiciary committee admin- 
istered a flogging to the Chief Mag- 
istrate such as, in the view of men who 
think they know something of the his- 
tory of their country, no public man ever before had laid on 
his shoulders. Thoughtful men, it is believed, wish the Presi- 
dent had never made the suggestion, or, having made it, had 
withdrawn from the untenable position he had taken. 

It can hardly afford even a rabid partisan any satisfaction 
when he realizes that a majority of a committee of the Senate 
has accused a President of making a false pretense and trying 
to force men off the Supreme Court bench, or, failing that, to 
deprive them of the “free exercise of their independent judg- 
ment.” 

Seven senators of the President’s own party voted for the 
adverse report. Three of his political Republican enemies 
joined those seven. Seven members of his party voted the 
other way. So did Norris, nominally a political enemy, who, 
for years, had voted against the policies adopted by a majority 
of the party he claimed to support. 

Usually, when a committee dislikes a bill, it ignores it. 
Not so with this bill. The President’s own insistence on what 
a majority of the committee called an “invasion of the judicial 
power such as has never before been attempted in this coun- 
try,”’ brought the adverse report. Had he not insisted on press- 
ing the bill, the committee would not have called it ‘‘a needless, 
futile, and utterly dangerous abandonment of constitutional 
principle.” Nor would it have said that it “was presented to 
Congress in a most intricate form and for reasons that ob- 
scured its real purpose.” Nor, finally, would it have classed 
Franklin D. Roosevelt with King George III, of England, who, 
in the language of the Declaration of Independence, ‘thas made 
judges dependent upon his will alone for their tenure of office 
and the amount and the payment of their salaries.” That may 
be a forced classification but the committee quoted that part 
of the Declaration to emphasize a point against the packing 
bill. It is not pleasing to think about the matter. 


Senate Committee 
Castigation of 
Roosevelt 





It is the belief of Illinois Central 
operating men that their MS-I, other- 
wise known as the Merchandise Spe- 
cial, is the fastest freight train in the 
world. They say so in the Illinois 
Central magazine. It hauls forty cars 
of merchandise less-than-carload stuff from Chicago to Mem- 
phis on a schedule calling for 41.2 miles an hour, elapsed time, 
with four operating stops to set out cars or change engines. 
They call such service “promoting trade by the clock.” The 
operating men know there are trains with faster schedules in 
spots, but for long distance hauling they regard their pet as the 
carrier of the blue ribbon in freight service. 

Regardless, however, of whether it is or is not the fastest 
freight train for a long haul, the thing that attracts attention 
among those in Washington who have been thinking much about 
the competition between the locomotive and the truck, is the 
fact that here, at least, is one set of operating men who seem 
to realize that it is the fast freight train that will, in the end, 
bring in the bacon. 

Streamline passenger trains streaking across the prairie, it 
might be suggested, are good but expensive advertising. But 
the scared rabbit freight train, carrying high value merchandise 
(and at times iron ore or some other heavy-loading commodity 
enters that class), the lowly traffic men who used to be kicked 
off the right of way by the lords of the operating department 
believe, talks real money. 

That merchandise special, if it keeps on schedule, moves 
as fast as, if not faster than many a so-called express passenger 
train. The chances are that more than once a dispatcher has 
put an ordinary passenger train “in the hole” so as to keep the 
merchandise special “shirt-tailing” toward Memphis; even as 
Fred C. Baird, when he was operating one of the iron ore carry- 
ing roads between Lake Erie ports and Pittsburgh, was willing 
to send a train carrying fresh meat to the sidetrack so as to 


World’s Fastest 
Freight Train, a 
Merchandise Special 
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cet an ore train through in time to prevent the shut down of 
a blast furnaee. Such a thing would have had a consequent 
formation of a “salamander” or whatever it is that steel men 
call the blob of cooled iron that results from a lack of iron ore 
on time. 

Naturally, a merchandise special carrying package freight 
must have stuff loaded in junction point order so that a car 
that is to go down a branch line or over the rails of a connec- 
tion can be set out in a jiffy. And there must be snappy work 
in the freight houses to keep things moving. 

That merchandise special is probably duplicated between 
Boston and Washington, and between other points, though the 
running time may not be so fast. The fly in the ointment, to 
a layman, probably is that the roads that are specializing in 
fast handling of freight, are too modest in telling about their 
achievements. Or it may be that the higher executives are 
still averse to giving them the money for appropriate horn- 
tooting. But, if the locomotive is to regain what is regarded 
as its share of the traffic now moving by truck, the fast freight, 
not confined wholly to package freight, is seemingly the answer. 
Anyone reading the advertising pages of The Traffic World 
can find out that there are many fast freight trains. But a 
little more speed and, perhaps, more trains would be helpful. 
The railroads, in the early days of the competition, many be- 
lieve, fell behind. Now they have got to spend a little more 
money, perhaps, to catch up than they would have had to spend 
had they been watchful at the start of the competition. A 
stern chase is always expensive as well as irritating. 





In the days of Federalist control 
of the government—that is, before 
the election, in 1801, of Thomas Jef- 
ferson, the Republican—thanks to the 
casting of three blank ballots by 
Federalist electors—Congress made 
appropriations in lump sums. It was Jeffersonian democracy 
that introduced the practice of making appropriations for 
specific purposes. 

President Roosevelt and General Ashburn, the latter as 
manager of the government’s “experimental” barge line, obtain 
lump sum appropriations in the Federalist manner. The Presi- 
dent fights for such freedom in the handling of appropriations, 
presumably for relief, from which he makes “allotments” for 
things some of which Congress has refused to approve, such as 
the Florida ship canal and the boondoggling ‘“Quoddy” project. 

This is not to say that the Jeffersonian idea has not been 
k'cked into the dust bin for 130 odd years. Congress voted a 
lump sum to President McKinley (memory says it was $50,- 
000,000, though it may have been $150,000,000) to spend as he 
saw fit in prosecuting the war with Spain. He did not have to 
account for it in any way. He was free to grease the skids 
for Spain’s ejectment from the western hemisphere in ways 
that might not be deemed ethical, though there is no evidence 
that he did so. The amount, whether only fifty or one hundred 
and fifty millions, was only chicken feed in comparison with 
the sums that have been put into the hands of President Roose- 
velt by the seemingly now on the point of revolt Congress. 
The point is that that is not the Jeffersonian way to disburse 
money of the tax-payers. 


Nice Old Tory Fed- 
eralists Are Roosevelt 
and Ashburn 


A man or organization 
that dotes on cross-hatch- 
ing an outline map of the 
country figures that last 
year the strike waste was 
13,902,000 man-days. That 
is, if the striking had been done by one man he would have 
been idle that many days. Assuming that the average wage of 
a striker is $2,000 a year, which it is not, the loss of wages 
would have been about $76,174,000, if a layman’s figures are 
to be trusted. The one-man strike would have lasted 38,087 
years. 

Just how long that is may be visualized when it is recalled 
that the hardiest of makers of chronological tables professes 
to record events in only the last 6,337 years. It was Heinrich 
Karl Brugsch, a German historian, who set about 4400 B. C. 
as the date of the founding of the first dynasty in Egypt. 

The makers of such tables cannot agree on dates close 
together. For instance, relatively speaking, the accession of 
Solomon was only a few years ago. Yet Max Duncker, another 
German historian, says that was about 993 B. C., while Jules 
Oppert, the French orientalist, says Solomon sat himself on the 
throne of his father in 1017 B. C. 

But, getting back to the wages the 38,000 year striker lost, 
what is $76,000,000 and a few hundred thousands in comparison 
with the sums spent for the gadgets, experiments, and acts of 
“social justice” by government? Hardly worth mentioning! 


Strike Waste Sinful But 
Insignificant in Comparison 
with Government Extravagance 
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If the newspapers devoted as much space pointing out, in an 
entertaining way, the waste and extravagance of government, 
this soon would be, it might be suggested, a much better world 
in which to live. 

Instead of interviewing the man in the street about what 
he thinks concerning Edward and Wallis, the reporter might be 
sent out to ask the mythical man how much he would pay for 
a handful of bullets issued by any governmental department 
that might be chosen. That, it might be said, would establish 
the value of government productions. Most of the reports 
issued by government departments are solemn twaddle that 
are lodged in waste baskets about as soon as received. Nat- 
urally, there are exceptions. There are a few who may be 
interested in each report, but the public will not pay enough 
for government publications to do much more than pay for the 
type-writer ribbons and other materials used by the young 
women who get the stuff ready for the printer. 





Eugene O’Neill, genius of the Pittsburgh 
Dispatch when that now defunct publication 
held its head high among the newspapers of the 
land, more than once threatened to throw all 
type-writing machines out of the editorial 
rooms and make editors and reporters use 


Speaking of 
a Robust 
Reactionary 


their pencils. 


It was his major proposition that a machine inveigled a 
man into over-writing the subject with which he was dealing. A 
minor proposition was that no man could think concisely and 
sharply as fast as he could teach his fingers to operate a type- 
writing machine. In O’Neill’s day few if any head-line writers 
had figured out how they could use a machine in writing a 
head. Handlers of copy still used their pencils in writing the 
head lines, counting on their fingers to determine whether they 
had too much or too little to make a symmetrical two, three, 
or four-deck head. 

But the machines never went out of the window. Some- 
times an older reporter paid the “old man” a compliment by 
writing a story with his pencil instead of using a machine. 
Forty years ago there were still a good many reporters who 
viewed the type-writing machine with scorn when they had 
time to use a pencil. The older men who reported the burial 
of William McKinley at Canton, O., in 1901, nearly all wrote 
their introductory paragraphs by hand. About that time a not 
too particular Washington correspondent chuckled over getting 
the benefit of what would have been a “beat” by Horace 
Greeley because a telegraph operator asked his help in de- 
ciphering what Greeley had written.—A. E. H. 


U. S. BARGE LINE FIGURING 
(Continued from page 1326) 
shows the total net worth of the Inland Waterways 
Corporation and subsidiary—the Warrior River Ter- 


minal Company—as $24,234,405.96, as of December 
31, 1935. 


General Ashburn told the committee the assets of 
the corporation were now between $25,000,000 and 
$30,000,000. The report for 1936 lists grand total assets 
of the corporation at $25,427,492.13. It lists the assets 
of the subsidiary at $1,463,968.92. 


“The corporation was created in 1924, and we cer- 
tainly could turn back to Congress approximately 331 


per cent more than was given us,” said General Ash- 
burn. 


We cannot follow the general’s arithmetic. Ac- 
cording to our computation, not deducting the “write- 
down” of nearly $4,500,000, he has received more than 
$28,000,000 in property and cash from the government. 
He reports grand total assets of a little less than $27,- 
000,000 for the corporation and its subsidiary. We are 
assuming that the assets of the subsidiary are not in- 
cluded in the assets reported for the corporation alone. 
Where is the “approximately 3314 per cent more than 
was given us’? Even if the “write-down” were de- 
ducted, he would still have $23,615,265.95 which came 
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from the government to the corporation—not $12,000,- 
000. 

The House committee on appropriations took a 
step in the right direction in recommending repeal of 
the legislation authorizing the Treasury to buy $3,000,- 
000 of additional stock of the Inland Waterways Cor- 
poration. If money is to be put into this enterprise in 
addition to the many millions that already have gone 
into it, there should be a thorough investigation of the 
proposal by Congress. We think this corporation should 
be required to obtain an appropriation each year for 
its expenditures and that its receipts should be turned 
over to the Treasury until such time as Congress does 
what it should do and terminates this operation. Gen- 
eral Ashburn knew exactly what he was doing when 
he proposed the creation of a corporation to be 
financed, not by annual appropriations, but by pur- 
chase of stock by the Treasury under authorization by 
Congress. This took him out of the class of those pub- 
lic servants who must each year tell their story to the 
congressional committees handling appropriations in 
order to obtain funds for the ensuing year. This is a 
government activity that should be subjected to the 
same treatment that is accorded other government 
agencies. 


I. C. C. AND M. C. COOPERATE 
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The Maritime Commission and the Interstate Commerce 
Commission have approved a cooperative working arrange- 
ment for the handling of regulatory matters in which they have 
mutual interest. 


“Under the arrangement each commission will promptly 
notify the other of the filing of cases in which they have a 
mutual interest with the purpose of keeping each other con- 
stantly informed and of taking, if possible, consistent action, 
although each body will release its conclusions independently,” 
the Maritime Commission announced. “The arrangement is 
expected to expedite decisions in cases in which the two com- 
missions are concerned. 


“The Interstate Commerce Commission under the arrange- 
ment will notify the Maritime Commission of cases filed with 
it involving the following features: 


1. Requests for suspension of all rail and water-rail rates in in- 
stances where competition with carriers subject to the Maritime Com- 
mission appears to be a factor of material importance. 


2. Requests for suspension of port-to-port rates of railroad-owned 
water-carriers and port-to-port rates of water-carriers (not railroad- 
owned) when such rates are filed for use on water-rail traffic subject to 
the interstate commerce act. 


3. Applications for short notice permission to publish rates covered 
by the foregoing items. 


“The Maritime Commission will notify the Interstate Com- 
merce Commission in the following cases: 


1. Requests for suspension of all water rates in instances where 
competition with rail carriers subject to the Interstate Commerce Com- 
mission appears to be a factor of material importance. 

2. Requests for suspension of port-to-port intercoastal rates (filed 
under section 2 of the intercoastal shipping act, 1933), and port-to-port 
coastwise rates (filed under section 18 of the shipping act, 1916), where 
rates between the same points on the same commodities are filed with 
the Interstate Commerce Commission for application on through traffic 
subject to its jurisdiction. 

3. Applications for short notice permission to publish rates as em- 
braced in the foregoing items. 


Pursuant to this arrangement the Maritime Commission 
will sit with the Interstate Commerce Commission June 22, 
for the purpose of hearing oral argument in U. S. M. C. Docket 
438 at the same time the Interstate Commerce Commission 
hears oral argument in its I. and S. No. 4348, and related 
cases, involving revised coastwise steamship line commodity 
rates. 
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Decisions of Interstate Commerce Commission 





POWER REVERSE GEARS ORDERED 


| NSTALLATION of power reverse gears on road and switching 
locomotives of specified weights is required before Sept. 1, 
1942, by the Commission’s order in No. 24050, A. Johnston, 
grand chief engineer of the Brotherhood of Locomotive Engi- 
neers et al. vs. A. C. L. et al. Such gears are to be installed 
when locomotives are built or when they are shopped for re- 
pairs of specified character. Road service locomotives_built 
prior to Sept 1, 1937, weighing, on driving wheels, 150,000 
pounds or more, and switching locomotives, weighing 130,000 
pounds or more on driving wheels, are subject to the Commis- 
sion’s order in this case. The order amends rule No. 157 of 
the rules of instructions for the inspection and testing of steam 
locomotives and tenders approved and established in accord- 
ance with the act of Feb. 17, 1911, as amended. 

Amendments to that rule will result in the equipping of 
locomotives with reverse gears in substantially the manner 
agreed on in the negotiations between the railroads represented 
by the Association of American Railroads and the railroad 
locomtive brotherhoods. The railroads and the brotherhoods 
thought that under the agreement they could dispose of the 
question as to whether power reverse gears should be estab- 
lished without any action by the Commission. The Commission, 
however, it is understood, thought that in view of the fact that 
the statute required it to prescribe rules of safety, which this 
case involved, it should issue an order on the formal complaint 
of the locomotive brotherhoods, which was that the continued 
use of manually operated reverse gears caused unnecessary 
peril to life or limb. 

This order makes it unlawful to use anything other than a 
power reverse gear. When a proposed report was made in the 
case by William Bartel, then Director of the Bureau of Serv- 
ice and H. C. King, a special examiner, they thought it would 
be not obnoxious to the law to permit the retention of the so- 
called screw gear. 

The railroads and the locomotive brotherhoods in their 
negotiations, however, agreed that it would be well to eliminate 
the screw gear. The report, as made by the Commission, 
written by Commissioner McManamy, makes no provision for 
retaining the screw gear. 

The original report in this case was made in 190 I. C. C. 
351. In that report, division 6 found that the safety of em- 
ployes and travelers on railroads required that all steam loco- 
motives built on or after April 1, 1933, be equipped with a 
suitable type of power-operated reverse gear. The order is- 
sued at that time required locomotives to be equipped with 
power reverse gears before Jan. 1, 1937. 

In Baltimore & Ohio Railroad Co. vs. United States, 5 Fed. 
Supp. 929, a federal court restrained the enforcement of the 
order. The Supreme Court of the United States in 293 U. S. 
454 affirmed the decree because of the absence of what it said 
were the basic or essential findings as to whether the use of any 
or all types of steam locomotives “equipped with manual re- 
verse gear as compared with power reverse gear causes un- 
necessary peril to life or limb.” In disposing of the case, the 
Commission said: 


While it is our conclusion that the record justifies a finding that 
manually-operated reverse gear causes unnecessary peril to life or 
limb within the meaning of the statute, and that the substitution 
therefor of power reverse gear promotes the safety of employes and 
travelers upon railroads, practical considerations should not be over- 
looked in the application thereof. 

Reconsideration has been given to determining which locomotives 
Should be first affected by an order amending rule 157. Defendants’ 
mechanical programs provide generally for the application of power 
reverse gear on their larger and more modern locomotives, before 
making such application on their smaller and older ones; and this 
practice seems meritorious. The record clearly shows that the larger 
and more modern locomotives are operated under conditions more 
hazardous to railroad employes, travelers on railroads, and the gen- 
eral public than the smaller and older locomotives. In order to carry 
out the purpose of the locomotive inspection act, we feel justified in 
requiring that the locomotives operating under the more hazardous 
conditions should first receive attention, and in consideration of that 
purpose, it is clear that a line of demarcation must be drawn. The 
practical way in which to do this is to use the weight of locomotives 
on driving wheels, which is a factor readily determinable, and used in 
Prescribing standards to be used in many phases of railroad operation. 
The weights of locomotives on driving wheels were considered in 
making our previous order, and upon reconsideration and further hear- 
ing we conclude that the removal of manually-operated gear and the 
Substitution therefor of power-operated gear on locomotives of the 


weights prescribed in that order is the most practical method at this 
time of securing compliance with the purpose of the locomotive in- 
spection act as it relates to reversing gear. During, or at the end 
vf the period prescribed in the order, whatever further action ap- 
pears necessary in amending rule 157 to include locomotives not now 
affected will be taken by us. 

In requiring changes in appurtenances on locomotives, or the 
installation of appurtenances where such changes or installation re- 
quires substantial expenditures, in the past we have ordinarily required 
that the changes be made on or before a date specified, and with the 
provision that the changes or installation be made when general or 
heavy repairs were made on the locomotive. Similarly it has been 
our practice to require on new locomotives built after a date specified, 
that the installation of the appurtenances considered should likewise 
apply to them. Those practices have proved wise in the past, and 
their advantages are so obvious, that little discussion is necessary. 
Under such circumstances the changes or installation can ordinarily 
be made at less expense to the carriers, the locomotives need not 
be withdrawn from service, and there is the advantage of securing 
the additional safety promptly. In this case it clearly appears that 
the practice should be continued, and that the changes necessary should 
be made when class 3 or heavier repairs are made to the locomotives 
affected. 

We find that the use on steam locomotives of manually-operated 
reverse gear, as compared with power reverse gear, causes unnecessary 
peril to life or limb, and that the safety of employes and travelers 
on railroads requires that suitable power-operated reverse gear shall 
be substituted for manually-operated reverse gear. 

We further find that in order to prevent unnecessary peril to life 
or limb, and to promote the safety of employes and travelers on rail- 
roads, all steam locomotives built on or after September 1, 1937, 
shall be equipped with a suitable type of power-operated reverse gear. 

We further find that to prevent unnecessary peril to life or limb, 
and to promote the safety of employes and travelers on railroads, all 
steam locomotives used in road service built prior to September 1, 
1937, which weigh on driving wheels 150,000 pounds or more, and all 
steam locomotives used in switching service built prior to September 
1, 1937, which weigh on driving wheels 130,000 pounds or more shall 
have a suitable type of power-operated reverse gear applied the first 
time after September 1, 1937, that said locomotives are given repairs 
defined by the United States Railroad Administration as class 3 or 
heavier, and that all such locomotives shall be so equipped before 
September 1, 1942. 

And we further find that when steam connections to air operated 
power reverse gear are used, the operating valves shall be conveniently 
located in the cab of the locomotive and so arranged and maintained 
that in case of air failure steam may be quickly used to operate the 
reverse gear. 


MOTOR BONA FIDE OPERATION 


Disregarding exceptions filed by the representatives of 
nine states and the rail carriers of Central Freight Association, 
the Southern Freight Association, the Railway General Man- 
agers’ Association of Texas, Western Association of Railway 
Executives and the American Short Line Railroad Association, 
the Commission, division 5, in MC 2600, Earl W. Slagle, con- 
tract carrier application, has found that compliance with state 
laws is not a prerequisite to rights under the “grandfather” 
clauses of the motor carrier act. (See Traffic World, June 12). 
It has further found that it is the burden on protestants claim- 
ing that operations of a carrier by motor vehicle were not in 
good faith to produce, for the Commission’s consideration, the 
evidence of lack of good faith. This report, a final disposition 
of the question of bona fide motor operation, except in language, 
follows a tentative report submitted by division 5. (See 
Traffic World Jan. 23, p. 162). 


In this report the Commission found the applicant’s opera- 
tions as a carrier by motor vehicle of specified commodities 
over specified routes between certain points in Nebraska, on 
the one hand, and points in Minnesota, Wisconsin and Illinois, 
on the other, and between certain points in Kansas, on the one 
hand, and St. Paul, Minn., on the other, were those of a common 
carrier. It found Slagle entitled to continue such operation by 
reason of having been engaged in bona fide operation as such 
carrier, from and to the points mentioned, on June 1, 1935, and 
continuously since then. It has granted a common carrier 
certificate on condition that there be compliance with sections 
215 and 217 of the motor carrier act and the Commission’s 
rules and regulations thereunder. The application has been 
denied in all other respects. 

Slagle, whose residence is at Lincoln, Neb., doing business 
as Slagle Transfer Co., sought a permit (or, in the event his 
operations were found to be those of a common carrier, a cer- 
tificate of public convenience and necessity) authorizing opera- 
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tion in interstate or foreign commerce as a contract carrier of 
commodities generally, over 14 specified routes between points 
in Nebraska and between points in Nebraska, Kansas, Minne- 
sota, Wisconsin, Illinois and Colorado. He based his applica- 
tion on a claim that he was entitled to either a permit or a 
certificate under the “grandfather” clauses. 

With a view to obtaining the views of those interested, the 
Commission solicited briefs on the question of bona fide oper- 
ation. Railroads and protestant motor vehicle interests con- 
tended that compliance with state laws was a prerequisite to 
the issuance of either a certificate or a permit. The protest- 
ants, the Commission said, contended that the applicant was not 
in “bona fide operation’”’ on June 1, 1935, within the meaning 
of those words as used in section 206 (a); that Slagle had not 
so operated since that time and hence was not entitled to the 
authority sought. 

The Commission’s tentative report found to the contrary. 
Exceptions to the proposed findings, carried in that tentative 
report, were filed by representatives of Arkansas, Florida, 
Indiana, Iowa, Kansas, Michigan, Missouri, Texas and Wis- 
consin, by the Black Hills Transportation Co. and in behalf of 
railroad organizations. 

This report said it was argued that operation was not 
“bona fide” if it was in violation or disregard of applicable 
state laws which involved the right of the applicant to use 
the highways of the state in interstate commerce, such as laws 
which conditioned such use on the obtaining by operators of 
certificates or like forms of authority or identification, the 
filing of evidence of insurance or bonds for the protection of 
the public, the payment of prescribed fees, and the like, and 
which were within the recognized police and taxing powers of 
the state. Those who took that position, this report said, 
insisted that the burden of proof was on the applicant since he 
best knew what he had done, to show that he had complied with 
such laws, or at least that he had tried in good faith to comply; 
that he was in duty bound to know before he entered a state 
that there were or might be laws with which it was necessary 
for him to comply; and that to ignore this situation and act in 
disregard of such laws was in itself convincing evidence of bad 
faith. 

The Commission said that none of the states in or through 
which applicant had operated submitted evidence at the hearing 
that he had not complied with its laws or regulations. By cross- 
examination, the report said, the railroad protestants endeav- 
ored to show that he had failed to comply with the laws of 
Iowa, Minnesota and Wisconsin. 

“Under the interpretation of the act urged upon us by 
some of the state authorities and by the railroads,” says this 
report, “we would be forced to deny the application in its 
entirety, because of the failure of applicant to establish the 
fact of compliance, on the ‘grandfather’ date and to some extent 
thereafter, with laws of these two states (Iowa and Wisconsin) 
involving the right to operate in interstate commerce therein, 
one of which states must be traversed in all his operations. 
It may be that some of these protestants would concede that 
applicant exhibited sufficient diligence and willingness to com- 
ply with the applicable state laws to warrant a finding that he 
acted in good faith, but the above is in general, we believe, a 
correct statement of protestants’ position. Is this a sound view 
of the law, and, if not, how should it be interpreted?” 


The Commission decided that “bona fide,” as used in the 
act, did not mean that an operator must prove compliance with 
state laws in his operation. Having reached that determina- 
tion, the Commission considered the Latin words, “bona fide,” 
saying that they meant “in good faith.” It also quoted deci- 
sions of the courts as to the meaning of the words. In bringing 
its discussion of the questions involved to an end the Com- 
mission said: 


We are clear that one purpose of the use of the words ‘‘bona fide 
operation’’ was to deny rights under the ‘‘grandfather’’ clauses to 
those who, with knowledge of the impending legislation, should make 
a show of commencing operations, not in pursuance of any well-con- 
ceived plan of furnishing transportation service, but for the purpose 
of thereby securing rights to operate having in themselves a money 
value. The words may properly be given an even broader applica- 
tion to exclude operations conducted surreptitiously or in disguise or 
involving some other element of pretense or concealment for the pur- 
pose of preventing state authorities from having the opportunity of 
enforcing statutory requirements. 

The question, as we see it, is of fact rather than law. Where the 
operations openly conducted, without any element of pretense, dis- 
guise, or concealment and in such a manner as to indicate a real in- 
tent to conduct and maintain a transportation business? Operations 
so conducted are the ‘‘bona fide’’ operations contemplated by the act. 
Moreover, where applicant has established the fact of actual operations, 
not only conducted on the ‘‘grandfather’’ date but continuously main- 
tained thereafter, we think we may fairly assume that they were 
‘‘bona fide,’’ unless the contrary is shown. In other words, a prima 
facie case has been established, and the burden is upon protestants 
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having knowledge of the operations to produce for our consideration 
the evidence of lack of good faith. 

Upon this record we find that applicant was, on June 1, 1935, 
and continuously since that time has been in bona fide operation as 
a common carrier by motor vehicle of the commodities set out in the 
appendix to this report (not herein reproduced), in truck loads, from 
and to the points and over the routes set out in said appendix, and 
that he is entitled to a certificate of public convenience and necessity 
authorizing such operations. We further find that in all other re- 
spects the application should be denied. 

Upon compliance with sections 215 and 217 of the act, and our 
rules and regulations thereunder, an appropriate certificate will be 
issued. 





PICK-UP TRUCK STATUS 


With each of its three members expressing a view, divi- 
sion 5, in MC 2744, Scott Brothers, Inc., collection and delivery 
service, has found that the applicant’s proposed operation, as 
the pick-up and delivery agent of the Pennsylvania and the 
Long Island railroads in the New York metropolitan area, is 
to be treated as that of a contract carrier, subject to regulation 
as such under the provisions of part II of the interstate com- 
merce act. A permit has been issued. 

Commissioner Lee wrote the division’s report. Commis- 
sioner Caskie wrote concurring views and Commissioner East- 
man, chairman of the division, wrote a dissent. Commissioner 
Eastman said that in their zeal for the protection and defense 
of part II he was afraid his colleagues constituting a majority 
were in danger of doing it harm. His view was that the appli- 
cation should have been dismissed for want of jurisdiction. 

This determination of the status of motor vehicles used by 
the railroads in pick-up and delivery service, if made the sub- 
ject of petitions for reconsideration, will be reviewed by the 
entire Commission. That is shown by a statement, issued by 
division 5, in connection with the promulgation of its decision 
in this case. The statement signed by Commissioner Eastman, 
as chairman, says: 


The attached report deals, among other things, with certain im- 
portant and difficult questions of statutory construction in connection 
with the motor carrier act. When this particular case, which may 
be regarded as a test case, was argued before the division, four differ- 
ent counsel expressed as many differing views as to the interpretation 
properly to be given to the statutory provisions in question. It was 
the hope of division 5 that it would be able to reach a unanimous 
conclusion upon the issues, but this did not prove possible. In the 
circumstances, an appropriate course to pursue would be to refer the 
case to the Commission. However, upon reflection, it seemed desir- 
able, in view of the time and attention which all the members of the 
division have given to the case, to issue this report. In this way, all 
concerned will have such benefits as can be derived from the expres- 
sion by the members of their differing views, and if petitions for re 
consideration are filed, the Commission will have the benefit, not only 
of these views, but of the comments and criticisms which will be 
presented in the petitions. 


Commissioner Lee, in the report which represents himself 
and Commissioner Caskie, said that Scott Brothers, Inc, 
applied for a permit authorizing it to engage in operation as a 
contract carrier by motor vehicle of commodities generally, in 
collection and delivery service for the Pennsylvania and the 
Long Island, in the boroughs of Manhattan, Queens, Brooklyn, 
and the Bronx, south of 170th Street, New York, and in Jersey 
City, N. J. Four trucking associations opposed the granting 
of the application. Other trucking interests and business organ- 
izations, the Port of New York Authority, and eastern and 
western rail carriers intervened, but offered no evidence. 

Applicant is controlled, says the report, through owner- 
ship of its stock by American Contract and Trust Co., a wholly 
owned subsidiary of the Pennsylvania. It conducts, says the 
report, extensive motor carrier operations within and between 
the New York-Philadelphia metropolitan areas and in the 
intermediate territory, which are the subject of pending ap- 
plications not under consideration in this case. 

Since 1933, collection and delivery service between stations 
of the Pennsylvania and the Long Island and the establishments 
of shippers or consignees within the New York-Jersey City 
area has been performed by six independent motor carriers, 
says the report, under contracts terminable on 30 days’ notice. 
The proposed operation, it added, would be supplementary to 
or in substitution for the service of these independent carriers 
and would be carried on under contracts between applicant 
and the rail carriers. The traffic would consist, continues 
the recital by Commissioner Lee, of shipments to or from 
points beyond the metropolitan area and would move under 
bills of lading and tariffs of the railroads. Applicant, he said, 
would not be a party to these tariffs. It would obtain no 
compensation directly from, and have no relations, as principal, 
with shippers or consignees. é 

The position of the applicant and of the Pennsylvania, 
Commissioner Lee said, was that a motor vehicle operator who 
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performed under contract, collection and delivery service in 
interstate or foreign commerce, for a railroad or railroads 
within a terminal area, and did not undertake to perform 
similar cartage service for the general public within the same 
area, Was a contract carrier by motor vehicle subject to the 
provisions of the motor carrier act, 1935 (part II of the inter- 
state commerce act). This seemed also to be the position of 
certain of the motor carrier protestants, said the report. Other 
motor carriers, Commissioner Lee said, contended that by 
engaging in the proposed operation, Scott Brothers would 
acquire the status of a common carrier by motor vehicle under 
art II. 

Counsel for western railroads urged on brief, said Com- 
missioner Lee, and in oral argument, that the Commission had 
always held collection and delivery service of railroads to be 
subject to regulation under part I of the interstate commerce 
act and therefore exempt from the requirements of part II 
relating to common or contract carriers by motor vehicle. 
Commissioner Lee said that arguments on that point led to 
the proposition that there were motor carrier operations for 
hire in interstate or foreign commerce, not specifically exempted 
by the exemption provision of section 203 (b), which were 
still not subject to the act. To those propositions, Commissioner 
Lee said, “we cannot agree.” In that way the division disposed 
of the jurisdictional question. 

“We can see no justification,” said Commissioner Lee, 
“for subjecting some motor carriers to obligations and responsi- 
bilities under the motor carrier act and relieving others, similar- 
ly situated and performing identical functions, merely because 
the latter may operate under arrangements with rail carriers. 
We hold that the manifest purpose of the act is to impose 
regulation upon all those who transport for compensation in 
interstate or foreign commerce, except those specifically ex- 
empted; and to exercise that regulation by the familiar method 
of requiring authority from this Commission for engaging in 
such transportation.” 

On the question as to whether the applicant would be per- 
forming common or contract carrier service, Commissioner Lee 
said the public would not know the applicant in respect to the 
transportation of the public’s goods. The shipper, he said, would 
look to and rely on the railroads for the performance of the 
contracts of carriage. He pointed out that the present pub- 
lished rates and charges of the rail carriers for the transporta- 
tion did not name, as a separate item, the charge for the services 
which the trucker proposed to perform. 

On the point of consistency with the public interest, Com- 
missioner Lee reviewed the vigorous opposition developed by 
protesting truck interests which emphasized the point that 
the proposed service was to be rendered at no plus charge over 
the rail rates regardless of the length of the line haul, and 
that it would result in placing the collection and delivery serv- 
ice under one management, thus depriving the public of the 
opportunity to resort to competing independent trucking. After 
reviewing court decisions with respect to public interest, Com- 
missioner Lee said, “we are of the opinion that the proposed 
operations are not hostile to the public interest and that in point 
of fact by rendering more flexible the rendition of the pro- 
posed service and affecting economies both in time and money, 
the public will ultimately receive benefit from the rendition of 
them by this carrier.” 


The issuance of the permit is subject to the condition that 
the Pennsylvania takes such steps as are legally possible to 
acquire, subject to the Commission’s approval, from the Amer- 
ican Contract and Trust Co., all interest which the latter owns 
in Scott Brothers, Inc. 

No order, said the report, would be entered in the case 
and the proceeding would be held open for a period of sixty 
days from the date of service of this report, June 12, to permit 
compliance with a condition and the filing of statements show- 
ing such compliance and for such further procedural steps as 
might be necessary. 


In his concurrence, Commissioner Caskie said that were it 
not for the statutory definition of contract carrier in part II, 
the conclusion would, he believed, be inescapable that ap- 
plicant’s proposed operation was essentially that of a common 
carrier, if the Commission were to be guided solely by past 
decisions of the courts, and findings by the Commission, to the 
effect that a common carrier did not cease to be such merely 
because the services which it rendered were performed as 
agent for another. However, he said, in view of the explicit 
language in which that definition was couched, if seemed to him 
that applicant was correct in contending that its proposed opera- 
“on was that of a contract carrier under part II. 


Commissioner Eastman, in his dissent, said the initial 
question was whether one who performed such service as here 
proposed, that was collection and delivery for two railroad 
Companies, was subject to part II. He said that beyond ques- 
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tion the motor vehicle operations of railroads in collection and 
delivery service within terminal districts, although not con- 
ducted on rails, were an integral part of railroad service subject 
to part I just as were the operations of railroads on water by 
carfloats and lighters or their operations in furnishing storage, 
elevation, wharfage, and other incidental services which are in- 
cluded in the term “transportation,” as it was defined in part I. 

The majority, to his surprise, he said, reached the con- 
trary conclusion that “it cannot reasonably be said that any 
‘motor vehicle operations’ were ever subject to part I.” He said 
that if the majority were right, the “except” clause in section 
203 (a) (14) might as well never have been written. 

Commissioner Eastman said there were two things which 
had, he thought, strongly influenced the majority in its conclu- 
sions. One was a fear lest there be, as they said, “motor car- 
rier operations for hire in interstate or foreign commerce, not 
specifically exempted by the exemption provisions, section 
203 (b), which were still not subject to the act,’ coupled with 
the belief that this was not the intent of Congress. The other, 
he said, was a fear lest the railroads should, through lack of 
adequate regulation of their motor vehicle operations, gain an 
unfair advantage in competition with motor carriers subject 
to part II or indulge in other undeSirable practices. The 
latter fear, he said, had probably had the greater influence. 
Commissioner Eastman said he had little doubt of the Commis- 
sion’s ability to control these matters through the wide author- 
ity it had over the railroads. However, he said, statutes were 
by no means immutable. ; 

“If the railroads should, through these motor vehicle 
operations, gain unfair advantages over their competitors or 
indulge in other reprehensible practices because of deficiencies 
in part I, it should not be difficult for Congress to correct these 
deficiences. It is no part of our duty to usurp the functions 
of Congress in this respect.” 


COAL TRUCKER COMMON CARRIER 


Lyle H. Carpenter, of Delhi, N. Y., owner and operator of a 
1.5-ton truck which he uses for the transportation of coal direct 
from the mine to the consumer for anyone on request, has been 
found to be a common carrier in a report by the Commission, 
division 5, in MC 50169, Lyle H. Carpenter, common carrier 
application. He has been authorized to continue operation as a 
common carrier of coal from Forest City and Vandling, Pa., to 
Delhi, Meridale and Bovina, N. Y., over specified routes. 

The New York, Ontario & Western Railway Co., which op- 
posed the granting of the application, contended that the opera- 
tion was that of a private carrier of property by motor vehicle. 

The report explained that applicant’s regular overation was 
the hauling of milk within Delaware County, New York, driving 
the truck himself and being occupied with his milk route every 
morning from about 4 to 10:30 o’clock. Thereafter, said the 
report, he occasionally hauled within the county agricultural 
commodities, such as live stock and feed, but his only interstate 
operations consisted of the transportation of coal. Describing 
the coal trucking operations of applicant, the report said: 





The coal is transported only in full truckloads, ranging from 4 
to 4.5 tons, direct from the mine to the consumer. Applicant performs 
the service for anyone upon request and at the time of hearing had 
about 25 customers, principally farmers served by his milk route. 
The others were residents of Delhi. He averages about 52 trips per 
year. Upon receiving an order, he goes to one of the mines, purchases 
the coal with his own funds, transports it to destination and delivers 
it to his customer at a price of $4 per ton to Delhi and $5 per ton to the 
other destinations, in excess of cost at the mine, thereby obtaining 
compensation for his transportation service. No tariff applicable to 
this service has been filed with us. 


_ The Commission said the contention that applicant was a 
private carrier was based on the fact that his interstate service 
consisted solely of the transportation of property of which he 


was the owner, for the purpose of sale. Continuing the Com- 
mission said: 


We found in McBroom Contract Carrier Application, 1 M. C. C. 
425, that such a showing is not sufficient to make the service that of 
a private carrier. It must also be established that such transportation 
is not performed for compensation as a common or contract carrier. It 
seems clear that as to the purchase and sale of the coal, applicant 
merely acts in the capacity of an intermediary and that essentially 
he undertakes through a special arrangement to transport coal for 
the general public for compensation, and, therefore, comes within 
the statutory definition of a common carrier. 

A conclusion that the operation is that of a private carrier would 
lend sanction to the theory that a person who is engaged in the trans- 
portation of property by motor vehicle for compensation as his regular 
occupation or business is not subject to appropriate regulation of 
his operations in interstate or foreign commerce if he elects to become 
the owner of the property throughout the course of its transporta- 
tion by him. The situation here considered is similar in principle 
to that involved in New York, N. H. & H. R. Co. vs. Interstate Com- 
merce Commission, 200 U. S. 381, in which the court held that a com- 
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mon carrier by railroad was not justified in departing from its pub- 
lished tariff rates on certain shipments of coal of which it was the 
owner and which it had transported ostensibly as a dealer in further- 
ance of a sales agreement. The specific definitions of carriers and the 
general policy declared in the act clearly warrant the conclusion that 
any person engaged primarily in the transportation of property in 
interstate or foreign commerce by motor vehicle for compensation, is 
a common or contract carrier according to the nature of his under- 
taking, and is subject to regulation as such regardless of the owner 
ship of the property transported. This conclusion is, of course, not 
applicable to motor vehicle operations which are merely incident to 
the conduct of some other commercial enterprise such as that of a 
mercantile or manufacturing concern. 


The Commission also held against contentions of protestants 
that applicant had failed to show that the transportation service 
which he performed was required by public convenience and 
necessity and that he was fit, willing and able to conduct the 
operation. 

Dissenting in part, Commissioner Caskie said that although 
he agreed that applicant’s operation, if anything under the motor 
carrier act, was that of a common carrier, the evidence, in his 
opinion, was clearly insufficient to establish that the operation 
was required by present or future public convenience and neces- 
sity and that applicant was qualified to perform the service as a 
common carrier. Therefore, he said, he dissented from the find- 
ing that the applicant was entitled to a certificate. 


ANTI-KNOCK COMPOUND 


Some of those interested in No. 27305, Indian Refining Co. 
vs. C. C. C. & St. L. et al. and cases joined with it (see Traffic 
World, June 12, p. 1273) believe the dissenting view of Com- 
missioner Porter in which Commissioner Aitchison concurred, 
is of importance on account of the seemingly large number of 
prior decisions, made by divisions, that were reversed. The 
majority did not say the prior decisions were being reversed. 

The question in these cases was as to the significance, as 
Commissioner Porter said, of commodity descriptions appearing 
in classification exceptions. He said he had thought that all 
questions as to the significance of commodity descriptions in 
classification exceptions was definitely settled by previous deci- 
sions of the Commission. He said he would refer to a few of 
the decisions, since the majority, as he said, omitted to do so 
and treated the question as if it were one of first impression. 
He discussed Newton Gum Co. vs. C. B. & Q., 16 I. C. C. 341, 
and Lawrence Construction Co. vs. L. & N., 115 I. C. C. 439. 
In the last mentioned case he referred to later decisions, saying 
that among the decisions in which the Lawrence Construction 
case was followed were: 





Buffalo-Springfield Roller Co. vs. Detroit, T. & I. R. Co., 126 I. C. 
C. 177, by division 4; Trenton Chamber of Commerce vs. Atlantic C. 
L. R. Co., 139 I. C. C. 322, by division 4; Buchanan vs. Seaboard A. 
L. R. Co., 152 I. C. C. 375, by division 4; Manly Construction Co. vs. 
Cleveland, C. C. & St. L. R. Co., 152 I. C. C. 612, by division 2; Florida 
Power & Light Co. vs. Atlantic C. L. R. Co., 152 I. C. C. 623, by division 
2; Miami Laundry Co vs. Florida E. C. R. Co., 153 I. C. C. 506, by 
division 3; Austin Machinery Co. vs. Seaboard A. L. R. Co., 156 I. C. C. 
181, by division 2; and W. P. McDonald Construction Co. vs. Atlantic 
C. L. R. Co., 160 I. C. C. 1, by division 3. 


In part, the dissenting view written by Commissioner 
Porter follows: 


Defendants here seem to base their claim for the application of 
the classification ratings chiefly on the fact that the articles shipped 
were specifically described in the classification, and these specific rat- 
ings, they insist, should not be regarded as superseded by the general 
term ‘“‘chemicals’’ in the exceptions and commodity tariffs. It is not 
clear from the majority opinion to what extent, if at all, this conten- 
tion now becomes a valid rule of tariff interpretation, but in the past 
the Commission has very definitely rejected it. It was rejected by 
necessary implication in the decisions which I have heretofore cited, 
and more explicit expressions by the Commission on the point are not 
wanting. Thus in Badger Lumber & Coal Co. vs. Atchison, T. & S. F. 
R. Co., 152 I. C. C. 629, the entire Commission agreed that, 

“The rule that the specific takes precedence over the general has 
no application where one rate is a commodity rate and the other a class 
rate. In such cases the commodity rate applies.’’ 

Again, -in McDonald Construction Co. vs. Atlantic C. L. R. Co., 
160 I. C. C. 1, division 3 stated the rule to be that, 

“‘An exception to the classification takes precedence over the classi- 
fication proper and must be applied in strict conformity with its terms, 
even though the classification description is more specific.”’ 

Notwithstanding this long line of previous decisions, and without 
expressly overruling or attempting to distinguish any of them, the 
majority now find ‘‘that the exceptions tariff and the commodity tar- 
iffs which contained the word ‘chemicals’ should, in the light of the 
evidence before us, be construed as a limitation, i. e., applying only 
to such chemicals as were not specifically rated in the classification.’’ 

The rates here in question appear to have been first established 
some years ago, for carload shipments only, from central to eastern 
trunk line territory. Mention is made of them in Merck & Co. vs. 
Baltimore & O. R. Co., 160 I. C. C. 639. When truck transportation be- 
came a matter of concern to the railroads these rates were extended 
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carload shipments. Soon after their publication the rates were criticized 
by our Bureau of Traffic as vague and indefinite in their application, 
but the carriers were unwilling to take any corrective action to meet 
this criticism. At length, however, they amended the tariff descrip- 
tions by appending a list, compiled largely from the classification, of 
the articles on which the rates were applicable. In some of the tariffs 
an explanatory note was incorporated stating that the list was being 
added for clarification only and that it made no actual change in the 
rates. Yet the carriers now urge that before the tariffs were thus 
amended the rates for ‘‘chemicals’’ were applicable only on such chemi- 
cals as were embraced in the description ‘‘chemicals, n. o. i. b. n.”’ in 
the classification; and that this was the intention and general under. 
standing. To me this is incredible. Bearing in mind that the rates 
in most instances were avowedly established to meet truck competi- 
tion, it would have been a strange eccentricity of purpose to limit the 
rates to those chemicals which move in such small volume that they are 
not even listed in the classification, while leaving the higher class rates 
effective on all of the important chemicals which are so listed. In my 
opinion, a reasonable inference to be drawn from all the circumstances 
of the case and from the carriers’ own exposition of the matter is 
that they realized that if the tariffs stated precisely what commodities 
were included it would be necessary to apply the rates to the traffic 
of all shippers without distinction, and their purpose was to continue 
as long as possible to withhold or accord the rates at discretion. If 
that was the purpose it is now crowned with success by this decision; 
but not with my concurrence. If carriers are to be thus permitted to 
apply or to disregard their published tariff rates at the whim or ¢a- 
price of their traffic officials very little remains of section 6 of our 
statute. 


COMMISSION MOTOR REPORTS 


In MC-F 55, Hoover Lines, Inc., purchase, Blair Jacobs, 
the Commission, by division 5, has approved and authorized 
purchase by Hoover Lines, Inc., of operating rights of Blair, 
lerbert and Luke Jacobs, dba Jacobs Motor Service, for $250, 
Vendors’ right to operate in interstate commerce between Nash- 
ville and Knoxville, Tenn., was sought by applicant. Protest- 
ants, Hoover Motor Express Co., Inc., Hoover Truck Co., Inc, 
The Silver Fleet Motor Express, Inc., Super Service Motor 
Freight Co., the Nashville, Chattanooga & St. Louis Railway, 
and Southern Railway Co., appeared at the hearing but offered 
no supporting evidence, said the report, as to argument that 
present truck service between Nashville and Knoxville was 
adequate; that there was insufficient Nashville-New York ton- 
nage to repay applicant for extending its line; that the high- 
ways should not further be congested; that general refusal of 
Nashville-Knoxville operators to interchange with applicant 
demonstrated any extension of applicant’s operations was incon- 
sistent with the public interest; and a through truck operation 
for a distance as great as 1,000 miles (the distance between 
Nashville and New York) was inefficient. The Commission 
said that if supported by evidence, protestants’ arguments would 
be of some force in a proceeding where authority was sought 
to extend or begin operations, but the instant application was 
not of that character. It said this was a section 213 proceeding, 
and the issue was whether transfer to applicant of vendors’ 
statutory rights was consistent with the public interest. Re- 
specting that issue it said it was convinced applicant had sus- 
tained its burden of proof. 





COMMISSION REPORTS 


Chlorine Gas 


Fourth section application No. 16727, chlorine from Hope- 
well, Va. By division 2. Authority denied, in fourth section 
order No. 12811, to establish and maintain a rate of 60 cents a 
100 pounds on liquefied clorine gas, in tank cars, from Hopewell, 
Va., to Kreole and East Moss Point, Miss., without observing 
the long-and-short-haul part of section 4. The Commission 
said it was not convinced that the alleged water competition 
relied on by the applicants to justify their application was such 
as to require the rate in connection with which relief was 
sought. 

Cabbage and Onions 


No. 27307, Topeka Chamber of Commerce et al. vs. Alton 
et al. By division 2. Rates, cabbage and onions, points in Iowa, 
Minnesota and Wisconsin, to Topeka, Kan., not shown to have 
been or to be unreasonable. The Commission said the record 
warranted the conclusion and it so found, that the establish- 
ment and maintenance by the carriers on and after June 3, 1934, 
of commodity rates described in the report, on onions and 
cabbage from the points of origin considered to Kansas City, 
and other competing points named, and at the same time 
maintaining the assailed rates to Topeka, had resulted in undue 
preference of Kansas City, and points grouped therewith, and 
undue prejudice to Topeka. Such preference and prejudice, it 
said, would be removed by the establishment and maintenance 
to Topeka, of rates on cabbage and onions, minimum 24,000, 
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which should not exceed the rate contemporaneously main- 
tained to Kansas City by amounts in excess of the difference 
between contemporaneous class C rates to Kansas City and 
Topeka, respectively. Reparation was denied, the Commission 
saying that evidence in support of the allegation of undue 
prejudice was insufficient to justify an award of reparation. 
Commissioner Aitchison, concurring, said that if the defendants 
continued the application of the potato scale on cabbage and 
onions to Kansas City and other Missouri River points, they 
should be required to apply the same scale on these commodi- 
ties when destined to Topeka. 


Cotton 


No. 27547, Moultrie Chamber of Commerce vs. Southern 
et al. By division 4. Dismissed. Relation between any-quan- 
tity interstate rates, cotton in compressed bales and any- 
quantity intrastate rates, cotton in uncompressed bales, from 
Moultrie and other points in Georgia to Savannah, Ga., not 
shown to be in violation of sections 2, 3 or 13. 


Sand and Gravel 


No. 27599, Booth & Olson, Inc., vs. C. B. & Q. et al. By 
division 4. Applicable rate, sand and gravel, Hawarden, Ia., to 
Waterbury, Neb., unreasonable to the extent it exceeded 85 
cents a net ton. A rate of 85 cents was established to expire 
with Dec. 31, 1934. It was later extended to Dec. 31, 1935. 
The report said the 85 cents was erroneously cancelled April 
20, 1935, and was superseded by a rate of 95 cents. The de- 
fendants were authorized to waive the collection of the out- 
standing undercharges. 


Canned Goods 


Fourth section application No. 16267, canned goods from 
south Atlantic and Gulf ports, embracing also fourth section 
application No. 16637. By division 2. Authority granted in 
fourth section order No. 12812 to establish and maintain rates 
canned goods, south Atlantic and Gulf ports and interior points 
grouped therewith to jobbing and consuming points in western 
trunk-line territory and from unnamed intermediate points and 
to intermediate nonconsuming or nonjobbing destinations in 
western trunk line territory, the lowest that may be constructed 
over any line or route on the basis set forth in the applications 
and to maintain higher rates to intermediate points, provided 
that the rates to the higher-rated intermediate consuming and 
jobbing points in western trunk-line territory shall not exceed 
rates constructed on the same basis as the rates to the more 
distant points in the same territory; shall not exceed the com- 
bination and be subject to the 3344 and 50 per cent circuity 
limitations. Temporary relief was authorized in No. 12313 as 
supplemental. 


Gascline 


Fourth section application No. 16541, gasoline from Superior, 
Wis. By division 2. Authority granted, in fourth section order 
No. 12815, to establish and maintain rates gasoline, Superior, 
Wis., to St. Paul, Minneapolis, Minnesota Transfer, St. Louis 
Park, Hopkins, South St. Paul, North St. Paul, and Camden 
Place, Minn., without observing the long-and-short-haul part of 
section 4. The rate authorized is not to be lower than 9 cents a 
100 pounds. Rates to other points are to be constructed by the 
use of the 9 cent rate as a factor in rates to intermediate points 
of destination and from intermediate points of origin. The present 
rate, gasoline, from Superior to the Twin Cities is 17.5 cents. 
The applicants said they desired to continue to participate in 
the transportation of a very substantial tonnage of gasoline 
now moving by rail from Superior, the loss of a large part of 
which was now threatened by the announced intention of the 
Standard Oil Co. of Indiana to construct a pipe line from Superior 
to the Twin Cities. Gasoline is transported to Superior by tank 
steamer where the industry maintains large storage capacity. 
It was estimated that construction of a pipe line would bring 
about a saving of $260,000 a year. The report said, however, 
that no rights of way had been obtained for the possible pipe line. 


Autos and Chassis 


Fourth section application No. 16713, automobiles to Thomas- 
ville and High Point, N. C. By division 2. By fourth section order 
No. 12823, authority granted, on conditions to establish rates on 
automobiles and chassis, carloads, from Linden, N. J., to 
Thomasville and High Point, N. C., without observing the long- 
and-short-haul provision of section 4. Relief was temporarily 
authorized by fourth section order No. 12691. No opposition to 
relief sought presented. 


Lignite Screenings 


Fourth section application No. 16720, lignite screenings to 
Grand Forks, N. D. By division 2. By fourth section order No. 
12824, authority granted, on conditions, to establish rates on 
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lignite screenings, carloads, from points in North Dakota to 
Grand Forks, N. D., without observing the long-and-short-haul 
provision of section 4. Relief was temporarily authorized by 
fourth section order No. 12692. The report said the purpose of 
relief was to meet rates applicable on intrastate movements. 


Glassware 


Fourth section application No. 16769, glassware to the 
south. By division 2. By fourth section order No. 12813, 
authority granted, on conditions, to establish rates on glass lamp 
chimneys, other than cut glass, in straight carloads, or in mixed 
carloads with certain other glassware, minimum 12,000 pounds, 
from Fort Smith, Ark., and Sapulpa and Sand Springs, Okla., 
to destinations in Southern territory, including Mississippi River 
crossings, Memphis, Tenn., and south, without observing the 
long-and-short-haul provision of section 4. The rates are to be 
on the basis of 60 per cent of the appendix K-2 first-class scale 
of rates prescribed or approved by the Commission in the sec- 
ond supplemental report on reconsideration in Southern Class 
Rate Investigation, 113, I. C. C. 200, for application within 
southern territory, subject to Rule 34 of the Western Classi- 
fication. The report said competition in the sale of glassware 
in the south was very keen and in order to protect the shippers 
of the southwest, applicants here proposed the establishment of 
rates which would again place them on relatively the same 
rate level as shippers out of officcial territory, and at the same 
time retain to themselves a share of the traffic. 


COMMISSION ORDERS 

No. 26910, Illinois Association of Merchandise Warehousemen vs. 
Belt Railway of Chicago. Order of Oct. 12, 1936, reopening the pro- 
ceeding for rehearing and reconsideration, vacated and set aside. 

No. 27261, Baker Produce Corporation et al. vs. Norfolk Southern 
et al. Petition of complainant, G. W. Capps Produce Corporation, for 
further hearing on the matter of paying and bearing of charges, 
denied. 

No. 27330, Chappel Brothers, Inc., vs. Alton et al. Petition of com- 
plainant for rehearing, reargument and reconsideration, denied. 

No. 27667, Burrus Feed Mills et al. vs. A. T. & S. F. et al., and 
a sub-number thereunder, Texas Industrial Traffic League vs. M.-K.-T. 
of Texas et al. Merchants’ Exchange of St. Louis permitted to inter- 
vene. 

No. 27669, Property Owners’ Committee et al. vs. C. & O. et al. 
Associated Industries of Massachusetts permitted to intervene. 

No. 27708, Carbon Fuel Co. et al. vs. A. & B. B. et al. Motion of 
the Pennsylvania, defendant, to dismiss the complaint on the ground 
that it fails to set forth a violation of the act by that defendant over- 
ruled, without prejudice to resubmission on hearing. 

No. 27727, Texas Industrial Traffic League vs. Arkansas R. R. et 
al. Merchants’ Exchange of St. Louis permitted to intervene. 

1. & S. No. 3636, cotton, woolen and knitting factory products; 
No. 24139, North Carolina Corporation Commission et al. vs. A. & W. 
et al.; No. 24140, Same vs. A. & R. et al., and No. 24901, National 
Association of Cotton Manufacturers vs. Boston & Maine et al. Peti- 
tions for reopening and rehearing filed on behaif of the Associated 
Southern Textile Mills and its members and of the Alabame Public 
Service Commission denied, and on the Commission’s own motion 
the proceedings are reopened for further hearing at such time and 
place as the Commission may hereafter direct. Order dated Nov. 21, 
1935, as modified by orders of Feb. 8 and April 12, shall remain in 
full force and effect. 

1. & S. No. 4069, routing via Quanah, Acme & Pacific Railway Co.; 
No. 17000, Part 8, cottonseed, its products, and related articles. Order 
entered in those proceedings on Feb. 8, further modified so that it 
will become effective on Aug. 17, or not less than 30 days’ notice, 
instead of July 17. 

1. & S. No. 4237, transit restrictions on wine to eastern territory. 
Petition of protestants, A. Carbone & Co. et al., for reconsideration 
by and oral argument before the entire Commission, denied. 

Finance No. 11531, application of the Louisiana & Arkansas to 
acquire, by purchase the properties of Rock Island, Arkansas & Lou- 
isiana. Chamber of Commerce of Shreveport, La., permitted to inter- 
vene. 

MC-F 4, Pennsylvania Truck Lines, Inc., control, Alko Express 
Lines. Proceeding reopened for the purpose of taking testimony on 
the question of whether movement of traffic under rates published 
in Pennsylvania Truck Lines, Inc., M. F. I. C. C. 3 will, so far as 
Alko Express Lines is concerned, promote the public interest by en- 
abling the Pennsylvania Railroad Co. to use service by motor vehicle 
to public advantage in its operations and will not unduly restrain 
competition, and specifically whether such movement of traffic can, 
in whole or in part, be properly regarded as auxiliary or supplementary 
to the train service of the Pennsylvania; and for the purpose of de- 
termining whether it is necessary or appropriate that any order shall 
be made under paragraph (d) of section 213 of the motor carrier act, 
1935, supplemental to the order heretofore made in this proceeding. 
This proceeding is assigned for hearing and oral argument before the 
Commission, division 5, at Washington, D. C., at 10 o’cleck a. m., 
on July 14. 

No. 27689, Armour and Co. et al. vs. C. B. & Q. et al. 
Live Stock Exchange permitted to intervene. 

Ex Parte No. 104, Part I!, practices of carriers affecting operating 
revenues or expenses, terminal services, A. E. Staley Manufacturing 
Co. terminal allowance. Petition for reconsideration or rehearing filed 
by A. E. Staley Manufacturing Co., denied. 
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Ex Parte No. 104, Part II, practices of carriers affecting operating 
revenues or expenses, terminal services, Crane Co. terminal services. 
Petition for reconsideration filed by Crane Co., denied. 

No. 27740, petition of Canadian Pacific Railway Co. under section 
5(20) of the interstate commerce act. Boston Chamber of Commerce, 
Boston Grain and Flour Exchange, Inc., and the New England Traffic 
League permitted to intervene. 

1. & S. M-132, rates of Pennsylvania Truck Lines, Inc. Order of 
May 20 vacated and set aside but proceeding of investigation is con- 
tinued on the issues raised therein and is assigned for hearing before 
the Commission, division 5, on July 14, at ten a. m. (standard time), 
at Washington, D. C., concurrently with MC-F 4, Pennsylvania Truck 
Lines, Inc., control, Alko Express Lines, as reopened by order of 
June 9. 

No. 27214, Los Angeles Union Stock Yards Co. et al. vs. C. M. 
St. P. & P. et al. and No. 27243, Ogden Livestock Exchange vs. A. 
T. & S. F. et al. Order entered on April 15 modified to become effec- 
tive on Sept. 1, on not less than 30 days’ notice instead of July 22. 

Fourth Section Application No. 15950, Iron and Steel Articles in 
Less Than Carloads, From the South, 219 I. C. C. 661. Petition filed 
by J. P. Cook and E. D. Mohr, attorneys for petitioners, for recon- 
sideration of this proceeding by the entire Commission, denied. 

Finance No. 10668, joint application of Durham & South Carolina 
and receivers for Norfolk Southern for authority to construct a line 
of railroad in Durham county, N. C. Order of intervention of Nov. 
16, 1936, revoked and set aside, the Durham & Southern having noti- 
fied the Commission that it desired to withdraw its opposition to the 
granting of the application. 

Finance No. 11427, application of Durham & Southern for certi- 
ficate of convenience and necessity authorizing joint operation with 
Durham & South Carolina of certain trackage at Durham, N. C. Ap- 
plication dismissed, without prejudice, on request of applicant. 

No. 27665, La Mantia Brothers Arrigo Co. et al. vs. A. C. L. et al. 
S. T. Fish & Co., Finerman-Rubin Co., Inc., M. Lapidus & Sons, G. 
A. Meyer & Son, Inc., C. H. Robinson Co., Rosenthal & Stockfish, 
Inc., The Shafton Co., Schoenburg, Price & Co., Smith, Cordes Co., 
C. H. Weaver Co., A. H. Welch, Inc., and A. G. Zulfer & Co. permitted 
to intervene. 

Finance No. 11531, application of the Louisiana & Arkansas to 
acquire by purchase the properties of Rock Island, Arkansas & Louisi- 
ana. Baton Rouge Chamber of Commerce permitted to intervene. 


PETITIONS FOR REHEARING, ETC. 


No. 25738, Muscle Shoals White Lime Co. vs. A. & B. B. et al. 
Defendant carriers ask the Commission to vacate the order entered 
herein Nov. 30, 1934. 

No. 27602, Industrial Silica Corporation vs. B. & O. et al. In- 
dustrial Silica Corporation asks the Commission for a further hearing 
herein for the purpose of introducing newly discovered evidence and 
evidence to clarify the record. 

No. 27739, Rivermont Coal Co., Inc., et al. vs. C. & O. et al. De- 
fendants, Chesapeake & Ohio, Norfolk & Western, Southern, and Vir- 
ginian ask the Commission to dismiss the complaint. 

Finance No. 11511, in the matter of the application of the Wis- 
consin & Michigan Railroad Co. for authority to abandon its entire 
line. Menominee County Board of Supervisors, City of Menominee, 
Mich., and Menominee Chamber of Commerce, Menominee, Mich., ask 
for a reopening of the record for the purpose of taking further testi- 
mony and for the purpose of permitting cross-examination of the 
witnesses of the applicant in this matter. 

MC 2343, application of James J. Raftus, dba Darlington Express, 
Pawtucket, R. I. Rail carriers in New England territory ask the Com- 
mission to stay the order, in this case, granting a certificate scheduled 
to become effective June 19, for the reason that the proposed order 
grants to the applicant more extensive rights than those to which the 
applicant is lawful'y cntitled under the ‘‘grandfather’’ clause of the 
motor carrier act of 1935. 

Air Mail Do-ket No. 23, in the matter of the petition of Chicago 
and Southern Air Lines, Inc., for an order fixing and determining the 
fair and reascna le raie of compensation for the transportation of air 
mail by airplane <nd the service connected therewith over Air Mail 
Route No. 8. Pos:master General asks the Commission for examina- 
tion and audit of the books, records and accounts of Chicago and 
Southern Air Lines, Inc., before assignment of this proceeding for 
hearing. 

No. 13535 et al., consolidated southwestern cases. Kansas City 
Southern, Missouri Pacific, Missouri-Kansas-Texas and St. Louis-San 
Francisco, defendants and respondents in Consolidated Southwestern 
Cases, 123 I. C. C. 203, ask the Commission to modify Findings 3, 4 
and 27 and to amend its order therein accordingly by eliminating 
certain portions of territory in Kansas and Missouri. 

No. 27214, Los Angeles Union Stockyards Co. et al. vs. C. M. St. 
P. & P. et al. and No. 27243, Ogden Livestock Exchange et al. vs. 
A. T. & S. F. et al. Defendants in these proceedings ask the Com- 
mission to modify the order entered on April 15, so as to permit 
compliance therewith effective Sept. 1, on statutory notice, in lieu of 
July 22, as provided in the order. 

MC 3345, application of Richard Mearl Mason, dba R. M. Mason 
Truck Line, Oklahoma City, Okla. Chicago, Rock Island & Pacific 
and St. Louis-San Francisco ask division 5 of the Commission to va- 
cate and set aside its certificate, dated May 26, issued in this pro- 
ceeding. 

Finance No. 3385, Cambria and Indiana Railroad application for 
construction. Applicant asks the Conimission for an extension of 
twelve months beyond the dates now ‘fixed for the commertcement and 
completion of work of construction on ‘extension of its line, 5.08 miles 
in length, in Cambria county, Pa. 

MC 42568, application of Leon Windsor Priest, East Jaffrey, N. H. 
Rail carriers in New England territory ask the Commission to stay the 
order granting a certificate scheduled to become effective June 23 in 
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this case for the reason that the proposed order grants to the applicant 
more extensive rights than those to which he is lawfully entitled un- 
der the ‘‘grandfather’’ clause of the motor carrier act of 1935. 

MC 60233, application of Sidney B. Stanley, dba Stanley's Express, 
Kezar Falls, Me. Rail carriers in New England territory, ask ihe 
Commission to stay the order in this proceeding, granting a certificate 
scheduled to become effectvie June 23, for the reason that the pro- 
posed order grants to the applicant more extensive rights than those 
to which he is lawfully entitled under the ‘‘grandfather’’ clause of 
the motor carrier act of 1935. 

No. 15650, Lookout Paint Manufacturing Co. vs. Missouri Pacitie 
et al. Defendants ask that the outstanding rate order entered herein 
on or about July 17, 1925, be vacated and set aside. 

No. 20031, Knoxville Freight Bureau et al. vs. Missouri Pacific 
et al. Defendants ask that the outstanding rate order entered herein 
on Oct. 18, 1928, be vacated and set aside. 

No. 23733, Blue Ridge Talc Co. vs. Arkansas & Louisiana Missourj 
et al. Defendants ask that the outstanding rate order entered herein 
on Feb. 13, 1933, be vacated and set aside. 

1. & S. No. 4324, fruit and vegetable packages in the south and 
southwest. Leigh Banana Case Co., protestant, asks that the Com- 
mission dismiss the instant proceeding without prejudice to the filing 
of new schedules by respondents in conformity with permissive find- 
ings in I. & S. No. 4023, 211 I. C. C. 139. 

MC 29893, application of Kenneth Earl Purington, dba Purington’s 
Express, New Boston, N. H. Rail carriers in New England territory 
ask the Commission to stay the order granting a certificate scheduled 
to become effective June 26, in this case, for the reason that the pro- 
posed order grants to the applicant more extensive rights than those 
to which he is lawfully entitled under the ‘‘grandfather’’ clause of the 
motor carrier act of 1935. 


FINANCE APPLICATIONS 

Finance No. 11693. Butte, Anaconda & Pacific asks authority to 
issue 25,000 shares of capital stock, par value of $100 a share. The 
application says such shares are to be issued to discharge existing 
obligations and to provide funds required (in addition to funds in 
the sinking fund) for the redemption, Aug. 1, of the outstanding 
$1,491,000 principal amount of first mortgage 5 per cent thirty-year 
sinking fund gold bonds due Feb. 1, 1944, of the applicant, held by 
the public, issued under first mortgage dated Feb. 1, 1914, to Guaranty 
Trust Co. of New York as trustee. The proposed stock is to be issued 
at a price of $133.87 a share to the Anaconda Copper Mining Co. 
to which the applicant is indebted for $1,812,000 in demand notes. 
That obligation is to be cared for by the stock issue. That sum is 
in addition to the $1,491,000 of obligation represented by the first 
mortgage bonds. 

Finance No. 11694. Wichita Falls & Southern Railway Co. asks 
authority to extend the maturity date of $729,000 of its first mortgage 
5 per cent gold bonds for 10 years from Jan. 1, 1938. 

Finance No. 11694, Sub. No. 1. Wichita Falls & Southern Railroad 
Co. asks authority to guarantee bonds of the Wichita Falls & South- 
ern Railway Co. aggregating $729,000, maturing Jan. 1, 1938. 

MC-F 322. Plaza Express Co., Inc., St. Louis, Mo., asks authority 
to purchase that part of the operating rights from Missouri Motor 
Distributing Corporation between St. Louis, Mo., and Memphis, Tenn., 
and other property. 

MC-F 323. Inland Motor Freight, Spokane, Wash., asks authority 
to purchase that part of the certificate of Tonasket-Republic Wilbur 
Transportation, Inc., from Wilbur to Republic, Wash. 

MC-F 324. Ozark Truck Lines, Inc., Springfield, Mo., asks authority 
to purchase the equipment, permits and grandfather rights of Selby 
& Son Motor Freight Line. 

MC-F 325. Red Ball Bus Co., Enid, Okla., asks authority to pur- 
chase from R. W. Lee the right to transport interstate passengers, 
baggage and light express from Watonga, Okla., to El Reno, Okla., 
via U. S. Highways 270 and 66. 

MC-F 326. C. W. Darling, dba Darling Transfer Co., Auburn, 
Neb. Asks authority to acquire rights and property of Paul N. Wolfe 
and Lloyd F. Wolfe, dba Wolfe Brothers Transfer. 

MC-F 327. Intermountain Transportation Co., Anaconda, Mont., 
asks authority to acquire rights of Meisinger Stakes. 

Finance 11695. The Ouachita and Northwestern asks authority 
to reduce its capital stock, composed of 3,030 shares each of the par 
value of $100 to a par of $10 a share. 

MC-F 328. The Mason & Dixon Lines, Inc., Kingsport, Tenn., 
ask authority to lease with option of purchase, property and rights 
of George C. Murdock, Dalton, Ga. 

Finance No. 11696. Union Pacific Railroad Co. asks authority to 
issue and sell $10,410,000 of 2% per cent equipment trust certificates 
in connection with acquisition of equipment at a cost of approximately 
$13,880,000, at competitive bidding. 

Finance No. 11697. Joint and several application of Kansas City 
Mexico and Orient Railway Co. of Texas, owner, and Panhandle & 
Santa Fe Railway Co. lessee, for authority to abandon and dismantle 
approximately 1.17 miles of main line track in and adjacent to Sweet- 
water, Tex., from a point at or near the intersection of the lines of 
the Pecos & Northern Texas and the Kansas City, Mexico & Orient, 
to a point within or near the city limits of Sweetwater. 

Finance No. 11698. Joint and several application of Kansas City, 
Mexico and Orient Railway Co. of Texas, owner, Panhandle & Santa 
Fe Railway Co., lessee, the Pecos and Northern Texas Railway Co. 
owner, Gulf, Colorado & Santa Fe Railway Co. and Panhandle & Santa 
Fe Railway Co., lessee, for authority to construct connecting track 
between main lines at Sweetwater, Tex., and for the acquisition of 
control by them of certain of said tracks and their appurtenances 
under section 5 of the act. This application is related to the preced- 
ing application in Finance No. 11697 and the abandonment and con- 
struction proposed in both applications, according to applicants, will 
eliminate present circuitous terminal handling of trains, and enable 
applicants more to economically perform transportation service t0, 
from and within the joint terminals at Sweetwater, Tex. 











- SDC a, 


sors =r 


qoctr 


aah oD a Fh rt fo 


my = =s> 


— > 


——- to od me be One Chee bee Ge a 





No. 25 





pplicant 
tled un- 
. 

Express, 
ask ihe 
ertificate 
the pro- 
in those 
lause of 


i Pacitie 
d herein 


i Pacitie 
d herein 


Missouri 
d herein 


yuth and 
he Com- 
he filing 
ive find- 


rington’s 
territory 
cheduled 
the pro- 
an those 
se of the 


hority to 
ire. The 
existing 
funds in 
tstanding 
iirty-year 
held by 
Guaranty 
be issued 
ning Co. 
1d notes, 
t sum is 
the first 


Co. asks 
mortgage 


Railroad 
& South- 


authority 
iri Motor 
is, Tenn., 


authority 
ec Wilbur 


authority 
of Selby 


y to pur- 
assengers, 
10, Okla., 


Auburn, 
N. Wolfe 


a, Mont., 


authority 
f the par 


‘t, Tenn., 
nd rights 


thority to 
ertificates 
‘oximately 


insas City 
handle & 
dismantle 
to Sweet- 
e lines of 
& Orient, 


nsas City, 
> & Santa 
ilway Co. 
e & Santa 
ting track 
iisition of 
irtenances 
he preced- 
and con- 
ants, will 
nd enable 
ervice to, 





June 19, 1937 


oe 











The Traffic World 


PAGE 1335 








Proposed Reports in I. C. C. Cases 


~e 


TRUCK LIVE STOCK RATES 


7} XAMINER W. T. CROFT, in I. and S. M-29, classes and 
commodities in the southwest, has recommended, in a pro- 
posed report, served June 16, that the Commission find not justi- 
fied proposed increased rates on live stock from points in Arizona 
to destinations in southern California principally Los Angeles, 
Los Angeles Harbor and Long Beach and ordered the suspended 
items cancelled. Further he has recommended that the Com- 
mission find unlawful a tariff rule by which common carriers 
by motor vehicle publishing live stock rates, reserved the 
right to refuse shipments of live stock. 

The rates in question were filed by the Interstate Freight 
Carriers’ Conference and individual carriers. The examiner said 
they proposed an extensive readjustment in both the class and 
commodity motor-carrier rates between points in California and 
points in Arizona. On protest of the Arizona Cattle Growers’ 
Association and others, he said, these tariffs, so far as they 
affected the rates on live stock and the class rates to and from 
Litchfield, Ariz., were suspended until Dec. 30, 1936, and later 
further suspended until March 30. The respondents have 
voluntarily postponed the effective date until June 30. The 
examiner said class rates to and from Litchfield had been satis- 
factorily adjusted informally. They were no longer in issue 
when he wrote his report. eG 

The rule which the examiner said the Commission should 
find unlawful, No. 200, is as follows: “Carriers parties hereto 
reserve the right to refuse shipments of live stock. When 
accepted, shipper is to load and consignee to unload the live 
stock where there are no regular loading facilities, and in any 
case shipper and consignee are to furnish necessary help in 
loading and unloading.” ; 

After the suspension, the respondents, according to the 
examiner, agreed to cancel the suspended rates and, as a tem- 
porary basis for use pending further negotiations between them 
and the protestants, to publish the same rates that the Arizona 
Motor Express had in effect. That was according to a com- 
promise agreement. Having apparently been convinced that the 
suspended rates would not move the traffic and that some com- 
promise basis was necessary, respondents, the examiner said, 
specifically disclaimed any effort to justify the level of the 
suspended rates. He said the record was devoid of any ac- 
curate information as to the cost of handling the considered 
traffic or average loadings from which gross truck-load rev- 
enue could be calculated. On such a showing, the examiner 
said, the suspended rates could not be found justified. 


In support of the rule marked by the examiner for con- 
demnation respondents explained that only part of their equip- 
ment was suitable for the transportation of live stock. The 
respondents said it was important to have the right to refuse 
shipments when they did not have suitable equipment avail- 
able. The examiner said it seemed more than likely that 
there was a different reason for the rule. He said that to most, 
if not all respondents, live stock, while acceptable as a back- 
haul load when nothing else was available, apparently was 
undesirable traffic, partly because of its peculiar requirements 
and the unusual expenses incident thereto, and partly because 
of the rate level. To the extent that the rule permitted re- 
spondents with suitable equipment available to refuse ship- 
ments of live stock properly tendered so that they might seek 
a more desirable or more profitable load it was in derogation 
of their lawful obligation as common carriers, said the examiner, 
and must be condemned as unlawful. 


NON-COMPENSATORY MOTOR RATE 


Examiner C. E. Simmons, in a recommended report and 
order in I. and S. M-60, refrigerator material, Memphis, Tenn., 
to Dayton, O., served June 12, has proposed that a reduced 
truckload rate of 39 cents, minimum 10,000 pounds, on re- 
frigerator material from Memphis to Dayton, be found not 
justified, without prejudice to the filing of the proposed rate 
with a minimum of 15,000 pounds, which the report said re- 
spondent, Viking Freight Co., was willing to accept. 

Protestant, Gordens Transports, Inc., according to the re- 
port, contended that the proposed rate was not compensatory 
for truck operation and that its establishment would tend to 
disrupt existing rate structures on materials of like nature be- 
tween the same territories. i 

The examiner said the proceeding presented for determina- 








tion whether the proposed rate was so low as to put in jeopardy 
the existing rate structures or tended to precipitate rate was 
in the same general territory, thus requiring the exercise of 
the Commission’s minimum rate power; whether an empty 
movement in one direction might justify relatively low rates in 
order to obtain traffic, and if the proposed rate was com- 
pensatory to the extent that undue burden would not be placed 
on other traffic. He said the respondents conceded that, stand- 
ing alone, the proposed rate minimum would not prove com- 
pensatory. He said it was asserted that the establishment of 
a minimum of 15,000 pounds to apply with the proposed rate 
would not prove burdensome. Such minimum, said he, would 
substantially increase the truck-mile earnings. 


The purpose of the proposed rate, said the report, was more 
nearly to equalize the northbound and eastbound traffic with 
the southbound and westbound traffic. It said the preponder- 
ance of traffic moved westbound and southbound. Through the 
representative period of Sept. 1 to Nov. 30, 1936, westbound 
traffic from Dayton over the line of respondent Viking Freight 
Co. exceeded eastbound traffic to Dayton by 558,000 pounds, 
according to the report, and for the same period the volume of 
northbound traffic over this respondent’s line between Memphis 
and St. Louis, Mo., was 3,207,000 pounds less than that of 
southbound traffic. The report said the proposed rate was also 
published in an endeavor to meet a rate of 39 cents, minimum 


36,000 pounds, maintained by rail carriers from and to the 
same points. 


The report pointed out that the present applicable rates 
were a fourth class rate of 84 cents, minimum 10,000 pounds, 
and a sixth class rate of 61 cents, minimum 20,000 pounds. 


The report said that the proposed rate would apply over 
a route via St. Louis, and that the short line distance was 
substantially less than that over the route of movement. It 
said in accordance with good principles of rate-making, the 
reasonableness of the proposed rate should be considered with 
relation to the short line distance as well as that over the route 
of movement. Continuing, the report said: 


Due to the fact that records covering the operations of carriers 
by motor vehicle over representative periods of time have not usually 
been kept, no reliable cost data which might be helpful in determining 
the reasonableness of the proposed rate, are available. Giving careful 
consideration to the evidence as a whole, the examiner is of the view 
that the proposed rate, subject to the 10,000-pound minimum, yielding 
truck-mile earnings of 5.83 cents over the route of movement and 6.91 
cents for the short-line distance of 566 miles, is not compensatory and 
is unduly low to the extent that its establishment might result in dis- 
ruption of existing rate structures in the same territory and place 
undue burden upon other traffic. Such policy would not be in the 
public interest but would be contrary to the declarations of the Con- 
gress in sections 202 (a) and 216 (i) of the act. 


It is equally clear that the present class rates are too high to 
permit of the free movement by motor vehicle of the low-grade com- 
modity here considered. This leaves for determination whether the 
proposed rate with the minimum of 15,000 pounds, which respondents 
are willing to accept, would prove compensatory and if its establish- 
ment would be harmful to existing rate structures or unduly burden 
other traffic. This rate and minimum produce truck-mile earnings of 
8.74 cents over route of movement and 10.34 cents over the short-line 
route. These earnings are substantially higher than those under the 
comparative rates on other commodities between points in the territory 
here involved. The shipments would move directly from terminal to 
terminal in solid truckloads without the necessity of transfer or other 
incidental services at intermediate points. Operation of empty north- 
bound and eastbound equipment would be avoided. 


Special consideration may well be given to the practical disposition 
of empty equipment of motor carriers, observing the need of revenues 
sufficient to enable such carriers under honest, economical and efficient 
management to provide adequate and efficient service. To deny re- 
spondents the privilege of offsetting the cost of operation of empty 
equipment in a practical and economical manner would result in the 
imposition of additional revenue burden upon other classes of traffic. 
The facts here presented amply warrant the conclusion that rates of 
motor carriers may be made reasonably low for the purpose of secur- 
ing revenue tonnage for equipment that otherwise would be operated 
empty. This record supports the conclusion that the revenue from 
this rate and minimum would be in excess of the cost of transporting 
the shipments and that their establishment and maintenance would 
not place undue burden on other traffic or tend to disrupt existing rate 
structures. This conclusion has been reached on the assumption that 
loading, bracing, and unloading services will be performed by the 
shipper or consignee. If these services, or any of them, are performed 
by the carrier, reasonable additional charges should be applied under 
appropriate provision therefor in the governing tariffs. 





PAGE 1336 


PROPOSED REPORTS 


Gasoline-Power Shovels 


No. 27629, Peterson Construction Co. vs. C. M. St. P. & P. 
By Examiner Leland F. James. Rate, a combination of class 
A of 18 cents and a commodity rate of 29.5 cents, second-hand 
gasoline power shovels, carloads, Witch Lake, Mich., to Tomah, 
Wis., applied on shipments in April, 1934, inapplicable. Ap- 
plicable rate, 47.5 cents not shown to have been unreasonable. 
Reparation of $8.89 with interest proposed. 


Scrap Iron Demurrage 


No. 27643, William E. Friedman Co., Inc. vs. Reading Co. 
By Examiner Carl A. Schlager. Dismissal proposed. Claim 
alleging that demurrage charges were unreasonable due to 
negligence in not rerouting carload shipments of scrap iron and 
iron borings from various origins moving over interstate routes 
to Thompson’s Point, N. J., and placed for unloading there be- 
tween March 12 and April 27, 1934, found barred by the statute 
of limitations. The examiner said the complaint was filed more 
than two years after the cause of action had accrued. 


MOTOR PROPOSED REPORTS 


(Recommended orders in proposed motor reports, at expiration of 
20 days from date of service of reports, become effective unless excep- 
tions have been filed within the 20-day period or exceptions have been 
seasonably filed by other parties, or the order has been stayed or 
postponed by the Commission.) 


MC 239, Ecklar Motor Express, common carrier application. 
By joint board No. 37, composed of D. C. Moore of Kentucky 
and E. T. Schreiner of Ohio. Served June 12. Applicants 
found entitled to continue operation as a common carrier of 
commodities generally over a specified route between Cincin- 
nati, O., and Owingsville, Ky., by reason of having been engaged 
in such operation on June 1, 1935, and continuously since that 
time. Certificate ordered issued. 

MC 50313, M. Dayle Gonder, contract carrier application. 
By joint board No. 43, composed of Malcom Erickson of Colo- 
rado and Ernest E. Blincoe of Kansas. Served June 12. Con- 
tinuance of operation by applicant as a contract carrier of petro- 
leum products, from Eldorado, and Wichita, Kan., to La Junta, 
Manzanola and Fowler, Colo., found consistent with the public 
interest and with the policy declared in section 202 (a) of the 
motor carrier act, 1935. Permit granted. 

MC 50631, George B. Riepe, common carrier application. 
By joint board No. 138, composed of John H. Gillespie of Iowa 
and F. A. Good of Nebraska. Served June 12. Application 
for a certificate of public convenience and necessity as a com- 
mon carrier of live stock from Arapahoe, Neb., to Omaha, Neb., 
and of farm machinery from Omaha, Neb., to Arapahoe, Neb., 
dismissed for lack of jurisdiction. 

MC 86060, Wellington Wells Watkins, contract carrier ap- 
plication. By Examiner William A. Maidens. Served June 12. 
Application for a permit authorizing operation as a contract 
carrier of commodities generally, between points in Indiana, 
Ohio, Illinois, Kentucky and Missouri, dismissed. 

MC 16, Virginia Dare Transportation Co., extension of op- 
erations. By joint board No. 103, composed of Stanley Win- 
borne of North Carolina. Served June 14. Application for 
authority to operate as a common carrier of property in inter- 
state commerce between Elizabeth City, N. C., and Beaufort, 
N. C., dismissed on motion of applicants to withdraw. 

MC 57, Crescent Transportation Co., common carrier ap- 
plication. MC 57, Crescent Transportation Co., extension of 
operations. By Examiner Paul R. Naefe. Served June 14. 
Applicants’ operations as a carrier of sand, gravel, crushed 
stone, building materials and supplies, over irregular routes, 
between Springfield, Mass., and all points within a 22-mile 
radius thereof, found to be those of a common carrier. Ap- 
plicants found entitled to continue such operations by reason 
of having been engaged in bona fide operation on June 1, 1935, 
and continuously since that time. Certificate ordered issued. 
Application denied in all other respects. Application for a per- 
mit to operate as a contract carrier of alcoholic beverages, 
between points in Maine, New Hampshire, Vermont, Massa- 
chusetts, Connecticut, Rhode Island and New York, dismissed at 
request of applicants. Operations ordered discontinued. 

MC 239, Ecklar Motor Express, extension of operations. 
By joint board No. 37, composed of E. T. Schreiner of Ohio 
and D. C. Moore of Kentucky. Served June 14. Application 
for certificate of public convenience and necessity authorizing 
operation as a common carrier of commodities generally be- 
tween Winchester, Ky., and Cincinnati, O., dismissed at re- 
quest of applicant. 

MC 1034, Tidewater Express Lines, Inc., common carrier 
application. By joint board No. 200, composed of Raymond 
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Sparks of the District of Columbia, Harold E. West of Mary- 
land and P. S. Stahlnecker of Pennsylvania. Served June 14, 
Applicant found entitled to continue operation as a common 
carrier in interstate or foreign commerce of commodities 
generally, with certain exceptions, between various points in 
Pennsylvania, Maryland and the District of Columbia, over 
specified routes, by reason of applicant or its predecessor in 
interest, Harry McCormick, having been engaged in such opera- 
tion on June 1, 1935, and continuously since that time. Cer- 
tificate ordered issued. Applicant found not entitled to con- 
tinue operation from Steelton, Pa., to points within territory 
involved. Application in this respect denied, and applicant 
ordered to discontinue such operation. 

MC 19190, L & L Freight Lines, Inc., extension of opera- 
tions. By Examiner W. W. McCaslin. Served June 14. Public 
convenience and necessity found to require continuance of 
operation by applicant as a common carrier of commodities 
generally with certain exceptions, over specified routes be- 
tween Atlanta, Ga., on the one hand, and Tallahassee, Live 
Oak, and Marianna, Fla., on the other. Certificate granted. 
Public convenience and necessity found not to require con- 
tinuance of operation by applicant as a common carrier of 
commodities generally between Tallahassee and Tampa, Fla. 
Certificate denied and operations ordered discontinued. 

MC 50563, Albert Lange, common carrier application. By 
joint board No. 146, composed of H. B. Dunlap of Iowa and 
Charles Munn of Minnesota. Served June 14. Public con- 
venience and necessity found to require operation by applicant 
as a common carrier of agricultural implements from Charles 
City and Mason City, Ia., to Wells, Minn. Certificate granted. 
Application denied in all other respects. 

MC 50668, Crandon Samya, contract carrier application. 
By joint board No. 18, composed of Leo H. Leary of Massa- 
chusetts and R. Roscoe Anderson of Rhode Island. Served June 
14. Operation by applicant as a contract carrier of petroleum 
products between Providence, R. I., and Boston, Mass., be- 
tween Providence and New Bedford, Mass., and between Tiver- 
ton, R. IL, and Falmouth, Mass., over specified routes, found 
consistent with the public interest and the policy declared in 
section 202 (a) of the motor carrier act, 1935. Permit granted. 

MC 86100, Raymond Wombacher, common carrier applica- 
tion. By Examiner William A. Maidens. Served June 14. 
Public convenience and necessity found not to require operation 
by applicant as a common carrier of commodities generally 
between points in Nebraska and Iowa. Certificate denied, and 
operation ordered discontinued. 


MC 482, Peoples Rapid Transit Corporation, extension of 
operations. By joint board No. 76, composed of Harold J. 
Waples of Michigan. Served June 16. Public convenience and 
necessity found to require continuance of operation by ap- 
plicant in interstate commerce as a common carrier of pas- 
sengers, baggage of passengers, express, and newspapers be- 
tween Kalazamoo, Mich., and Bangor, Mich., and all inter- 
mediate points, over Michigan Highways 43 and 40 and Van 
Buren County road 388, via South Haven, Mich. Certifiate 
granted. 


MC 46614, Blue and White Lines, Inc., extension of opera- 
tions. By joint board No. 65, composed of Denis J. Driscoll of 
Pennsylvania. Served June 16. Public convenience and neces- 
sity found to require operation by applicant as a common car- 
rier of passengers, baggage of passengers, light express, mail 
and newspapers, in interstate commerce, over a specified route 
between Altoona and Punxsutawney, Pa. Certificate granted. 


MC 50384, Charles R. Murphy & Son, contract carrier ap- 
plication. By joint board No. 36, composed of Ernest E. Blincoe 
of Kansas and John C. Highberger of Missouri. Served June 16. 
Operation by applicants as a contract carrier of live stock, feed, 
implements, and farm machinery, between Abilene, Kan., and 
Kansas City, Mo., and of seeds, during the months August to 
November, both, inclusive, from Abilene to St. Joseph, Mo., over 
specified routes, found not consistent with the public interest 
and with the policy declared in section 202 (a) of the motor 
— act, 1935. Permit denied. Operations ordered discon- 
tinued. 

MC 86085, Oscar Lundahl, common carrier application. By 
joint board No. 138, composed of Harry B. Dunlap of Iowa 
and Floyd L. Bollen of Nebraska. Served June 16. Public con- 
venience and necessity found to require continuance of opera- 
tion by applicant as a common carrier of live stock feed, coke, 
fence posts, brick and general farm supplies, between points 
in Nebraska and Sioux City, Ia., over irregular routes. Cer- 
tificate granted. ; 

MC 86121, Jones & Taylor Truck Line, common carrier 
application. By joint board No. 130, composed of Matt L. 
McWhorter of Georgia, F. W. Hanft of North Carolina, and 
John C. Coney of South Carolina. Served June 16. Applica- 
tion for certificate of public convenience and necessity seeking 
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authority to operate as a common carrier of commodities gen- 
erally, except coal, between points in Georgia, North Carolina 
and South Carolina, dismissed at request of applicant. 

MC 86331, Rufus W. Mixon, common carrier application. 
By Examiner Richard Yardley. Served June 16. Application 
for a certificate to operate as a common carrier of commodities 
generally from and between all points in Florida, on the one 
hand, and Washington, D. C., Baltimore, Md., Philadelphia, 
Pa., and New York, N. Y., on the other, over specified routes, 
denied for want of prosecution. 

MC 86351, Globe Express and Storage Co., common carrier 
application. By Examiner F. D. Binkley. Served June 16. 
Application for a certificate as a common carrier of household 
goods and office equipment between Chicago, Ill., and points 
in twenty-one states and the District of Columbia, having been 
erroneously filed by applicant, which proposes to lease its 
motor-carrier equipment to an affiliated corporation, denied. 

MC 62818, Gordon Brothers’ Transportation Co., Inc., com- 
mon carrier application. By Examiner T. Naftalin. Served 
June 17. Applicant, as successor in interest to Herman and 
Abraham Gordon, found to have failed to establish that its 
predecessors were in operation as carriers of any description 
on June 1, 1935. Application for a certificate to continue exist- 
ing operations as a common carrier of commodities generally 
between New York, N. Y., and points in Connecticut under the 
“srandfather” clause of section 206(a) of the Motor Carrier 
Act, 1935, denied, and operations ordered discontinued. 

MC 66788, Raymond Bros.’ Motor Transportation, Inc., 
common carrier application. MC 66788, Raymond Bros.’ Motor 
Transportation, Inc., extension of operations. MC 50615, Ray- 
mond Bros.’ Motor Transportation, Inc., contract carrier appli- 
tion. By joint board No. 24, composed of Chas. Munn of Minne- 
sota and E. W. Cart of North Dakota. Served June 17. Appli- 
cant found entitled to continue operation as a common carrier 
of commodities generally with certain exceptions, between cer- 
tain points and over specified routes in Minnesota and North 
Dakota, by reason of having been engaged in such operation 
on June 1, 1935, and continuously since that time. Certificate 
ordered issued. Applicant found entitled to continue operation 
as a contract carrier of general merchandise in interstate com- 
merce, over irregular routes between all points within Minne- 
sota by reason of having been engaged in such operation on 
July 1, 1935, and continuously since that time. Permit ordered 
issued. Continuance of operation by applicant as a contract 
carrier of general merchandise, in interstate commerce, over 
irregular routes, between all points within North Dakota found 
consistent with the public interest and with the policy declared 
in Secion 202(a) of the Motor Carrier Act, 1935. Permit or- 
dered issued. Applicant found to have failed to establish the 
right to a certificate as a common carrier of commodities gen- 
erally between Fargo and Grand Forks, N. D., and over ir- 
regular routes within Minnesota and North Dakota, under the 
“erandfather” clause provisions of Section 206(a) of the Motor 
Carrier Act, 1935, or on the grounds that such operations are 
required by the public convenience and necessity. Certificate 
denied, and such operations ordered discontinued. 

MC 70151, United Trucking Service, Inc., extension of 
operations. By joint board No. 57, composed of Harold J. 
Waples of Michigan and Roy D. Williams of Ohio. Served 
June 17. Public convenience and necessity found to require 
operation by applicant as a common carrier of commodities 
generally, with exceptions from Toledo, O., over U. S. Highway 
223 to junction with U. S. Highways 112. Certificate granted. 
In other respects application denied. 


B. & M. MOTOR ACQUISITION 


In a report in MC F-259, Boston & Maine Transportation 
Co., purchase, the Bee Line, Inc., the Commission, by division 5, 
has denied authority to the Boston & Maine Transportation Co. 
to purchase for $5,000 all the operating rights of the Bee Line, 
Inc., which the report said claimed operating rights in its “grand- 
father” application as a passenger carrier between Hartford, 
Conn., and White River Junction, Vt. Applicant, said the report, 
had no intention of using that portion of the operating rights 
between Hartford and Springfield, Mass., nor did it intend to 
serve Chicopee, Willimansett and Easthampton, Mass. As thus 
amended, said the report, the operating rights ought to be trans- 
ferred covered a route of 125 miles between Springfield and 
White River Junction and all towns which would be served were 
identical with those now served by the Boston & Maine Rail- 
road, of which the applicant is a subsidiary, and applicant. The 
former president of the Bee Line appeared in opposition to the 
application. The report said his opposition was based on the fact 
that approval would give the B. & M. Railroad, in combination 
with applicant, a monopoly of passenger transportation service 
between Greenfield and Claremont, N. H. In its conclusions the 
Commission said: 
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Under the provisions of section 213(a)(1), it is necessary for us 
to find, before we grant the desired authority, that the ‘transaction 
proposed will promote the public interest by enabling’’ the railroad 
‘“‘to use service by motor vehicle to public advantage in its operations 
and will not unduly restrain competition.’’ All that applicant proposes 
to buy from vendor is the right to operate over a route between 
Springfield and White River Junction, dependent on an application 
under the ‘‘grandfather’’ clause. Applicant now has rights to operate 
between these points over a route serving the same intermediate 
points. The latter rights are dependent on two applications, one 
under the ‘‘grandfather’’ clause and one under section 206(b), covering 
operations begun after June 1, 1935. A certificate is issuable under 
the ‘‘grandfather’’ application, covering 43 miles of the route, upon 
proof of bona fide operation on June 1, 1935, and continuously there- 
after. A certificate under the other application, covering the remain- 
ing 83 miles, is issuable upon proof that present or future public con- 
venience and necessity require the operations. By the proposed trans- 
action, applicant will gain only two possible advantages. One is a 
right to operate over 83 miles of the route dependent on a ‘‘grand- 
father’’ application instead of on an application under section 206(b). 
The other is the elimination of a competitor. 

If applicant is able to prove public convenience and necessity 
under its section 206(b) application, it will in fact gain no advantage 
by the purchase of vendor’s ‘‘grandfather’’ rights, and if it is not able 
to make such proof, certainly we ought not to approve the proposed 
transaction. So far as the elimination of vendor’s competition is con- 
cerned, the evidence of record indicates that vendor cannot continue 
operation in any event, at least so long as applicant continues to 
operate. In the circumstances, we are unable to make the necessary 
finding that the “‘transaction proposed will promote the public interest 
by enabling’’ the railroad ‘‘to use service by motor vehicle to public 
advantage in its operations and will not unduly restrain competition.”’ 
The situation is somewhat like that in Union Pacific Stages, Inc.— 
Purchase—Burns & Lamb, .. M. C. C. , decided April 28, 1937. 

Evidence sufficient to sustain the required statutory findings not 
having been adduced, an order will be entered denying the applica- 
tion. 


There is, however, another phase of this matter which merits 
comment. The evidence indicates that the route in question will not 
support two competing bus lines. Vendor is insolvent. Applicant is 
able to continue operation at a loss because of the financial backing 
of its owner, the railroad. Vendor was first in the field, at least over 
83 miles of the route, including that part which serves the populous 
territory between Springfield and Northampton. Applicant entered 
this field in July, 1935, after the ‘‘grandfather’’ date, and must prove 
public convenience and necessity to continue operations. It seems 
not improbable that its entrance into the field has been one of the 
important factors leading to vendor’s bankruptcy. The situation is 
one which merits careful consideration in passing upon the application 
under section 206(b), and it will have such consideration. Action on 
this application might operate to increase the value of vendor’s ‘‘grand- 
father’’ rights, and if vendor in the meantime finds it necessary to 
suspend operations, we suggest, without passing on the question, that 
it might be found that such suspension was due to causes beyond its 


control, because of the circumstances attending applicant’s entry into 
the field. 





S. IL REORGANIZATION: 


The Commission’s Bureau of Finance, in Finance No. 10131, 
Spokane International Railway Co. reorganization, has recom- 
mended that division 4, approve a plan for the reorganization 
of the debtor and the Coeur d’Alene & Pend d’Oreille Railway 
Co., a majority of the stock of which is owned by the Spokane 
International, under section 77 of the national bankruptcy act. 
The bureau said the Commission should give consideration to 
the granting of such authority for the issue of securities as 
might be required and appropriate for the execution of the 
plan. 

Under the plan, approval of which is recommended, the 
total capitalization of both companies, excluding the common 
stock to be authorized but not issued in connection with the 
reorganization, would be approximately $4,641,100, according 
to the bureau’s report, and the annual dividend requirement on 
preferred stock authorized by the plan would be $113,855. The 
bureau said it should be provided that no mortgages be placed 
on either property without the consent of the holders of at 
least two-thirds of the preferred stock; that the effective date 
of the plan should be Jan. 1, 1937, and the plan would necessi- 
tate modification of the lease of the Coeur d’Alene & Pend 
d’Oreille’s property. The bureau said appropriate application 
should be made to the Commission for authority for operation 
under a new lease or under any operating arrangement other 
than that now in effect. 


The bureau recommended that the reorganized Spokane 
International be authorized to issue 20,160 shares of 5 per cent 
preferred stock, with voting rights, and dividends cumulative 
for five years, and not exceeding 25,000 shares of common stock, 
having a par value of $100 a share and voting rights. In 
exchange for the first-mortgage bonds of the debtor, with 
interest to Jan. 1, 1937, the bureau said, there should be issued, 
at this time, pro rata to the bondholders, 20,160 shares of new 
preferred stock and provisionally, 20,664 shares of new common 
stock, representing ratios of 40 per cent and 41 per cent, re- 
spectively, between the pay amounts of new stock and the prin- 
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cipal amount of existing bonds and interest. The 20,664 shares 
of common stock, constituting voting control of the company, 
the bureau said, should be made available for purchase by the 
Canadian Pacific in recognition of unsecured claims of that 
company against the debtor. Purchase warrants, correspond- 
ing to that number of shares, the bureau said, should be issued 
to the Canadian Pacific, such warrants to be enforceable only 
for purchase of the entire issue of 20,664 shares, during one 
year from the date of final confirmation of the plan on the 
basis of a cash price of $50 a share for the stock. The shares 
should be issued, pro rata, said the bureau, in the names of 
the bondholders entitled thereto, and placed in escrow with 
an agent or trustee appointed by the court, pending the exercise 
of the rights of purchase by the Canadian Pacific of all such 
stock in compliance with the conditions stated. The escrow 
agreement, the bureau said, should provide that, if the shares 
were not so purchased, they should be delivered to the bene- 
ficial owners at the expiration of the period. 

In recognition of an unsecured claim of the United States, 
the bureau said, there should be issued such amount of the 
reorganized debtor’s common stock, approximately 300 shares, 
as would equal, on the basis of the par amount of such stock, 
the amount of such claim as finally allowed. The remaining 
new common stock to be authorized, with the exception of 
shares necessary to qualify directors, should not be issued 
without further authorization by the Commission, in a subse- 
quent proceeding, the bureau said. Class I claims, taxes, and 
the expenses of reorganization, the report added, should be paid 
in cash. 

In exchange for the first-mortgage bonds of the subsidiary 
railroad including interest thereon, the bureau said, there 
should be similarly issued to the present bondholders 2,611 
shares of preferred and 2,676 shares of common stock, such 
preferred and common stocks to be of the same sort and 
description as those to be issued by the reorganized debtor. 
In recognition of the rights of the present stockholder, the 
bureau said, the aforesaid 2,676 shares of common stock, con- 
stituting voting control, should be made available for purchase 
by the reorganized Spokane International by means of pur- 
chase warrants issued to that company, giving it the right to 
purchase the entire issue, within one year at $50 a share. In 
the meantime the stock, the bureau said, should be placed in 
escrow for the interest of the present bondholders. 





SUSPENDED TARIFFS 


In I. and S. 4370, the Commission has suspended from 
June 17 until January 17 the operation of certain schedules 
as published in supplement 67 to joint tariff, Peel’s I. C. C. 
2785, and Jones’ I. C. C. 2876, and other tariffs. The suspended 
schedules propose to increase the rates on lumber and building 
woodwork, carloads, to and between points in Southwestern 
territory. The following examples illustrate: 


Rates in cents a 100 pounds from Wausau, Wis., to Shreveport, La., 
present rate, lumber 57.5, sash and doors 64; proposed rate, lumber 75, 
sash and doors 71.5. Rates in cents a 100 pounds from Wausau, Wis., to 
Dallas, Tex., present rate, lumber 64, sash and doors 64; proposed rate, 
lumber 75, sash and doors 71.5. 


In I. and S. No. M-147 the Commission has suspended from 
June 14 until September 12, the operation of certain schedules 
as published in suplement No. 1 to MF-I. C. C. No. 4’of Carl 
Lenker, doing business as Dixie Transfer. The suspended 
schedules propose to establish reduced rate on paper from York, 
Pa., and York Haven, Pa., to Richmond, Va. The following 
is illustrative: a rate of 26 cents on paper from York, Pa., 
minimum 18,000, is proposed to be reduced to 21 cents. 

In I. and S. Docket No. M-148 the Commission suspended 
from June 13, 1937, until September 11, 1937, the operation of 
certain schedules as published in MF-I. C. C. No. 2 of Harry 
W. Hill. The suspended schedules proposed to establish rates on 
celfix resulting in reductions from Westbrook, Maine, to Chel- 
sea and Stoughton, Mass. A rate that is regarded as illustrative 
is one of 15 cents a hundred pounds, minimum 10,000 pounds, 
from Westbrook, Me., to Chelsea, Mass. 

In I. and S. No. M-149 the Commission has suspended 
from June 14 until September 12, the operation of certain 
schedules as published in MF-I. C. C. No. 3 of R. J. Davis, do- 
ing business as R. J. Davis Motor Express. The suspended 
schedules propose to establish reduced rates on various com- 
modities between points in the states of North and South Caro- 
lina on the one hand and points in Eastern and New England 
states on the other hand. The following is illustrative: a pro- 
posed rate of 80 cents, any quantity, from Charlotte, N. C., 
to Burlington, N. J., on asbestos textile products. 

In I. and S. No. M-150 the Commission has suspended from 
June 14, 1937, until September 12, 1937, the operation of cer- 
tain schedules as published in Supplement No. 3 to MF-I.C.C. 
No. 1 of Union Express Freight Co. (Incorporated). The sus- 
pended schedules propose to establish less truckload rates on 
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various commodities resulting in reductions and changes to, 
from and between Mobile, Ala., and Pensacola, Fla. The fol- 
lowing is illustrative: 


Malt liquors, less truckload, from Pensacola, Fla., to Mobile, Ala., 
present rate, in cents per 100 pounds, 42; proposed rate, in cents per 
case, 5. 


In I. and S. No. M-151 the Commission has suspended from 
June 15, until September 13, the operation of certain schedules 
as published in supplement No. 7 to MF I. C. C. No. 4 of Joseph 
P. Story and Rose Messano, doing business as Carpet City 
Trucking. The suspended schedules propose to establish new 
and reduced commodity rates on rugs or carpets from Amster- 
dam, N. Y., to Passaic, N. J., and Philadelphia, Pa. The fol- 
lowing is illustrative: 


Rugs or carpets from Amsterdam, N. Y., to Philadelphia, Pa., 
present rate, less truckload, 72; present rate, minimum 20,000 lIbs., 60; 
proposed rate, 100 lbs. or less, 95; proposed rate, 101 to 5,000 lbs., 70; 
proposed rate, 5,000 to 10,000 lbs., 60; proposed rate, 10,000 to 20,000 
lbs., 50; proposed rate, 20,000 to 25,000 lIbs., 40. 


In I. and S. No. M-152, the Commission has suspended 
from June 15, until September 13, the operation of certain 
schedules as published in Gray Line Motor Tours, Inc., MP 
I. C. C. No. 9. The suspended schedules propose to establish 
three-day round-trip passenger fares between New York, N. Y., 
and points in New Jersey. A fare of 250 cents between New 
York, N. Y., and Atlantic City, N. J., is deemed illustrative. 


UNCONTESTED FINANCE CASES 

Report and certificate in F. D. 11613, Kansas & Oklahoma Rail- 
road Company abandonment, authorizing abandonment by the Kansas 
& Oklahoma Railroad Company, as to interstate and foreign commerce, 
of its entire line of railroad in Seward and Stevens counties, Kan., 
approved. 

Report and order in F. D. 11642, Missouri Pacific Railroad Com- 
pany trustee’s equipment-trust certificates, granting authority to as- 
sume obligation and liability in respect of not exceeding $4,260,000 
of Missouri Pacific Railroad equipment-trust certificates, series BB, 
to be issued by the Bank of New York & Trust Company, as trustee, 
and sold at 100.1556 and accrued dividends in connection with the pro- 
curement of certain equipment, approved. 

Report and order in F. D. 11659, Houston Belt & Terminal Railway 
Company bonds, authorizing (1) the Houston Belt & Terminal Rail- 
way Company to issue not exceeding $3,600,000 of first-mortgage 3% 
per cent bonds, to be sold at par and the proceeds applied to the 
payment at maturity on July 1, 1937, of a like amount of its first- 
mortgage 30-year 5 per cent gold bonds, and (2) authorizing the Gulf, 
Colorado & Santa Fe Railway Company, the Burlington-Rock Island 
Railroad Company, and Guy A. Thompson, trustee of the St. Louis, 
Brownsville & Mexico Railway Company and of the Beaumont, Sour 
Lake & Western Railway Company, to assume obligation and liability 
in respect of interest and sinking-fund payments on the bonds herein 
authorized to be issued, pursuant to and operating agreement and a 
stock trust agreement dated July 1, 1907, and the respective proposed 
supplement and amendment thereto to be dated July 1, 1937, approved 
on June 10, 1937. 

Report and order in F. D. 11646, Wisconsin Central Railway Com- 
pany equipment-trust certificates, granting authority to the Wisconsin 
Central Railway Company and to E. A. Whitman, receiver thereof, to 
assume obligation and liability, jointly and severally, in respect of 
not exceeding $1,200,000 of Wisconsin Central Railway equipment- 
trust certificates, series C, to be issued by the First National Bank 
& Trust Company of Minneapolis, as trustee, and sold at par and ac- 
crued dividends, plus a premium of $200, in connection with the pro- 
curement of certain equipment approved. 

Report and certificate and order in F. D. No. 11502, Chicago, Mil- 
waukee, St. Paul & Pacific Railroad Company Trustees et al. Opera- 
tion, etc., authorizing (1) joint ownership and operation by the trus- 
tees of the Chicago, Milwaukee, St. Paul & Pacific Railroad Company 
of certain lines of railroad, owned by the Great Northern Railway 
Company, in Fergus and Cascade counties, Mont.; (2) joint ownership 
and operation by the Great Northern Railway Company of certain 
lines of railroad, owned by the Chicago, Milwaukee, St. Paul & Pa- 
cific Railroad Company, in Fergus and Teton counties, Mont.; (3) 
abandonment by the trustees of the Chicago, Milwaukee, St. Paul & 
Pacific Railroad Company and by the Great Northern Railway Com- 
pany of certain lines of railroad in Fergus, Cascade, and Teton 
counties, Mont.; and (4) joint construction by the trustees of the 
Chicago, Milwaukee, St. Paul & Pacific Railroad Company and by 
the Great Northern Railway Company of certain connecting tracks 
between their lines of railroad in Fergus, Cascade, and Teton coun- 
ties, Mont., approved. 





DEMURRAGE AND STORAGE COMMITTEE MEETING 

The joint committee on demurrage and storage rules of 
the Association of American Railroads and the National Indus- 
trial Traffic League will meet at the Stevens Hotel, Chicago, 
June 25. The committee considers proposals for changes in the 
rules submitted by railroads and by shippers and, after dis- 
cussion, submits those it approves to the members of the league, 
on the one hand, and the general committee of the operating 
and transportation division of the A. A. R., on the other, for 
ratification. Only after ratification by both of those bodies are 
the changes included in the tariffs. 
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RENEWED EMERGENCY CHARGE CASE 
The Traffic World Washington Bureau 


Instead of an increase in rates, the Railroad Commission 
of Kentucky, in Ex Parte No. 115, suggests a reorganization 
of the capital structure of the railroads aggregating $2,842,- 
979,378, abandonment of unprofitable properly, writing off of 
obsolete property, a reduction of what it called inflated book 
investment to a conservative basis, a revision of divisions to 
accord to what it calls a more reasonable basis to less proper- 
ous lines and a revision of salary schedules in accordance with 
what it calls “the same scale of salaries paid to other public 
officials.” 

Asserting that the proposal of the railroads is not justified 
under the law and facts the Kentucky commission says that it 
should be denied. Its brief asserts the facts established that 
the proposal will increase the revenue of the carriers $42,414,940 
annually. It adds that only $7,000,000 of this amount would 
accrue to lines having a deficit in 1935. A further declaration 
is that interest charges in excess of 4 per cent of long-term 
securities of the carriers amount to $50,261,935. 

The foregoing declarations were followed by the sugges- 
tions about the revision of salary schedules, reorganization of 
the capital structure, writing off of obsolete properly, defla- 
tion of book investment, and revision of divisions. 

Net income of Class I railroads, the Kentucky body said, 
improved $171,000,000 in 1936 over 1935. Preliminary state- 
ments for the first three months of 1937, it added, showed 
an improvement of 40 per cent over the same period in 1936. 

The Commission, the Kentucky commission said, should 
require the aforementioned reorganization as a condition pre- 
cident to a proposal of this nature. Since reorganization as 
proposed would eliminate the necessity for this proposal, the 
Kentucky commission said the federal body should deny the 

roposal. 

4 Since section 77-a of the bankruptcy act and section 15 (a) 
(2) of the interstate commerce act were enacted by Congress 
in 1933, the Kentuckians said they were to be read together 
and that it was the duty of the federal Commission to require 
reorganization eliminating excessive charges and waste and 
provide economical management. Regardless of the needs of 
the carriers, the brief continues, the burden on them has not 
been sustained and to grant the proposed increases would be 
contrary to the decisions of the Commission. 

“It is not equitable to increase the revenues of the non- 
deficit carriers $35,000,000 to provide $7,000,000 additional rev- 
enue for the deficit carriers,” says the brief. “In view of im- 
proved conditions no increase is justified. A great majority of 
the revenue would be derived from commodities that are paying 
a fair return for their transportation, and it has been expressly 
held that the rate on a certain commodity that is contributing 
its fair share of the revenue cannot be increased solely for 
the purpose of obtaining additional revenue.” 


Hearings Resumed 


Commissioner Aitchison, with a view to bringing the record 
down to date, resumed hearings in Ex Parte No. 115 at Wash- 
ington, June 14. Dr. Julius H. Parmelee, director of the Bureau 
of Railway Economics, supplemented statistical data he had 
offered in behalf of the railroads, bringing them in some in- 
stances, to the end of April and in some instances to the end 
of May. Among the figures he submitted were those of the 
operating income account of Class I railways for the four 
months ended April 30, 1937, in comparison with those for the 
corresponding period in 1936. That table showed a net rail- 
way operating income of $193,982,091 for this year in compari- 
son with $145,936,803 for the corresponding period of last 
year. The rate of return for the four months ended April 30, 
computed on an annual basis, the table showed, was 2.89 on 
property investment and 3 per cent on Ex Parte No. 74 findings. 

Another table showed that in the first three months of this 
year the deficit of Class I railroads operating at a loss was 
$40,910,462 and the net income of the roads operating at a 
profit was $55,046,214. The mileage of the roads operating at a 
loss was 106,725.68 and the mileage of the roads operating at a 
profit was 129,087.26. 

The witness estimated the approximate increase in annual 
operating expenses by reason of the so-called full-crew laws 
enacted in New York, Pennsylvania, Indiana and Oklahoma at 
$15,000,000. The Indiana expense he estimated at $1,500,000 
a year and the Oklahoma expense at $1,000,000 a year. 

Dr. Parmelee estimated that if the new railroad retire- 
ment bill were passed, the railroads would have a reduction of 
$1,250,000 a month in that expense, as compared with what they 
had already set aside for retirement pay. He said that on July 
1, railroads would be relieved of payments under their own pen- 
sion plans. His estimate of railroad payments under the social 
security act which taxes pay rolls, was $20,000,000 a year, while 
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the rate was at 1 per cent. 
figures relating to prices of materials and supplies. 

W. J. Kelly for the American Association of Railroads 
submitted a revised page of exhibit No. 1058 pertaining to 
average revenue by the ton-mile from 1910 to 1936, of Class I 


He also supplemented earlier 


railroads in the eastern district. In the first mentioned year 
the revenue was 6.45 mills a ton-mile and in 1936 it was 10.2 
mills a ton-mile. 

James T. Carbine, of the Pennsylvania, submitted a state- 
ment of bituminous coal tonnages, in gross tons, from north- 
ern bituminous originating lines to destinations in trunk line 
territory east of the Genesee River and Cumberland, Md., 
including coal transshipped at tidewater, and destinations in 
New England and eastern Canada for 1934, 1935, 1936 and 
the first three months of 1937. 

F. W. Nyland, of the Delaware & Hudson, put into the 
record a statement showing the total production of anthracite 
coal in the period January, 1934, to March, 1937, inclusive. 

Roy S. Kern, the tariff publishing agent for coal carriers, 
submitted bituminous coal statistics pertaining to lake cargo 
coal; tonnage figures from the Ohio Bureau of Coal Stattistics; 
Illinois-Indiana Coal & Coke Committee; eastbound movements 
and United States bituminous coal production; bituminous coal 
(revenue and non-revenue) carloadings, eastern district; rev- 
enue coal (anthracite and bituminous) carloadings; statement 
of cars and tons of bituminous coal and coke originated and 
total cars and tons of all carloads carried, also revenues de- 
rived from coal, coke and all carload freight in eastern district 
and Pocahontas region combined for various periods; and per- 
centage relationships of bituminous coal and coke originated 
and revenue derived therefrom in the eastern district and 
Pocahontas region to totals all carload freight and revenues. 

While he was on the stand Mr. Kelly expressed the 
belief that the carriers would derive $2,334,000 of increased rev- 
enue from the advances proposed by them on tobacco, ma- 
chinery, soap and furniture, which commodities had been with- 
drawn from this case, tobacco yielding $308,000, machinery 
$650,000, soap $201,000 and furniture $1,1750,000. He estimated 
that the basic commodities treated in the part of the case com- 
pleted by Commissioner Aitchison on June 14, would yield three- 
fifths of the revenue the carriers hoped to derive from their 
proposals in this proceeding. He said that Dr. Parmelee’s 
figures indicated an expected yield of between $90,000,000 and 
$95,000,000 from the increases proposed by the carriers in 
both the basic and withdrawn commodities. Charles E. Bell 
corrected statistics he had submitted earlier in the case and 
brought them down to date. His testimony was in behalf of 
paper interests and the National Bituminous Coal Commission. 

M. D. Harbaugh, for the Lake Superior Iron Ore Associa- 
tion introduced a statement showing a comparison of the move- 
ment of iron ore from upper lake ports from the opening of 
navigation to June 1 of 1936 and 1937, the figure for 1936 be- 
ing 5,069,190 gross tons and for this year, 13,814,411 gross 
tons. By reason of that increase, another exhibit showed that 
the two principal ore carrying roads went from deficits in 
April, 1936, to net railway operating income of $814,801 for 
the a Missabe & Northern and $141,345 for the L. S. & I. 
in 1937. 

H. J. Saunders, economist for the National Coal Associa- 
tion, submitted exhibits showing the net operating income for 
the first three months of this year in comparison with the 
corresponding period in 1936 of railroads deriving, as he said, 
material benefit from bituminous coal surcharges. In the 
three months of this year, he said they had an increase of 
29.8 per cent over the corresponding period of 1936, the amount, 
in money, being $25,396,972. 

T. H. Burgess submitted data for asphalt interests, and 
W. M. Manker, of Armour & Co. submitted figures in rebuttal 
of Kelly’s testimony at the Chicago hearing, showing, as he 
said, the advances in fifth and sixth class rates in comparison 
for the period, Dec. 2, 1931, and prior thereto with rates ef- 
fective, December, 1931, including the present rates. The rate 
comparisons were from Chicago, Springfield and Peoria, IIl., 
St. Louis, Mo., and Burlington, Ia., to Detroit, Mich., Buffalo, 
N. Y., Parkersburg, W. Va., Pittsburgh, Pa., Cincinnati, O., 
Erie, Pa., and Charleston, W. Va. 

When the additions to the record had been completed Com- 
missioner Aitchison announced adjournment of the case to 
— 16, the day on which arguments were scheduled to be 

egun. 


Arguments Heard 


Saying orally what had been said in briefs and sometimes 
in testimony, practitioners before the Commission, June 16, 
began arguments in Ex Parte No. 115, reopened, that had been 
planned to last for five days; that is, to extend over into the 
following week. Sitting with the commissioners as a cooperat- 
ing committee representing the state commissions were J. J. 
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Murphy, chairman of the South Dakota commission; Hugh 
White, of the Alabama commission; Nelson Lee Smith, of the 
New Hampshire commission; Moie Cook, representing the 
Indiana commission and H. W. Scott, of the rate regulating 
body of South Carolina. 

At the outset of the arguments, R. V. Fletcher, in control 
of the time for the Class I railroads, obtained an agreement 
that there should be no reply briefs. Mr. Fletcher, in answer 
to questions by Commissioner Aitchison, took blame on himself 
for not having an exhibit showing an estimate as to what 
amount of revenues the carriers expected to derive from the 
list of commodities withdrawn from consideration in this case. 
He said that he thought the testimony of Mr. Kelly had cov- 
ered that point and that he did not understand there was to be 
an exhibit. It was his judgment that about $3,000,000 of reve- 
nue would be derived if the proposed increases on that list of 
withdrawn commodities were permitted to become effective. 

Assignments of time for the making of arguments, ranging 
from ten hours for Mr. Fletcher to five minutes for H. W. 
Wagner, representing Iowa packers, were made. It was, of 
course, understood that Mr. Fletcher would divide the ten hours 
assigned to the railroads among attorneys representing the 
various sections. Assignments were as follows: 


R. V. Fletcher et al., Class I railroads; Douglas V. Smith, Security 
Owners’ Association; J. S. Burchmore, National Industrial Traffic 
League; Karl D. Loos et al., National Coal Association; C. F. Hosford, 
Jr., National Bituminous Coal Commission; John Carson, Consumers’ 
Counsel; John J. Hickey, Anthracite Institute; H. E. Ketner, Virginia 
Corporation Commission; Robert E. Webb, Kentucky Railroad Com- 
mission; N. E. Williams, J. C. Winter, North Dakota Board of Rail- 
road Commissioners; H. L. Bode, South Dakota Railroad Commission; 
John C. DeMar, Iowa Board of Railroad Commissioners; Charles E. 
Elmquist, Maher Coal Bureau et al.; H. A. Hollopeter, F. A. Doebber, 
Coke Producers’ Committee; E. E. Williamson, Providence Gas Co.; C. 
R. Hillyer, Wisconsin Paper & Pulp Manufacturers’ Association; L. O. 
Kimberley, Jr., American Cotton Manufacturers Association et al.; H. 
A. Hollopeter, Indiana State Chamber of Commerce; Frank B. Town- 
send, Minneapolis Traffic Association; F. C. Hillyer, Jacksonville Traf- 
fic Bureau; J. F. Dougherty, Michigan Paper Mills Traffic Association; 
H. W. Oehler, state of Minnesota; John C. Holten, Minnesota iron ore 
producers; John B. Putnam, Lake Superior Iron Ore Association; Wil- 
liam W. Collin, Jr., Jones & Laughlin Steel Corporation et al.; T. H. 
Burgess, Republic Steel Corporation et al.; R. K. Keas, Institute of 
Scrap Iron and Steel; Harry S. Elkins, E. D. Sheffe, Western Petroleum 
Refiners’ Association et al.; J. F. Lawrence, Southwestern refiners; A. 
H. Caterson, Radbill Oil Co.; J. T. Money, J. B. Keeler, and A. A. 
Mattson, tar and pitch producers; T. H. Burgess, asphalt producers; 
E. S. Gubernator, Portland Cement Association; Wilbur LaRoe, Jr., 
American Paper & Pulp Association; R. D. Rynder, meat packers; W. 
H. Wagner, Iowa packers; John F. Finerty, Glass Container Associa- 
tion; H. S. Elkins, American Fruit & Vegetable Association et al.; J. 
R. Van Arnum, National League of Wholesale Fresh Fruit & Vegetable 
Distributors; C. R. Hillyer, American Excelsior Corporation; E. L. 
Woolever, Cromar Company. 


This proceeding, Mr. Fletcher said, in opening for the 
railroads, was both a revenue and rate case. The railroads, he 
said, were asking for permanent rates in view of an expecta- 
tion that their expenses this year would be $550,000,000 greater 
than in 1933. 

Answering a question by Commissioner Eastman as to 
whether the railroads had considered wage increases in con- 
nection with this case, Mr. Fletcher said no. No one, he added, 
knew what would be the outcome of wage negotiations now 
going on. In answer to another question he said the net rail- 
way operating income in the first four months of this year was 
estimated at $194,000,000 as compared with $146,000,000 in 
the corresponding period of 1936. Taxes in the early months of 
the year, he said, had shown an increase of 26% per cent. 
Reference was made to the probable imposition of a local 
income tax on the people of the District of Columbia, except 
congressmen, their office employes, and probably government 
workers. 

Commissioner Eastman suggested that even if such an 
exemption were made he would trade his income for Mr. 
Fletcher’s although he said he did not know the Fletcher 
income. 

Commissioner Splawn wanted to know whether it was 
thought the social security taxes could be passed on to the 
public. Mr. Fletcher said he did not think that was a law 
question. 

Railroads, Mr. Fletcher said, were asking an increase of 
8.5 cents a ton in their revenue on bituminous coal. They 
knew, he added, that they were paying prices for coal 17 cents 
greater than they were a short time ago. 

In conclusion, Mr. Fletcher urged the Commission to allow 
the railroad managers to make their own decisions as to 
whether the proposed rates would bring in more revenue than 
the present rates. Opponents of increases had asserted that 
increased rates would result in decreased revenue. 

Guernsey Orcutt, speaking for the official territory lines, 
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also discussing bituminous coal proposals, said that of the 
$26,500,000 the carriers hoped to obtain from the increase in 
coal rates, $16,000,000 had already gone to producers of such 
coal by reason of increased prices. 

Attorneys for the railroads of various sections of the 
country in their discussion of the case turned it almost exclu- 
sively into a coal rate case. Elmer A. Smith of the Illinois 
Central, for western carriers, said that primarily this was a 
revenue and not a rate case. He told the Commission it couldn't 
consider coal by itself. All the proposed increases, he said, 
should be considered, and that when considering coal the Com- 
mission should not think only of the condition of the carriers 
in the Pocahontas region. By way of answer to the shipper 
suggestion that rates should come down, Mr. Smith suggested 
that shippers who desired a large number of facilities for trans- 
portation by water, rail and truck should remember that facili- 
ties provided but' not used to the maximum of efficiency had 
to be paid for so that they would be ready for use when a 
shipper demanded that they be put into service. 

W. N. McGehee, for the southern railroads, said that the 
rates on coal the southern railroads were proposing were no 
higher than the scale the Commission had used in what he 
called the North Carolina Commission case and on that fact 
alone, he said, the Commission would be justified in approving 
these proposed rates. He said that if the Southern Railway 
were given the rates on coal for which it had asked it would 
have an increase of $880,000 in revenue. He said that due to 
conditions that already existed, only $300,000 of that amount 
would go into the carrier’s treasury. He said the railroads must 
have revenues to meet mounting prices and what they were 
asking was only a small part of what they needed. 

E. H. Burgess, treating of the proposal on anthracite said 
that no increases were proposed on truck-compelled rates; none 
on unprepared sizes of anthracite coal and only one increase 
on transshipment rates. He said that none would be higher 
than the rates in existence December 31, 1936, when the emer- 
gency charges expired. All, he said, would be materially lower 
than on July 1, 1936; all materially lower than were on the 
Ex Parte No. 74 level and many lower than the rates resulting 
from the reductions that went into effect January 1, 1922. 

August G. Gutheim, sandwiched between railroad counsel 
because he had to leave the city, in behalf of the Western 
Pennsylvania Coal Traffic Bureau and shippers of coal from the 
upper lake docks, laid down three propositions in opposition 
to the proposed increases on coal. He said the proposed rates 
would be higher than those of 1922, which were established by 
the affirmative action of the Commission, except in a few 
instances where the Commission had required reductions even 
after its order making a ten per cent reduction in 1922. He 
estimated the overage to be ten cents a ton. His second 
proposition was that the increased prices of fuel coal about 
which he said the railroads were talking were lower than those 
of 1922. His third proposition was an inquiry as to why the 
railroads should desire to increase the disadvantage of bitumi- 
nous coal in its competition with fuel oil. 

As to lake cargo coal Mr. Gutheim said the Commission's 
reduction was twenty cents a ton. Now, he said, the railroads 
proposed to get back ten cents a ton. He said that if coal went 
beyond the upper lake docks the railroads proposed to get back 
between a nickel and a dime a ton of the reduction made by 
the Commission. Mr. Gutheim said that the railroads that 
had bituminous coal to haul were in good condition and that 
some of them were wealthy; “and I’m not referring only to the 
Pocahontas lines,” he added. Anthracite coal rates, he ob- 
served, according to Mr. Burgess, were below the 1922 level. 

J. P. Plunkett of the Great Northern defended the pro- 
posals of the railroads in respect of increases on iron ore from 
the Upper Lake ranges, saying that the carriers needed more 
revenue. L. P. Day, of the New York Central, dealt with ex- 
lake iron ore increases and rates on imported ore. 


To Wallace Hughes of the Rock Island was assigned the task 
of explaining and justifying the proposals of the railroads in 
respect of iron and steel. He said the area of application of the 
rates he had to discuss extended from the Rocky Mountains on 
the west to the Atlantic ocean on the east. Necessarily, there- 
fore, he said, he would have to deal with the subject on broad 
lines depending on what he called the microscopic exhibits to 
show the details of the proposals. 


In a large measure, Mr. Hughes said, there was no opposi- 
tion to the iron and steel proposals. Of course, said he, there 
was broadside opposition to any increase on anything but not 
to iron and steel directly, except as to cast iron pressure pipe, 
pig iron and scrap iron and steel. Therefore he devoted him- 
self to those items in the list of iron and steel schedules. 

Douglas B. Smith, speaking for the Security Owners’ Asso- 
ciation, said the Commission should give the railroads the 
desired increases because they were in need of the money. He 
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said the situation at present was much like that in 1914, which 
was discussed by Winthrop M. Daniels, at that time a commis- 
sioner, in his dissent in the 5 per cent increase case of that year. 

Walter McFarland, of the Burlington, speaking of the rates 
proposed by the railroads on lime, cement and plaster, said 
there was every reason to believe that the rates, if increased 
as proposed, would result in an increase in revenue. He 
expressed the belief that the railroads had justified their 
proposals. 

M. G. Roberts, of the Frisco, discussing rate proposals on 
petroleum and its products, said the production and consump- 
tion of petroleum products was the greatest now ever known. 
He said that there was some talk by shippers that, if the 
emergency charges were removed, as they were at the end of 
1936, there would be a decrease in the price of commodities. 
Just the contrary was the fact with regard to petroleum and its 
products, he said. The proposed increase on gasoline, he said, 
would be 1/15th of 1 cent a gallon, 20 cents a ton or $5.57 a 
car. He pointed out that the average freight revenue by the 
gallon, by the hundred weight, by the ton and by the car was 
1.67 cents, 25 cents, $5.06 and $140.87 in 1933 and 1.54 cents, 
23.28 cents, $4.66 and $129.74 in 1936. 

In behalf of the National Industrial Traffic League, John 
S. Burchmore said opinions differed in general rate cases as to 
the merits of the claims of the carriers and as to what the 
future might hold for the railroads, for the country with regard 
to increases in costs of material and labor, and as regards the 
future price trends and the effect to be given or experienced 
by price conditions versus volume of business. He admitted 
that the problem of the Commission was difficult in the deter- 
mination of a revenue case. He suggested, however, that it was 
not so difficult to apply the ordinary principles of determining 
whether the carriers had justified increased rates on particular 
commodities. The League asked only, said he, that the Com- 
mission dispose of these issues in accordance with the principles 
of sections 1 and 15 and other substantive terms of the statute. 


MILWAUKEE REORGANIZATION 
The Traffic World Washington Bureau 


Determined to insist on the Commission’s intention to 
hurry the reorganization of railroads to the greatest possible 
extent, Commissioner Porter, in a resumed hearing in Finance 
No. 10882, reorganization of the Chicago, Milwaukee, St. Paul 
& Pacific, on June 16, refused a six months’ adjournment in that 
matter suggested by H. A. Scandrett, president of that railroad. 
Mr. Porter, however, agreed to a postponement to Sept. 20. 
The hearing is then to be resumed and Commissioner Porter 
expressed the hope that the submission of the plan and the 
testimony in its support would be completed at that time. 

If in the meantime, he told Mr. Scandrett, the Milwaukee 
felt that it had to have further postponement, it should file a 
formal petition for consideration of division 4. He said it was 
the desire of the division, in charge of finance matters, that 
the records in reorganizations be closed at the earliest possible 
moment. He said that his intention, as presiding commissioner, 
was to close the Milwaukee record at the September hearing. 

The suggestion for a six months’ postponement, Mr. Scand- 
rett said, was made at the direction of the board of directors of 
that railroad. Six months’ adjournment was suggested, Mr. 
Scandrett said, in the hope that present uncertainties might 
be sufficiently resolved by that time as to permit modifications 
of the 1935 plan or the formulation of a new one. The recom- 
mendation of the board of directors, he added, was based on 
the representations of a committee composed of Fairman Dick, 
Howland Davis and W. W. Colpitts. Mr. Dick, in joining with 
Mr. Scandrett in that recommendation, submitted data intended 
to indicate that a low level of earning power rather than a high 
level of fixed charges caused the difficulties of the Milwaukee 
and other railroads now in financial trouble. 

Mr. Scandrett estimated the road’s operating revenues at 
$112,800,000 for 1937. An earlier estimate had been $109,142,- 
000. With such a revenue it was estimated that the road would 
have a net income of $4,503,201 after fixed charges had been 
deducted. Revenues for other years were estimated at $119,- 
800,000 for 1938; $126,900,000 for 1939; $134,000,000 for 1940 
and $141,000,000 for 1941. Under the plan of reorganization it 
was estimated the road would have net income after fixed 
charges of $5,037,275 for 1938; $7,870,275 for 1939; $9,704,569 
for 1940 and $11,650,848 for 1941. 

The Commission, division 4, by order in Finance No. 10882, 
Chicago, Milwaukee, St. Paul & Pacific, has ordered that there 
be filed in the record in that proceeding, a special report made 
by its Bureau of Finance, on the railway operating revenues, 
other than freight, of the carrier. The report, devoted to pas- 
senger revenues, shows that the passenger revenues of the 
Milwaukee Road have increased, since the low point in 1932, 
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by 17.3 per cent in 1933, 30.6 per cent in 1934, 33.6 per cent in 
1935 and 66.4 per cent in 1936. The decline in passenger 
revenue in 1923 to 1932 was 66.7 per cent. The decline from 
the high point in 1923 to 1936 was 44.6 per cent, the statistics 
relating to passenger miles. The special report also contains 
money figures for the Milwaukee. Both sorts of figures are 
contrasted with figures for Class I railroads throughout the 
United States. 


Cc. & N. W. REORGANIZATION 

The Commission, by division 4, in Finance No. 10881, 
Chicago & North Western Railway Co., reorganization, has 
authorized Arthur T. Galt, William Byrd, W. H. Dayton, Harry 
W. Harrison, Nelson B. Williams, Clifford W. Barnes, R. A. 
Crawford, Arthur H. Kelly, H. S. Leyman, Arlie W. Schorger, 
S. C. Steinhardt, and Dr. Frederick A. Speik, as a protective 
committee for common shareholders of the Chicago & North 
Western to solicit authorizations to represent holders of com- 
man stock and to use, employ, or act under or pursuant to such 
authorizations. Authorization of B. E. Tilden to act as a mem- 
ber of the committee, was denied. Mr. Tilden was not per- 
mitted to act as a member of the committee because, among 
other things, he filed no affidavit in the proceeding. He lives 
at Los Angeles, Calif. He owns 1,600 shares of common stock 
and $80,000 of bonds of the debtor. Such a large ownership 
of bonds, the report said, indicated that he had there an interest 
likely to be in conflict with his interest as a stockholder. The 
division said in its opinion Mr. Tilden should not be authorized 
to act as a member of the committee. . 

The application was to act as a committee for both com- 
mon and preferred stockholders. The petitioners said that if 
they could not act for both classes of holders, they desired to 
be authorized to act for the common stockholders. The division 
said that, in its opinion, representation by the committee of the 
holders of both preferred and common stocks, as requested in 
the application, would involve a conflict of interest. That 
view the report said, was borne out by the views expressed 
at the hearing with respect to the relative equities of the two 
groups. 


NEW HAVEN REORGANIZATION 


The Commission has set for hearing in Washington, July 
20, before Commissioner Mahaffie and Examiner Harvey H. Wil- 
kinson Finance No. 10992, New York, New Haven & Hartford 
Railroad Co. reorganization. Secretary Bartel, in a notice, said 
that evidence would be received in support of, and in opposition 
to, the debtor’s plan of reorganization and any other plan 
which might be properly presented. Plans of reorganization 
may be filed at any time before, or on cause shown, during 
the hearing, by the trustees, or by or on behalf of creditors 
being not less than 10 percentum in amount of any class of 
creditors, or by or on behalf of stockholders being not less 
than 10 percentum in amount of any such class, or with the 
consent of the Commission by any party in interest. 


ST. L.-S. F. REORGANIZATION 


In Finance No. 10008, St. Louis-San Francisco Railway Co. 
reorganization, W. B. Stratton, of New York, has asked the 
Commission has permission to file a plan for the reorganization 
of that carrier. He is the owner of $20,000 of Frisco prior lien 
mortgage bonds and $10,000 of Kansas City, Fort Scott & Mem- 
phis Railway Co. refunding 4 per cent bonds. 

The plan provides that the equipment trust certificate, total- 
ing $10,649,000, shall remain undisturbed, that the Birmingham 
bonds, as one issue of securities is known, amounting to $6,- 
506,170 outstanding, are not to be surrendered but their 
maturity is to be extended from March 1, 1934, to July 1, 1947; 
for each $1,000 Fort Scott bond, $25,835,000 outstanding, it is 
proposed to exchange $600 of 4 per cent new prior lien bonds, 
$400 of 4% per cent new income bonds, and ten shares of new 
common stock; for each $1,000 old prior lien bonds, $117,448,597 
outstanding, the following new securities will be issuable on 
exchange: $300 of 4 per cent new prior lien bonds, $450 4% 
per cent new income bonds, and 25 shares of new common 
stock. 

For the old consoliated bonds, $118,305,000 outstanding, the 
plan proposes, each $1,000 bond will be exchanged for $250 
4 per cent new prior lien bonds, $300 4% per cent new income 
bonds, and 20 shares of new common stock. It is proposed that 
each share of old preferred stock will be exchanged for three- 
fourths of a share of new common stock on payment of $2.50, 
or one-fourth of a share of new common; each share of old 
common will be exchanged for two-thirds share of new common 
on payment of $2.50 or one-sixth share of new common stock. 

It is further proposed that the notes held by the RFC, 
amounting to $5,190,000, will be surrendered for cancellation, 
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on issuance to the RFC of new securities in exchange for the 
pledged bonds on the same basis as those held by the public. 
As to the bank loans, amounting to $5,136,863, the proposal is 
that they shall be disposed of in similar fashion. As to the 
notes held by the Railroad Credit Corporation, totaling $3,321,- 
653, it is proposed that they shall be surrendered for cancella- 
tion in exchange for the assignment to the Railroad Credit 
Corporation of this distributive share to be provided for other 
creditors of the same class. 


D. & R. G. W. REORGANIZATION 


Acting for a group of insurance companies, Henry W. 
Anderson, at a resumed hearing in Finance No. 11002, Denver 
& Rio Grande Western reorganization, before Commissioner 
Mahaffie and Examiners Boyden and Kirby, June 15, submitted 
a plan for the reorganization and consolidation of the Rio 
Grande, the Denver & Salt Lake Western, the Denver & Salt 
Lake, the Rio Grande Junction and the Goshen Valley. 

The proposed capitalization of the new company will con- 
sist of undisturbed equipment trusts of $1,805,000 and $2,175,- 
000; first mortgage bonds, series A, $18,563,533; first mortgage 
bonds, series B, $46,468,084; and income mortgage bonds of 
$28,052,011. The total annual charges, fixed and contingent, 
would be $4,682,013 the plan said. Provision would be made 
for an income mortgage sinking fund of $70,130. 

Stock capitalization would consist of preferred stock hav- 
ing a par value of $31,434,986. The total annual charges on 
that capital fund, sinking fund and preferred dividend require- 
ments would be $6,323,892. The plan calls for the issuance of 
Class A common stock of 349,002 shares. In addition there 
would be Series A warrants to purchase voting trust certifi- 
cates for 164,456 shares of common stock, Class A; Series B 
warrants to purchase voting trust certificates for 200,000 shares 
of common stock Class B and an option to purchase 200,000 
shares of Class B common stock. 

The plan says the available reports show that the total 
operating revenues of the properties embraced in this plan on 
a consolidated basis for 1936, amounted to $28,456,258. The 
statements filed by the debtor, this plan said, showed an esti- 
mated operating revenue for the Denver & Rio Grande Western 
of $23,179,112 with a net available for interest of $3,459,100 
in that year. 

In connection with this plan, Chairman Jones of the RFC 
made public a letter he had sent to Mr. Anderson as follows: 


Notwithstanding our belief that the reorganization of the Denver 
& Rio Grande Western and the Western Pacific should effect consoli- 
dation of these two roads into one system, if that is not feasible and 
the plan of reorganization of the Denver & Rio Grande Western which 
insurance group committee is filing with the Interstate Commerce 
Commission at the hearing beginning June 15, is duly approved by the 
Interstate Commerce Commission and duly confirmed by the court 
within a reasonable time, this corporation will accept the treatment 
proposed in the plan for its present indebtedness and will, upon such 
reasonable terms and conditions as may be agreed upon between this 
corporation and the new company or the reorganization committee 
named in said plan, in the light of the situation then existing, and as 
may be approved by the Commission, finance the purchase at par and 
accrued interest of $11,443,675 new first mortgage 4 per cent bonds pro- 
vided in said plan for the purpose of refunding the outstanding first 
mortgage bonds and income 6's of the Denver & Salt Lake railway. 

This letter shall not be deemed a waiver or relinquishment of any 
right or remedy which this corporation has with respect to its claims. 


Additional data pertinent to the reorganization of the D. & 
R. G. W. were submitted at the hearing June 15 by Thomas A. 
Hamilton, an examiner in the railroad division of the RFC. 
His testimony related to the physical properties covered by 
underlying securities held by the RFC as security for loans to 
the D. & R. G. W. 

William Wyer presented exhibits for the debtor, contain- 
ing information asked for at prior hearings. 


N. Y. O. & W. BONDS 


The Commission, division 4, by supplemental order, not a 
report and order, in Finance No. 8509, New York, Ontario & 
Western Railway Co. bonds, on application of that carrier, has 
dismissed its petition seeking further modification of the 
Commission order dated November 13, 1930, 166 I. C. C. 699, 
as modified April 6, 1933, and June 5, 1935, in respect of the 
pledge and repledge of $3,370,000 of general-mortgage bonds. 





LOANS TO RAILROADS 


By supplemental application in Finance No. 9329, Henry 
A. Scandrett, Walter J. Cummings and George I. Haight, 
trustees of the Chicago, Milwaukee, St. Paul & Pacific, have 
asked the assent of the Commission and the Reconstruction 
Finance Corporation to the withdrawal by the applicants of 
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$471,138 held by the Chemical Bank and Trust Co., or its 
nominee. The money in question, the application said, repre- 
sented dividends paid on 15,198 shares of the common stock of 
the Indiana Harbor Belt Railroad Co. The shares of stock 
belong to the Milwaukee railroad and are pledged as security 
under a mortgage. The applicants said that the RFC, as pledgee 
and holder of the bonds would interpose no objection to having 
the dividends released and delivered to applicants on the under- 
standing that the $471,138 when so released should be applied 
by the trustees to the cost of construction of additions and 
betterments to be made to that part of the property of the 
trust estate on which the first and refunding mortgage is the 
first lien. 





WEST SHORE ABANDONMENT 


In a report and order in Finance No. 11023, West Shore 
Railroad Co. et al. abandonment, the Commission, by division 
4, has permitted abandonment by the West Shore of that por- 
tion of its Chenango branch, extending from Cazenovia to Ear]- 
ville, about 23 miles, in Madison County, N. Y. The certificate 
authorizing abandonment is effective from and after 30 days 
from June 8. The order permits abandonment of operations 
over the line by the New York Central, lessee. Abandonment 
was protested. 

The Commission said the abandonment would increase in 
some instances the length of hauls to and from farms and 
increase transportation costs of farmers and milk producers, but 
their use of the line had been limited. It said that notwith- 
standing the fact that the Chenango branch as a whole had been 
operated at a small profit it was of opinion that public con- 
venience and necessity did not require that the applicants con- 
tinue operation of the portion thereof south of the milk station 
at Casenovia at a loss and at the cost of the additional expendi- 
tures necessary to rehabilitate the road bed thereof. 


CONSOLIDATED SOUTHWESTERN CASES 


The Commission, by order, not a report and order, in No. 
13535 et al., Consolidated Southwestern Cases, except Nos. 
15217 and 15231, has vacated and set aside the order of April 
5, 1927, so far as it requires the further maintenance of column 
20 rates on enameled brick from Little Rock to Fort Smith, 
Ark., to points in Texas. 

Another change is the exclusion of wooden box and crate 
material including wirebound, lined on the inside, circled with 
paper, paperboard or pulpboard, from these proceedings. 

The Commission has denied a petition of the Fort Worth 
Freight Bureau and Fort Worth Chamber of Commerce seek- 
ing modification of the findings of the twenty-first and twenty- 
second supplemental reports so as to prescribe the same all- 
rail rates for application between the Texas points of Houston 
and Galveston, on the one had, and Fort Worth and Dallas, on 
the other. 

A petition, dated April 21, whereby the New Orleans Joint 
Traffic Bureau sought interpretation and clarification of cer- 
tain findings of the twenty-first supplemental report of the 
Commission in this proceeding, to require publication of rates 
on both the laminated-scale and bridge-scale bases over Angola, 
La., has been denied. 

Appendix C to the twenty-first supplemental report, made 
Nov. 22, 1934, has been amended by substituting for the first- 
class all-rail key rates now stated for application between the 
respective named points in erroneous amounts, the first class 
rates in cents a 100 pounds below stated in corrected amounts 
for application in lieu thereof as follows: 


For application between 
substitute 265 for 266 cents. 

For application between 
substitute 265 for 266 cents. 

For application between Grafton, W. Va., 
substitute 265 for 266 cents. 

For application between 
substitute 265 for 261 cents. 

For application between Cumberland, Md., 
substitute 265 for 261 cents. 


Grafton, W. Va., and Crowley, La., 


Grafton, W. Va., and Eunice, La., 
and New Iberia, La., 
Grafton, W. Va., and Lafayette, La., 


and Lafayette, La., 


For application between Cumberland, Md., and Plaquemine, La., 
substitute 256 for 270 cents. 
For application between Baltimore, Md., and Lafayette, La., 


substitute 265 for 261 cents. 
For application between 
substitute 265 for 261 cents. 
For application between 


Hagerstown, Md., and Lafayette, La., 


Frederick, Md., and Lafayette, La., 


substitute 265 for 261 cents. 

For application between Grafton, W. Va., 
substitute 263 for 254 cents. 

For application between Litchfield, II1., 
substitute 225 for 207 cents. 

For application between Decatur, 
stitute 264 for 255 cents. 


and Woodward, Okla., 
and Mineral Wells, Tex., 


Ala., and Amarillo, Tex., sub- 
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Miscellaneous Decisions 


Cases Recently Decided by State and Federal Courts 
(Digests taken from Reporters and Digests of National Reporter System, 
published by West Publishing Co., St. Paul, Minn. Copyright, 
1937, by West Publishing Co.) 


~ 





REGULATION OF COMMON CARRIERS 

(Circuit Court of Appeals, Fifth Circuit.) As regards ques- 
tion whether shippers were entitled to emergency freight tariffs 
established for wheat for export, a predetermined intention on 
part of shippers to export was important element in determin- 
ing character of commerce, whether domestic or foreign, but 
not to exclusion of giving due consideration and effect to all 
parts of contract of carriage. (Carpenter vs. Texas & New 
Orleans R. Co., 89 Fed. Rep. (2d) 274.) 

In construction of contracts, effect must be given, if pos- 
sible, to every word, phrase, clause and sentence.—Ibid. 

Freight tariffs are to be construed in light of circumstances 
existing at time of issuance and in a practical manner.—lIbid. 

Emergency freight tariff for export wheat which was to 
expire on September 30, 1929, but which contained provision 
that if shipment, as to which proof of exportation had not been 
made at time of shipment, was actually exported on or before 
November 15, 1929, and evidence of that fact was furnished, 
charges were to be reduced, held inapplicable where wheat had 
not been loaded on ship at a Texas gulf port on or before No- 
vember 15, 1929, regardless of whether shipments originated 
in or beyond state of Texas.—lIbid. 


FALSE BILLING FINE 

Secretary Bartel has issued the following statement: 

The Commission has been advised that on June 8, John McClure 
Estate, Inc., doing business as the Burbank Winery, pleaded guilty 
in federal court at Los Angeles to a joint indictment in 20 counts 
charging the corporation and E. Girard Gordan, vice-president and 
director of sales of the Burbank Winery, with the false billing of 
mixed carload shipments of wine and brandy as wine, only, in viola- 
tion of section 10(3) of the interstate commerce act. The court im- 
posed a fine of $5,000 against the corporate defendant. Shipments 
were consigned to consignees at Boston, New York City, and Chicago. 
The false billing of these shipments resulted in substantial rate 
defeats per carload by reason of the fact that the published tariff 
rate applicable to a mixed carload shipment of wine and brandy is 
higher than the rate applicable to a straight carload shipment of wine. 
On the same date, June 8, the indictment was dismissed as to the de- 
fendant Gordan. The case was investigated by the Commission's 
Bureau of Inquiry. 


FEDERAL COURT ON GRAIN RATES 


Accepting changes in the Omaha grain market, alleged to 
have been brought about by the Commission’s decision in No. 
17000, part 7, the grain case, 205 I. C. C. 301, Federal District 
Judge Donohoe, in the district of Nebraska, Omaha division, as 
sufficient law reason therefor, has relieved the Updike Grain Co. 
of the burden of paying the Chicago & North Western a rent 
of $4,823.33 a month for the use of a railroad-owned grain 
elevator at Omaha. The judge gave an instructed verdict to 
that effect. The lease thereby abrogated was made for five 
years, dated to expire August 1, 1938. The elevator has a 
capacity of 2,500,000 bushels. 

The case was an action brought by Charles P. Megan, 
trustee of the property of the Chicago & North Western vs. 
Updike Grain Corporation, for rent. The elevator is in Council 
Bluffs, Ia., within the Omaha grain market. The grain com- 
pany quit paying rent last October, contending that the lease 
contracts had been voided by an unanticipated change in the 
grain rate structure by reason of the Commission’s decision in 
the case mentioned. The judge said the changes caused by the 
decision prevented the storing in and handling through the 
elevator in question of grain moving and accustomed to mov- 
ing through the Omaha market, and made it impossible to 
longer operate the elevator at a profit under the prescribed 
rental, and at a profit under any rental charge whatsoever. 
The case was tried by a jury but at the conclusion of the evi- 
dence both parties moved for a directed verdict, thereby mak- 
ing the court the trier of the facts as well as the law. The 
— was an instructed verdict to the effect hereinbefore set 

orth. 

Judge Donohoe said he understood the evidence showed 
that the changes in the rate structure and transit privileges 
effective July 1, 1935, had diverted large quantities of grain 
from the Omaha market and had prevented the handling of 
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large quantities of grain through the elevators in the Omaha 
market, to the extent that the business of the elevator had 
been destroyed more than 50 per cent. This situation, he 
added, had given the other transit points such an undue and 
unreasonable advantage over the Omaha market and the grain 
dealers and elevator operators at that market that large quan- 
tities of grain previously accustomed to stop at the Omaha 
market for processing, storage, cleaning and other handling 
could no longer stop at the Omaha market without suffering 
severe rate penalties. 

In a situation of this kind, the judge said he thought the 
rule of law providing for the abrogation of contracts on ac- 
count of radical and unanticipated changes in conditions should 
be applied. He said it was urged that the plaintiff would 
suffer loss. That was undoubtedly true, the judge said. But 
the loss would not be due to any fault, he added, on the part 
of the defendant. The whole Omaha community, he said, had 
suffered a loss as the result of this change of rate structure. 

LOWER SUGAR BASIS CHALLENGED 

Railroads affected by the order of the Commission in I. 
and S. No. 4096, sugar from Gulfport groups to northern points, 
and the formal docket complaints joined with it (see Traffic 
World, April 10, p. 763), have asked the federal court for the 
northern district of New York to enjoin the enforcement of the 
Commission’s orders so far as they require a reduction of the 
all-rail rates on sugar. The all-rail rates were found unreason- 
able to the extent they might exceed 20 per cent of the K-2 
scale prescribed in the southern class rate case, minimum 40,000 
pounds. 

The validity of the order is challenged in equity No. 3083, 
Baltimore & Ohio et al. vs. United States. The orders, as 
originally issued, required the reduced rates to be made effec- 
tive not later than July 8. The effective date of the orders 
was recently put off until Sept. 8. 

In their petition asking, first, for a temporary stay or sus- 
pension to be followed by an order annulling and setting aside 
the requirement of the Commission, the railroads allege that 
the orders, there being one in each case, so far as they reduce 
all-rail rates are without foundation in law, are based on errors 
of law, are not supported by adequate findings or evidence, 
exceed the regulatory powers of the Commission and there- 
fore are void. 


READER RAILROAD REORGANIZATION 


The Commission, division 4, in Finance No. 10860 in Reader 
Railroad reorganization, has certified to the federal court for 
the western district of Arkansas, that the holder of the sole 
claim filed in Class III and the holders of 1,605 shares of 
the debtor’s capital stock, or 99.94 per cent of the total 
amount of stock outstanding have voted to accept the plan of 
reorganization approved by the Commission and that court. 

C. S. Sanders is the sole holder of claim in Class III. His 
claim amounted to $40,392.93. The holders of 1,605 shares 
out of the total of 1,606 shares of stock outstanding voted to 
accept the plan. 


TERMINAL ALLOWANCE LITIGATION 


Counsel for appellees in No. 734, The United States of 
America and Interstate Commerce Commission, appellants, vs. 
American Sheet & Tin Plate Co. et al., appellees, in a petition 
filed in the Supreme Court of the United States for rehearing, 
allege that the court by its opinion of May 17 in this case “mis- 
conceived certain fundamental facts upon which the conclusion 
of the court, as set forth in part ‘fourth’ of its opinion, is 
based” (see Traffic World, June 12, p. 1270). In this decision 
the court upheld orders of the Commission forbidding allow- 
ances for spotting cars. 

“We readily concede,” say counsel, “that if there is some 
evidence to sustain the Commission’s findings, this court will 
not disturb them. But here there is no such evidence. In so 
far as concerns that section of the United States in which 
appellees’ plants are located, we asserted unqualifiedly in our 
brief in this court that the undisputed testimony was to the 
effect that the established freight rates included the spotting 
service, and we challenged the appellants at the oral argument 
before your honorable court, as had been done before the court 
below, to point to any substantial evidence in the record which 
would sustain the conclusions of the Commission in this regard. 
Not a particle of such evidence was referred to in substantia- 
tion of the conclusions of the Commission.” 

In holding in effect, continued counsel, that the Commission 
had power to enjoin performance by the carriers of the ter- 
minal service denominated as spotting, they submitted that 
the court approved the exercise of a power not conferred on 
the Commission by section 15 of the act, or by any other sec- 
tion of the act. 
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“We respectfully submit,” say counsel, “that the court 
failed to distinguish the lawful power which the Commission 
undoubtedly has, in a proper case and upon proper evidence, 
to specify the charge to be made by carriers for that part of 
interstate transportation which lies beyond the interchange 
tracks, and the unlawful power which the commission has here 
exercised of excluding that entire service beyond the _ inter- 
change track from transportation.” 


TERMINAL ALLOWANCE DECISION 


On motion of Senator Hayden, of Arizona, acting for Sena- 
tor Wheeler, the Senate has ordered printed as Senate docu- 
ment No. 79 the decision of the Supreme Court of the United 
States in which the court upheld the orders of the Commission 
forbidding allowances for spotting services (see Traffic World, 
May 22, p. 1121). 





DROUGHT RELIEF RATES 


A bill, S. 2619, to give effect to the Commission’s recom- 
mendations in its last annual report with respect to amendment 
of section 22 of the interstate commerce act so that carriers 
shall not be deemed to have violated the act with reference 
to undue prejudice when they have voluntarily made relief 
rates for the benefit of those designated by authorized agents 
of the United States or of any state as in distress and in need 
of relief, has been_introduced by Senator Murray, of Montana. 


REPARATION ORDERS 


Reparation orders have been issued in No. 14859 (supple- 
mental order), Southern Produce Co. et al. vs. Denison & Pacific 
Suburban et al.; No. 26653, Sinclair Prairie Oil Co. vs. A. T. 
& S. F. et al.; No. 26753, Baker Produce Corporation et al. 
vs. A. C. L. et al.; No. 26916, Standard Oil Co. of California 
vs. Los Angeles & Salt Lake et al.; No. 26928, Atlantic Terra 
Cotta Co. vs. C. & I. M. et al.; No. 26968, E. I. du Pont de 
Nemours & Co., Inc. vs. B. & O. et al.; No. 27289, R. J. Reynolds 
Tobacco Co. vs. Same; No. 27480, Provincial Wood Products 
Co., Ltd. vs. Me. Cent. et al. 





I. C. C. FORMS REVISED 


The Commission, by order, not a report and order, has 
revised its forms to be filled out by applicants for authority 
to construct, acquire and operate lines of railroad. The title 
has been revised by eliminating therefrom reference to sec- 
tion 15a (18) and including reference to acquisition of lines 
and operation of lines under contracts for joint use. The para- 
graph relating to the retention of excess earnings has also 
been cut out; also the question as to whether the applicant 

. desires a hearing. Questionnaire No. 2 has been stricken out. 

A new question, No. 15, calling for truck and bus line data 
has been added and there has been a rearrangement of ques- 
tions. 


STATUS OF CHICAGO STOCK YARDS 


Attempts by witnesses for the Chicago Union Stock Yards 
Company to enter testimony about services performed by stock 
yards organizations in other cities, at the hearing in I. and S. 
4296, cancellation of live stock services at Chicago, before 
Examiner Carter at Chicago (see Traffic World, June 12, p. 
1288), failed when the examiner ruled that such testimony was 
not germane to the question as to whether or not the Chicago 
company should be permitted to cancel its loading and unload- 
ing tariff on the grounds that it was not a common carrier. 
The point the stock yards witnesses wanted to make was that, 
since yards operators in other cities performed services similar 
to those performed by the Chicago company without admitting 
common carrier status, there ought to be no objection to the 
Chicago yards, attempt to divest itself of that status. 

In addition to a mass of corporate testimony, the stock 
yards witnesses also introduced much rate testimony, the pur- 
port of which was that rates on live stock into and out of 
Chicago in no case quoted loading and unloading charges as 
a separate charge. The record of exactly what services the 
stock yards included under the general terms loading and 
unloading was made complete after Examiner Carter had spent 
a day at the Chicago stock yards inspecting the layout and 
observing operations. The following day, June 16, he ques- 
tioned a number of witnesses familiar with those details. 

Lee J. Quasey, appearing for the National Live Stock 
Marketing Association and a number of other live stock ship- 
pers’ organizations, protested against the cancellation of the 
tariffs. He insisted that testimony of yards witnesses to the 
effect that the yards company needed more revenue meant that 
it was intending to raise the loading and unloading charges 
and to pass that increase on to the shippers. If the tariff were 
cancelled, he pointed out, such an increase would be brought 


The Traffic World 


Vol. LIX, No. 25 





about by filing new rates under the packers and stockyards 
act with the Secretary of Agriculture. A ruling from that offi- 
cial permitting the increase, he added, would make it necessary 
for the railroads to file with the Commission new live stock 
tariffs covering the increases, and the Commission would hardly 
be in a position to refuse the railroads the right to recoup 
expenses over which neither they nor the Commission had 
control. Shippers were amply protected by the stock yards 
tariff as at present on file with the Commission, he said, and 
there seemed to be no justification either for dividing the juris- 
diction or for shifting it from the Commission to the Secretary 
of Agriculture under a law which, in his view, did not afford 
the shipper the protection he now had. 





AIR CARRIER REGULATION 


Senator McCarran, of Nevada, informed the Senate, June 
14, when S. 2 and S. 1760, the bills reported by the interstate 
commerce committee giving the Commission power to regulate 
air carriers, were reached on a call of the calendar, that he 
was not pressing either measure for the present but that at the 
proper time in the not distant future he would ask to have the 
bills considered. 


AIR SAFETY BILL 


Representative Crosser, of Ohio, has introduced H. R. 
7474, a bill giving the Commission jurisdiction to regulate air 
carriers in the interest of safety. 


AERONAUTICS RADIO COMMITTEE 


The radio technical committee for aeronautics has elected 
as its new chairman W. E. Jackson, who is chief of the radio 
development section, Bureau of Air Commerce, Department of 
Commerce. This committee was organized in June, 1935, under 
the auspices of the Bureau of Air Commerce. It is composed of 
representatives from government agencies having to do with 
aeronautic radio and of manufacturers and users of aeronautic 
radio. Through subcommittees, and also as a group, the com- 
mittee investigates such problems as development of anti-static 
antennas, direction-finding for aircraft, instrument landings, 
and use of ultra high frequencies. 


NEW AIR MAIL ROUTES 


Postmaster General Farley has issued advertisments for 
the following new air mail routes: 

1. Washington, D. C., to Buffalo, N. Y., via Baltimore, Md., 
York, Pa., Harrisburg, Pa., Sunbury, Pa., Williamsport, Pa., Olean, 
N. Y., and such other intermediate points as may be designated later 
by the Postmaster General, a distance of approximately 337 miles. 

2. Winslow, Ariz., to San Francisco, Calif., via Las Vegas, Nev., 
Fresno, Calif., and such other intermediate points as may be desig- 
nated later by the Postmaster General, a distance of approximately 
693 miles. 

3. Dayton, O., to Chicago, Ill., via Fort Wayne, Ind., and such other 
intermediate points as may be designated later by the Postmaster 
General, a distance of approximately 241 miles. 

4. Huron, S. D., to Cheyenne, Wyo., via Pierre, S. D., Rapid 
City, S. D., Hot Springs, S. D., Scottsbluff, Neb., and such other 
intermediate points as may be designated later by the Postmaster 
General, a distance of approximately 495 miles. 


Bids will be opened July 12. Consideration is being given 
by the Post Office Department to two or three additional new 
routes. 

The department announced that the Bermuda postal ad- 
ministration had completed arrangements with Imperial Air- 
ways for carrying mail from Bermuda to New York on June 16. 


THROUGH ROUTES BILL 


Chairman Wheeler, of the Senate interstate commerce 
committee, served notice in the Senate, June 14, that he would 
move at the first opportunity that the Senate take up S. 1261, 
the bill amending paragraphs 3 and 4 of section 15 of the inter- 
state commerce act with respect to through routes in order to 
give the Commission the unrestricted right to establish through 
routes (see Traffic World, May 1, p. 969). This notice was 
served after Senator Dieterich, of Illinois, objected to consid- 
eration of the bill under the unanimous consent agreement. 
He said the bill was of sufficient importance to have justified 
hearings before the committee. He said hearings were desired 
and if the chairman would have the bill recommitted for hear- 
ings that that would meet the desires of those who opposed 
the bill in its present form. Chairman Wheeler said hearings 
on the bill were held at the last session of Congress. 


APPOINTMENTS TO I. C. C. 


President Roosevelt had no progress to report at his press 
conference June 15 with respect to making appointments to the 
Commission. 
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I. C. C. IN CABINET 


The Traffic World Washington Bureau 


Senator Robinson has prepared a tentative draft of a bill 
on government department reorganization for the confidential 
use of the special committee on reorganization. It was stated 
at the committee’s office June 17 that the committee had not 
met to consider the bill and that it could not be stated when it 
would meet for that purpose. It is understood the bill does not 
touch such independent agencies as the Commission except to 
the extent of tying them up to the executive for the purpose of 
exercising control over expenditures. 

Opponents of the proposal that the Commission be placed 
in a cabinet department pointed out in this connection that if 
the President had direct authority over expenditures of the 
independent agencies he would have such control that might 
conceivably result in the exercise of influence that would inter- 
fere with independent action by the Commission. It was further 
pointed out that the Commission now must submit its estimates 
of expenditures to the Bureau of the Budget which is under the 
President and that the budget bureau in turn makes up esti- 
mates for the Commission which are transmitted in the Budget 
each year to Congress. The appropriations for the Commission 
usually have been the amounts recommended by the Bureau of 
the Budget. 


REGULATION OF FORWARDERS 


The Traffic World Washington Bureau 


Arrangements have not yet been made for hearings before 
the House committee on interstate and foreign commerce on 
H. R. 7047, the bill introduced a month ago by Representative 
Gearhart, of California, with a view to bringing “indirect car- 
rier” operations and operators under the motor carrier act. 
Sponsors of the measure, it is understood, are primarily inter- 
ested in making certain that motor express service of the nature 
of rail express service is subject to the act. There is doubt 
as to how far the act as it stands goes along this line. 

The Gearhart bill would amend sections 203, 206, 208, and 
217 of the motor carrier act by adding new language thereto. 
Section 203 of the act contains definitions of words and terms, 
section 206 the requirements as to certificates of public con- 
venience and necessity, section 208 the terms and conditions 
of certificates, and section 217 the provisions requiring the 
filing of tariffs by common carriers by motor vehicle. 


Section 203 (a) would be amended by adding thereto the 
following: 


(22) The term “‘indirect carrier operation’’ means any interstate 
or foreign operation in which a person (including forwarding com- 
panies, but not thereby excluding other persons) undertakes to trans- 
port property for the general public for compensation pursuant to 
arrangement whereby the instrumentalities or service of another 
carrier or other carriers are utilized to provide such transportation 
in whole or in part. 

(23) All persons engaged in ‘‘indirect carrier operations’’ which 
are not subject to the jurisdiction of the Commission under part I 
(interstate commerce act) and in connection with which motor 
vehicles are utilized in whole or in part either in providing trans- 
portation by or for such persons, or in effecting delivery to or receipt 
from them, shall be deemed to be ‘‘motor carriers’ within the meaning 
of this act, and all their interstate or foreign operations in connection 
with rail, express, or water carriers, as well as those in which motor 
vehicles are utilized, shall be subject to all the provisions hereof 
relating to or affecting ‘‘common carriers by motor vehicles.’’ Such 
persons are herein called ‘‘indirect carrier operators.’’ 


Amendment of the act as proposed in these respect would 
subject the “indirect carrier” operators to the provisions of 
ed ia carrier act applicable to common carriers by motor 
vehicle. 

The bill provides that applications by indirect carrier opera- 
tors for certificates as of right or to continue interim operations 
begun subsequent to June 1, 1935, shall be filed within thirty 
days after the approval of the amendatory act. 


To section 208 the bill would add a new subsection (e) as 
follows: 


A certificate for the transportation of property by direct operations 
Shall include the authority to transport the same class or classes of 
property by indirect carrier operations between the same points, but 
a certificate for the transportation of property by indirect operations 
shall be restricted to such type of operations and shall not authorize 
direct operations by such carriers; but nothing in this act shall be 
construed to prohibit a person from simultaneously holding a certificate 
or certificates authorizing both direct and indirect operations. 


_ _ The bill provides in an amendment to section 217 that 
indirect carrier operators may utilize the instrumentalities or 
services of other carriers by motor vehicle, railroad, express, 
or water to provide in whole or in part the transportation which 
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such indirect carrier operators have undertaken, pursuant to 
just, reasonable, and equitable regulations, practices, and com- 
pensation which shall be incorporated in written contracts be- 
tween such operators and such carriers. 


Continuing, the amendment to section 217 provides: 


‘‘(f) The Commission shall control and regulate the relations be- 
tween indirect carrier operators and other carriers by motor vehicle, 
railroad, express, Or water, and to that end may establish and pre- 
scribe by order— 

“*(1) Just, reasonable, and equitable terms, conditions, compen- 
sation, regulations, and practices under which indirect carrier op- 
erators may or shall employ the instrumentalities or services of such 
other carriers, after due notice and hearing, and pending final order 
in any such proceeding, may (without hearing) postpone or defer for 
not more than six months the taking effect of any proposed change 
therein: 

“*(2) The time, conditions, forms, and manner in which any con- 
tract which affects such relations shall be published, filed with the 
Commission, posted or made effective, either generally or with respect 
to particular classes of carriers or contracts. 

‘““(g) No carrier by motor vehicle, railroad, express, or water 
shall demand, charge, or collect, nor shall any indirect carrier op- 
erator pay, any greater, less, or different compensation for the use 
by the latter of the facilities or services of the former than that speci- 
fied in the tariff, contract, or order of the Commission lawfully appli- 
cable thereto.’’ 


The bill has been referred by Chairman Lea to the Com- 
mission for a report. 


FOURTH SECTION AMENDMENT 


Though the Chamber of Commerce of the United States 
as an organization was not committed in its fourth section 
referendum to favoring repeal of the long-and-short-haul clause 
of the fourth section of the interstate commerce act because a 
two-thirds vote was required (see Traffic World, June 12), 
Representative Pettengill, of Indiana, in extension of remarks 
in the Congressional Record of June 11, under the heading, 
“Nation-wide Support for Repeal of Long-and-Short-Haul,” said 
the referendum indicated a 2-to-1 vote in favor of repeal. 
Said he: 


On April 14 the House passed H. R. 1668 for the repeal of the 
long-and-short haul by a vote of about 70 to 30 in percentage. 

Since that time the Chamber of Commerce of the United States 
has conducted a poll of its constituent memberships on the desirability 
of eliminating the long-and-short-haul clause from the fourth section 
of the interstate commerce act. 

That poll has just been concluded. The vote was 1,068 for repeal 
to 545 against repeal, thus showing that the vote in the House was 
an accurate index of the public opinion of the nation. Each vote rep- 
resents a group of men—often composing many hundreds, if not thou- 
sands of individuals. 

The vote in this poll was not of the railroads, but of the shippers. 
It represents the views of shippers and consumers of all commodities. 
Railroad and other transportation agencies as such cast not a single 
ballot. The ballots were those of the producers, manufacturers, proc- 
essors, distributors, and consumers of commodities, originating in 
mines, factories, and farms. 

The shippers and consumers have thus demonstrated by a 2-to-1 
vote that they want the long-and-short haul repealed. 

In not a single section of the nation was the vote against repeal. 
It represents not only the prevailing opinion of the nation as a whole, 
but the prevailing opinion of each section. 

I attach a summary of the vote broken down into six sections: 





For Against Total 

Reena GIO ow oi sce shes cic ascueaaes 260% 16144 422 
STORER GINO, nos neckcccecarsacicurs 120 100 220 
Northern Central Givision .....sccccvcsceses 343% 110% 454 
Southwestermt GiVigion. « «oe oss ccccccdsvecsese 124 101 225 
WRORGIIIVOREOET: GOVIMION 5 noc cc ccc ccnccesceces 110 19 129 
by i Pr rer ret ec rc 110 53 163 
RR is cond xia wnskeeernah adi aadtan ikon 1,068 545 1,613 


RAILROAD EARNINGS 


Preliminary reports from 88 Class I railroads, represent- 
ing 81.7 per cent of total operating revenues received and 
made public by the Association of American Railroads, showed 
that those railroads, in May, had estimated operating revenues 
amounting to $284,140,831 compared with $262,248,226 in the 
same month of 1936 and $378,528,756 in the same month of 
1930. Operating revenues of those roads in May, were 8.3 per 
cent above those for May, 1936, but 24.9 per cent below May, 
1930. 

Freight revenues of the 88 Class I railroads in May, 1937, 
amounted to $230,634,080 compared with $213,517,207 in May, 
1936, and $290,851,226 in May, 1930. Freight revenues in May, 
1937, were 8.0 per cent above the same month of 1936, but 
20.7 per cent below the same month in 1930. 

Passenger revenues in May, 1937, according to these pre- 
liminary reports from 88 Class I railroads, totaled $28,355,289, 
compared with $25,300,869 in May, 1936, and $50,742,167 in 
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May, 1930. For the month of May, 1937, they were 12.1 per 
cent above the same month of 1936, but 44.1 per cent below 
the same month in 1930, continued the association, adding: 


Eastern District 


Thirty-three Class I railroads, representing 89.6 per cent of total 
operating revenues in the Eastern District, in May, 1937, had estimated 
operating revenues of $159,999,576, compared with $147,837,994 in May, 
1936, and $213,333,370 in May, 1930. Operating revenues of the 33 
Class I railroads in the Eastern District in May, 1937, were 8.2 per 
cent above the same month of 1936, but 25 per cent below may, 1930. 

Freight revenues of those railroads in May, 1937, amounted to 
$129,246,623 compared with $119,215,325 in May, 1936, and $161,702,654 
in May, 1930. Freight revenues of those railroads in May, 1937, were 
8.4 per cent above the same month in 1936, but 20.1 per cent below 
the same period in 1930. 

Passenger revenues of those roads in May, 1937, totaled $17,503,032 
compared with $15,942,298 in May, 1936, and $31,112,892 in May, 1930. 
Passenger revenues in May, 1937, showed an increase of 9.8 per cent 
compared with May, 1936, but a decrease of 43.7 per cent compared 
with May, 1930. 

Southern District 


Nineteen Class I railroads, representing 66.1 per cent of total 
operating revenues in the Southern District, had estimated operating 
revenues in May, 1937, of $28,924, 114, compared with $26,179,202 in 
May, 1936, and 36,711,230 in May, 1930. Operating revenues of the 
19 Class I railroads in the Southern District in May, 1937, were 10.5 
per cent above the same month of 1936, but 21.2 per cent below May, 
1930. 

Freight revenues of those railroads in May, 1937, amounted to 
$23,714,711 compared with $21,557,441 in May, 1936, and $28,660,152 in 
May, 1930. Freight revenues of those railroads, in. May, 1937, were 
10 per cent above the same month in 1936, but 17.3 per cent below 
the same month in 1930. 

Passenger revenues of those roads in May, 1937, totaled $2,383,799 
compared with $2,052,108 in May, 1936, and $4,259,190 in May, 1930, 
being 16.2 per cent above May, 1936, but 44 per cent below May, 1930. 


Western District 


Thirty-six Class I railroads, representing 75.8 per cent of total 
operating revenues in the Western District, had estimated operating 
revenues in May, 1937, of $95,217,141, compared with $88,231,030 in 
May, 1936, and $128,484,156 in May, 1930. Operating revenues of the 
36 Class I railroads in the Western District in May, 1937, were an 
increase of 7.9 per cent compared with the same month of 1936, but 
a reduction of 25.9 per cent compared with May, 1930. 

Freight revenues of those railroads in May, 1937, amounted to 
$77,672,746 compared with $72,744,441 in May, 1936, and $100,488,420 
in May, 1930. Freight revenues of those railroads in May, 1937, were 
6.8 per cent above the same month in 1936, but 22.7 per cent below 
the same month in 1930. 

Passenger revenues of those roads in May, 1937, totaled $8,468,458 
compared with $7,306,463 in May, 1936, and $15,370,085 in May, 1930. 
Passenger revenues in May, 1937, were 15.9 per cent above those for 
May, 1936, but 44.9 per cent below May, 1930. 


REVENUE ESTIMATE—MONTH OF MAY, 1937 
Railways of Class | 
East. Dist. Southern Western 
Incl. Poco. Region District U.S. 
Number roads operat- 
ere re 33 out of 56 190utof28 36o0utof55 88 out of 139 
Per cent complete7j .. 89.6 66.1 75.8 81.7 


Freight Revenue: 


1937 estimated ....$129,246,623 $23,714,711 $ 77,672,746 $230,634,080 


1936 actual ....... 119,215,325 21,557,441 72,744,441 213,517,207 

1930 actual ........ 161,702,654 28,660,152 100,488,420 290,851,226 
Per cent increase or decrease 

1937 over 1936 ..... 8.4 10.0 6.8 8.0 

1937 over 1930 ..... 20.1* 17.3* 22.7* 20.7* 


Passenger Revenue: 


1937 estimated ....$ 17,503,032 $ 2,383,799 $ 8,468,458 $ 28,355,289 


2036 actual ........ 15,942,298 2,052,108 7,306,463 25,300,869 
1930 actual ....... 31,112,892 4,259,190 15,370,085 50,742,167 
Per cent increase or decrease 
1937 over 1936 ..... 9.8 16.2 15.9 12.1 
1937 over 1930 .... 43.7* 44.0* 44,.9* 44.1* 
Total Operating Revenues: 
1937 estimated ....$159,999,576 $28,924,114 $ 95,217,141 $284,140,831 
1636 actual ........ 147,837,994 26,179,202 88,231,030 262,248,226 
1930 actual ....... 213,333,370 36,711,230 128,484,156 378,528,756 
Per cent increase or decrease 
1937 over 1936 .... 8.2 10.5 7.9 8.3 
25.0* 21.2* 25.9* 24.9* 


1937 over 1930 


*Decrease 

t‘Per cei.t Complete’’ based on ratio of the 1936 total operating 
revenues reported above to corresponding total operating revenues for 
all roads reported last year. 


REVENUE TRAFFIC STATISTICS 


Revenue traffic statistics of Class I steam railways of the 
United States, switching and terminal companies not included, 
compiled from revenue traffic statistics of 142 railways, for 
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March 
AGGREGATES 


1. Miles of road operated at close of 
month, freight service ........... + 
Miles of road operated at close of 
month, passenger service ........... 
Number of revenue tons carried ...... 
Number of revenue tons carried one 
mile (thousands) 
Freight revenue (whole dollars) ...... 
Number of revenue passengers carried: 
6-01. Commutation passengers 
6-02. All other passengers .......... 
6-03. Total 
7. Number of revenue passengers carried 
one mile: 
7-01. Commutation passengers ...... 
7-02. All other passengers .......... 
7-03. Total 
8. Passenger revenue (whole dollars): 
8-01. Commutation fares 
a eee ED EE a cancun cevcecenes 
8-03. Total 
Passenger train-miles 
Passenger car-miles ..........esseee00: 


mo § 


au 


29 


10. 


AVERAGES 
FREIGHT TRAFFIC: 
11. Miles per revenue ton per road ... 
12. Revenue per ton-mile (cents) 
13. Revenue per ton per road (dollars) 


COMMUTATION PASSENGER TRAFFIC: 
14-01. Miles per passenger per road ..... 
15-01. Revenue per passenger-mile (cents) 
16-01. Revenue per passenger per road 

(dollars) 


ALL OTHER PASSENGER TRAFFIC: 
14-02. Miles per passenger per road ..... 
15-02. Revenue per passenger-mile (cents) 
16-02. Revenue per passenger per road 

PED Gshudenevin dt waes sa ses 68 


TOTAL PASSENGER TRAFFIC: 


14-03. Miles per passenger per road a 
15-03. Revenue per passenger-mile (cents) 
16-03. Revenue per passenger per road 
PED) <Lisuicaye ease uniGerieeusas 
17. Revenue passenger-miles per train- 
Di hava aeaiiet eh swede Gioesisa 
18. Revenue passenger-miles per car- 
Se. spiGuasau Scot eieerad suiniebes® 
Three Months 

AGGREGATES 


1. Miles of road operated at close of 
month, freight service 
Miles of road operated at close of 
month, passenger service ........... 
Number of revenue tons carried ...... 
Number of revenue tons carried one 
mile (thousands) 
Freight revenue (whole dollars) ...... 
Number of revenue passengers carried: 
6-01. Commutation passengers 
6-02. All other passengers .......... 
8 a eee 


7. Number of revenue passengers carried 
one mile: 
7-01. Commutation passengers ...... 
7-02. All other passengers .......... 
| a a ee 


8. Passenger revenue (whole dollars): 
8-01. Commutation fares ........... 
a. eS eee 
EN nei cata a's wc bwaléwlad €6.s 


9. Passenger train-miles 
10. Passenger car-miles 


po oN 


Er 


AVERAGES 


FREIGHT TRAFFIC: 
11. Miles per revenue ton per road ... 
12. Revenue per ton-mile (cents) ..... 
13. Revenue per ton per road (dollars) 


COMMUTATION PASSENGER TRAFFIC: 
14-01. Miles per passenger per road ..... 
15-01. Revenue per passenger-mile (cents) 
16-01. Revenue per passenger per road 

ME = acha ciate wes eyesss soa es 


ALL OTHER PASSENGER TRAFFIC: 
14-02. Miles per passenger per road ..... 
15-02. Revenue per passenger-mile (cents) 
16-02. Revenue per passenger per road 

(dollars) 
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March, 1937 and 1936, and the three months ended with March, 
compiled by the Commission’s Bureau of Statistics, follow: 


1937 


234,933 


175,568 
165,345,702 


33,416,553 
$313, 436,287 


22,437,498 


20,338,546 
42,776,044 


360,021,484 


1,561,064,093 
1,921,085,577 


$3,688,821 
$31,226,032 
$34,914,853 
35,659,978 
148,699,601 


202.1 
0.938¢ 
$1.90 


16.0 
1.02c 


$0.16 


76.8 
2.00c 


$1.54 


44.9 
1.82¢c 


$0.82 
53.9 


12.9 


1937 


234,922 


176,137 
438,750,546 


92,336,705 
$845, 355,050 


64,679,299 
58,910,883 
123,590,182 


1,039,833,607 
4,708,691,116 
5,748,524, 723 


$10,694,363 
$94,622,850 
$105, 317,213 


103,341,009 
434,681,268 


210.5 
0.916c 
$1.93 


16.1 
1.03c 


$0.17 


79.9 
2.01c 


$1.61 




































































1936 


235,500 


179,267 
121,122,307 


25,301,791 
$251,562,408 


23,542,653 ( 
16,261,842 
39,804,495 


362,225,393 
176,653,590 
1,538,878,983 


_~ 


$3,979,287 
$26,524,985 
$30,504,272 

33,135,323 
129,836,455 


208.9 
0.994c 
$2.08 


15.4 
1.10¢ 


$0.17 


1936 


235,520 


179,608 
373,016,296 


76,652,067 
$737,460,616 


69,724,295 
49,352,538 
119,076,833 


1,068, 900,921 
3,741,483, 906 
4,810, 384,827 


$11,854,270 
$84,613,984 
$96, 468,254 

99,143,539 
390,991,911 


205.5 
0.962c 
$1.98 


15.3 
1.11¢ 


$0.17 


75.8 
2.26¢ 


$1.71 





Li 
i) | 


arch, 
low: 


36 


35,500 


79,267 
22,307 


01,791 
62,408 


42,653 
61,842 
04,495 


25,393 
93,990 
78,983 


79,287 
24,985 
04,272 
35,323 
36, 455 


208.9 
0.994c 
$2.08 


L936 


235,520 


179,608 
016,296 


652,067 
460,616 


724,295 
352,538 
76,833 


,143,539 
,991,911 


205.5 
0.962c 
$1.98 


15.3 
1.11¢ 


$0.17 


75.8 
2.26¢ 


$1.71 





June 19, 1937 


TOTAL PASSENGER TRAFFIC: 


14-03. Miles per passenger per road .... 46.5 40.4 
15-03. Revenue per passenger-mile (cents) 1.83¢ 2.01¢ 

16-03. Revenue per passenger per road 
IE Siieeanscca¥eea rabies hed oes $0.85 $0.81 

17. Revenue passenger-miles per train- 
MN. -cctdidclnnes se uducntn<ess bene 55.6 48.5 

18. Revenue passenger-miles per car- 
SS ctscnkauns chedteieetensae anes 13.2 12.3 


REVENUE FREIGHT LOADING 


Revenue freight loading the week ended June 12 totaled 
754,360 cars—62,220, or 9 per cent, above the preceding week, 
67,717, or 9.9 per cent, above the corresponding week last year, 
and 102,249, or 15.7 per cent, above the corresponding week in 
1935. Miscellaneous totaled 312,149; merchandise, 169,533; coal, 
112,037; grain and products, 27,547; live stock, 10,588; forest 
products, 39,480; ore, 72,896; coke, 10,130. 

Railroads the week ended June 5 loaded 692,140 cars of 
revenue freight (see Traffic World, June 12), according to the 
Association of American Railroads. 

All districts reported increases in the number of cars loaded 
with revenue freight, compared with the corresponding week 
in 1936, except the Eastern, Pocahontas, Central Western and 
Southwestern districts, and with 1935 all except the Eastern 
and Pocahontas showed increases. 

Loading of revenue freight in 1937 compared with the two 
previous years follows: 


1937 1936 1935 

5 weeks in January ........ccccccces 3,316,886 2,974,553 2,766,107 
4 weeks in February ............... 2,778,255 2,512,137 2,330,492 
ee ore ee 3,003,498 2,415,147 2,408,319 
GS WOU TH BOGE. 6500s cae sadteckecve 2,955,241 2,543,651 2,302,101 
S WOGE SURE kc saindcccsendebcy ee 3,897,704 3,351,564 2,887,975 
WOOK: GE PURO Soe iscbccsecacseasaves 692,140 695,844 629,712 

SME. O45 00 ckgads dao kwkasesenns 16,643,724 14,492,896 13,324,706 


_ Revenue freight loading by districts the week ended June 
8) a for the corresponding period last year was reported as 
follows: 


Eastern district: Grain and grain products, 4,445 and 5,603; live 
stock, 1,054 and 1,063; coal, 23,261 and 22,201; coke, 1,809 and 1,610; 
forest products, 2,139 and 2,086; ore, 5,301 and 5,022; merchandise, L. 
C. L., 37,897 and 42,587; miscellaneous, 65,836 and 69,526; total, 1937, 
141,742; 1936, 149,698; 1935, 144,857. 

Allegheny district: Grain and grain products, 2,518 and 3,246; live 
stock, 676 and 853; coal, 26,251 and 24,998; coke, 4,520 and 4,054; forest 
products, 1,356 and 1,296; ore, 14,688 and 9,786; merchandise, L. C. L., 
26,348 and 30,048; miscellaneous, 67,113 and 62,859; total, 1937, 143,460; 
1936, 137,140; 1935, 128,835. 

Pocahontas district: Grain and grain products, 206 and 355; live 
stock, 118 and 134; coal, 31,140 and 32,145; coke, 475 and 395; forest 
products, 783 and 742; ore, 305 and 183; merchandise, L. C. L., 5,452 and 
5,304; miscellaneous, 6,960 and 6,974; total, 1937, 45,439; 1936, 46,232; 
1935, 48,387. 

Southern district: Grain and grain products, 2,010 and 2,426; live 
stock, 852 and 964; coal, 13,562 and 13,038; coke, 492 and 396; forest 
products, 11,907 and 9,868; ore, 975 and 888; merchandise, L. C. L., 
27,412 and 28,305; miscellaneous, 42,354 and 38,603; total, 1937, 99,564; 
1936, 94,488; 1935, 90,452. 

Northwestern district: Grain and grain products, 4,839 and 9,559; 
live stock, 2,105 and 3,045; coal, 3,765 and 3,428; coke, 1,903 and 1,639; 
forest products, 10,231 and 9,997; ore, 46,358 and 32,443; merchandise, 
L. C. L., 17,448 and 20,518; miscellaneous, 32,445 and 35,101; total, 
1937, 119,094; 1936, 115,730; 1935, 87,491. 

Central western district: Grain and grain products, 5,304 and 6,868; 
live stock, 4,121 and 4,402; coal, 5,541 and 4,960; coke, 123 and 120; 
forest products, 6,536 and 5,717; ore, 5,451 and 3,278; merchandise, L. 
C, L., 22,751 and 25,391; miscellaneous, 43,309 and 46,403; total, 1937, 
93,136; 1936, 97,139; 1935, 83,408. 

Southwestern district: Grain and grain products, 3,164 and 3,615; 
live stock, 1,535 and 1,341; coal, 1,284 and 1,779; coke, 100 and 95; for- 
est products, 4,695 and 5,056; ore, 328 and 537; merchandise, L. C. L., 
11,820 and 12,905; miscellaneous, 26,779 and 30,089; total, 1937, 49,705; 
1936, 55,417; 1935, 46,282. 
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PLACE OF THE LOCOMOTIVE 


The steam locomotive is the backbone of railroad trans- 
portation in this country and will continue to be for many 
years, according to W. H. Winterrowd, of Chicago, Ill., vice- 
president of the Franklin Railway Supply Co., Inc., who spoke 
June 17 before the annual convention of the Mechanical Divi- 
sion of the Association of American Railroads at Atlantic City. 

Mr. Winterrowd said the development of the steam locomo- 
tive, brought about by accelerated cooperative research of 
the railroads and manufacturers, had been so rapid in recent 
years that it had been difficult for them to keep abreast of 
the design and performance results. Because of the develop- 
ment that was constantly in progress, he said, the steam 
locomotive had kept pace with the growth of traffic and the 
resultant demand for increased power and efficiency. 

“In its field,’ Mr. Winterrowd continued, “the steam 
locomotive remains the simplest, most reliable mechanically, 
most flexible unit, involving lower initial and maintenance 
costs than any other form of railroad motive power that has 
been suggested. 

“These statements should not be construed to decry the 
value of some other forms of railroad motive power which, 
in more or less restricted service, or under certain conditions 
of operation, have proven their great value to the railroads. 
Neither should they be construed to decry the very great im- 
portance of continual research, development, and experimenta- 
tion in connection with other forms of motive power which 
indicate promise of real value. 

“If some form of motive power can be developed that 
will do as much, do it as cheaply, and net a greater return 
upon the investment than the truly best steam locomotive, 
that type of motive power will eventually supplant all steam 
locomotives. Nothing like that is upon the horizon today.” 

Mr. Winterrowd pointed out that the power of locomo- 
tives a ton of weight had more than doubled. Since 1904, he 
said, the maximum horse power of freight locomotives had 
gone up from 1,036 to almost 6,000, with an increase in horse 
power a ton of weight on drivers from 12 to 31.4. For pas- 
senger locomotives, since 1895, the horse power had increased 
from 522 to 3,200, with an increase of horse power on drivers 
from 18.6 to 45.7. 

“Railroad research work today,” continued Mr. Winter- 
rowd, “is on a more highly organized and efficient basis than 
ever before. As a result, the railroads stand to profit to a 
greater extent and more promptly than at any other stage in 
their history, not only in matters of steam locomotive develop- 
ment, but in other matters as well. In other words, the 
progress of research is being accelerated. 

“The return of the railroads of this country to private 
ownership directly after the great war marked the advent of a 
new type of railroad operation that has been developed to a 
high degree of efficiency. The change in operation has been 
marked by long locomotive runs, increased train speeds, and 
by a higher availability and more intensive utilization of equip- 
ment. The change resulted in a radically different locomo- 
tive problem and in development of locomotives which in mat- 
ters of sustained high horse power and high speed seriously 
tax the capacity of locomotive testing plants in this country. 
The construction of new testing plants, or the modification of 
existing ones, which will permit the testing of the modern 
locomotive throughout its full range of speed and capacity 
would mark a signal step in further acceleration of steam 
locomotive development.” 


Lubrication 


As a result of extensive research work, improvements have 
been developed in the methods of lubricating locomotives so 
as to keep moving parts properly oiled while a train is in 
motion, enabling locomotives to meet the demands for in- 





Revenue Freight Car Loading—Week Ended Saturday, June 5 


Grain and Live 
grain prod. stock Coal 
1937 22,486 10,461 104,804 
a A SA rs Fis ok cis 1936 31,672 11,802 102,549 
1935 24,514 10,911 141,019 
Preceding week May 29 .......... 1937 27,653 12,598 123,002 
Per cent increase over .......... 1936 2.2 
Per cent decrease under ......... 1936 29.0 11.4 
Per cent increase over .......... 1935 
Per cent decrease under ......... 1935 8.3 4.1 25.7 
1937 658,830 287,015 3,228,518 
Cumulative 23 weeks to June 5. 1936 715,147 276,010 3,021,364 
1935 594,467 290,680 2,833,206 
Per cent increase over .......... 1936 4.0 6.9 
Per cent decrease under ......... 1936 7.9 
Per cent increase over .......... 1935 10.8 14.0 


Per cent decrease under ......... 1935 1.3 





Per cent to 15 year average 89.6. 


Forest Mdse. 

Coke products Ore L.C. L. Miscellaneous Total 
9,422 37,637 73,406 149,128 284,796 692,140 
8,309 34,762 52,137 165,058 289,555 695,844 
5,735 25,819 32,398 156,891 232,425 629,712 

10,791 42,675 77,174 171,112 329,850 794,855 

13.4 8.3 40.8 
9.7 1.6 5 
64.3 45.8 126.6 22.5 9.9 
4.9 
257,378 823,070 692,062 3,781,292 6,915,559 16,643,724 
195,463 678,162 349,048 3,520,470 5,737,232 14,492,896 
152,512 554,124 256,037 3,555,011 5,088,669 13,324,706 
31.7 21.4 98.3 7.4 20.5 14.8 
68.8 48.5 170.3 6.4 35.9 24.9 
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creased speed and extended runs. This was described in a 
report of the committee on lubrication of cars and locomotives. 

Not only does this make possible greater efficiency, but 
it also reduces terminal servicing of locomotives. 

Many locomotives are now equipped with mechanical 
lubricators which keep roller bearings, side rods, and other 
moving parts adequately oiled, thus avoiding wear and fric- 
tion. Steam locomotives in numerous cases now operate on 
continuous runs of nearly one thousand miles, while in the 
passenger service on certain railroads, Diesel locomotives op- 
erate on continuous runs in excess of two thousand miles. 

“Since 1929,” says the report, “increased speed and ex- 
tended locomotive runs in both freight and passenger service 
have become more general and these changes in operating 
conditions have brought about changed practices or, at least, 
have served to establish more thoroughly experimental prac- 
tices in order to better adapt steam locomotives to the service 
now expected from them. 

“To obtain increased capacity necessary for extended runs, 
mechanical lubricators are now available with 40-pint capacity. 
Some roads have utilized existing lubricators by applying one 
lubricator to each side of the locomotive with one lubricator 
piped to the valve chambers and the other to the cylinders. 
This insures some lubrication in the event that either lubrica- 
tor fails en route.” 

Adaption of Diesel-powered locomotives to railroad _ use, 
the report said, had resulted in new lubricating problems. Since 
1925, according to the report, 254 Diesel locomotives have 
been placed in service. The early Diesel units were equipped 
with power plants capable of developing 300 horsepower or 
less, but today Diesel locomotives for passenger service are 
being installed with power plants capable of developing 3,600 
to 5,400 horse power and of handling high speed passenger 
trains consisting of from twelve conventional passenger and 
Pullman cars to fourteen specially built light weight cars. 

In passenger service these power plants are operated on 
continuous runs in excess of 2,000 miles and are subjected to 
changes in elevation from sea level to 8,000 feet above. Ona 
single trip in the winter months such locomotives may be 
subjected to changes in temperature all the way from 30 degrees 
below zero to 70 degrees above and in summer to temperatures 
well over 100 degrees. In addition they are subjected to all 
the hazards of operation through the dust bowl of the middle 
and southwest. In order to meet these conditions, the prob- 
lem of lubrication has required most careful consideration. 

Many changes in the Diesel locomotive have been made in 
order to adapt it for high speed rail service. Early models 
weighed in the neighborhood of 250 pounds per horsepower, 
whereas today the modern high speed Diesel locomotive 
weighs in the neighborhood of 20 pounds per horse power. 


REGULATION OF INDUSTRY 


Editor The Traffic World: 

Your editorial of May 29, pointing out the dangers of 
governmental regulation of industry as evidenced by the recent 
decision in the Wagner labor cases, furnished me the first 
opportunity to answer or reply to one of your editorial state- 
ments, although there have been editorials in the past with 
which I heartily disagreed. This time I believe you are oppos- 
ing a principle whose essence lies in the very root of nature, 
and that essence is growth or development. 

Regulation, like government, is only resorted to when a 
community or a business grows so large, that its very bigness 
requires regulation as a measure of public safety and to protect 
the general welfare. When a town is small, it runs pretty well 
with a constable and perhaps a justice of the peace. When it 
gets to be a city of thousands, it needs more regulation, more 
government. Likewise with business. The individual entre- 
preneur of the 19th century got along pretty well without 
regulation of his business because there were so many “indi- 
viduals” that we could switch our business from one to another, 
if we did not like his business methods and practices. The 
development of the corporation, both railroads and mercantile 
and manufacturing businesses grew and became incorporated. 
“Bigness” in business became a power in the hands of a few 
men, to manipulate not only in the scheme of production, but 
for purposes of capitalization as well. 

It is axiomatic that legislation is never conceived by our 
people until sufficient abuses have crept in to require a definite 
and usually radical treatment. When a situation gets so bad 
that it requires legislative treatment by the national govern- 
ment, it must be investigated fundamentally, and then treated 
from fundamental principles. That’s radical treatment. So it 
was when bigness in the railroad business led to the necessity 
for the interstate commerce act in 1887. Such bigness led to so 
many abuses that the public welfare was jeopardized. People 
demanded regulation—and got it. History proves that 50 years 
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of regulation have safeguarded the public interest and exposed 
the cancers which have been eating away the tissue of our 
railroad “system.” Regulation investigated, then prescribed 
what it considered proper treatment for the patient. It is most 
significant that, like many human patients, the railroads did 
not and have not followed the doctor’s advice. 

Your editorial points out four reasons why the railroads 
have not earned more than an average of 3.3 per cent for the 
past fifteen years. High taxes, high wages, unregulated com- 
petition, regulation of rates in disregard of costs of operation, 
and finally the depression. It seems odd that you should not 
admit another possible cause or two—namely high interest 
rates on borrowed money to pay bond interest on watered capi- 
tal and overcapitalized railroads with over-extended branch 
lines which ceased to produce revenue when highways were 
built for motor trucks. 

My hat is off with profound respect to railroad managers 
and officers who operate rail lines as a transportation business, 
because they usually make it a lifetime career and there is 
no more unselfish devotion to a public service than theirs. 
I’ve worked with them for twenty years and I know many of 
them and have a high personal regard for them. But my 
criticism will always be leveled at the financial manipulators 
who went into the transportation business to “make a sure 
thing” in the stock market. It serves no useful purpose to 
name names. Some of them helped the properties they took 
over. Most of them ruined what would otherwise have been 
a good operation by inflating the capital account. For this 
breed of men we have regulation. For this breed of men, good 
railroads suffer, to some extent, the burdens of regulatory 
administration. “Bigness’ carries its obligations as well as its 
privileges. 

“Regulation of industry is a drift to state socialism.” The 
same was said about the interstate commerce act and the 
federal reserve act. The same will be said in the future when 
bigness and special privilege stand on the threshhold of regu- 
lation. You say we must convince all classes of people that the 
present economic system of the United States is fundamentally 
sound. You don’t have to convince all of them. Just convince 
the six or eight million unemployed and that will be sufficient. 
The rest will go right on working. Regulation of industry as 
to wages, hours, and working conditions is an absolute neces- 
sity if we are to solve our unemployment problem. If this is 
a drift toward state socialism, then there must be a name for 
your attitude in urging a “powerful resistance to prevailing 
trends in government affecting business and property.” What 
is it? Facism? Or do you believe that democracy is a process 
of change and evolution and that we are just taking things in 
our stride? 

JAMES J. BROZ, 


Fresno, Calif, June 14, 1937. Valley Express Company. 


WAGE CONFERENCE RESUMED 


The wage conference between the committee representing 
the railroads and fourteen railroad unions other than the train 
service brotherhoods which was begun at Chicago was re- 
= Washington, June 15 (see Traffic World, June 12, 
p. ‘ 

Reports from Cleveland that the big rail brotherhoods had 
ordered a strike ballot taken in connection with their demand 
for a 20 per cent increase in wages, that this action followed 
failure to reach an agreement on wages with the carriers, and 
that the Brotherhood of Railroad Trainmen had withdrawn 
from the Railway Labor Executives’ Association because of 
President Whitney’s dissatisfaction with conduct of the affairs 
of that association by George M. Harrison, chairman, were said 
in Washington to be partly true and partly not true. The strike 
ballot matter, it was stated, was part of labor’s routine han- 
dling of its demand for an increase in pay, and was not due 
to failure to reach an agreement, the negotiations not having 
yet reached the point where such disagreement could develop. 
It was also stated that the Washington wage negotiations now 
in progress had to do with unions other than the big brother- 
hoods and that failure to reach an agreement had not yet ma- 
terialized. There was no official confirmation obtainable of 
the withdrawal of the trainmen from the labor association but 
it was understood that there had been conflict there for some 
time. 


TRAIN DISPATCHERS’ BILL 


S. 532, the bill providing for inspection by the Commis- 
sion of train-dispatching conditions and the issuance of orders 
by it with respect thereto, was recommitted to the interstate 
commerce committee by the Senate, June 14, after Chairman 
Wheeler had informed the Senate that an agreement with 
respect to the issues involved had been reached by the rail- 
roads and dispatchers (see Traffic World, May 29, p. 1179). 
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June 19, 1937 


TRUCKING HOURS AND WAGES 


The Traffic World Washington Bureau 


J. Ninian Beall, general counsel of the American Truck- 
ing Associations, Inc., appearing before the joint congressional 
committee considering the Black-Connery minimum wage- 
maximum hours bill, suggested that the bill be amended to 
provide that nothing in the act and no findings by orders by 
the board created therein “shall apply to any transportation 
agency subject to regulation by the Interstate Commerce Com- 
mission, unless the Interstate Commerce Commission shall, 
after full investigation and report, have found that the par- 
ticular provisions of this act, or the particular findings or order 
of the Labor Standards Board will be consistent with the policy 
and provisions of the motor carrier act, 1935, and the orders 
and regulations of the Interstate Commerce Commission” 
(see Traffic World, June 12). In part, Mr. Beall said: 


We are primarily concerned about conflicting jurisdiction over the 
same subject matter, and my appearance is limited to respectfully re- 
questing the committee to give due consideration to these matters, 

Certain conflicts exist between federal and state jurisdiction and 
that condition will be further complicated by this bill as drawn. 

The interstate operations of the trucking industry including rates, 
hours, qualifications and ages of employes were placed under federal 
regulation by the motor carrier act, 1935. 

We ask this committee to consider first whether there is need for 
further regulation of this type; and if further regulation be deemed 
necessary, to consider the necessity for some form of coordination of 
control over rates and income, and operating expenses, including wages 
and hours, in the case of interstate trucking operations. 

This appears to us to be necessary from the standpoint of both 
labor and employer. 

The motor carrier act, section 204, gives the Interstate Commerce 
Commission jurisdiction over hours of service and qualifications of 
employes. 

The Commission has held extensive hearings throughout the coun- 
try and is now preparing its orders and this bill appears to involve 
conflicts in jurisdiction. 

The outstanding development of 100 years of ‘‘commerce clause’”’ 
litigation and 50 years of federal regulation of interstate transporta- 
tion, has been the recognition of the necessity for uniform standards 
for and control of, such transportation and the removal of conflicting 
jurisdictions. 

About thirty states have regulations covering hours of service, par- 
ticularly for truck drivers and we think these state regulations will be 
superseded by the regulations of the Interstate Commerce Commission. 

Section 22 (a) of the Black-Connery wage-hour bill specifically pro- 
vides that all federal, state and municipal regulation shall not be super- 
seded if lower than regulations promulgated under this bill. 

If the resulting conflicts are imposed on the trucking industry, it 
will make interstate transportation practically impossible. 

In the trucking industry the ratio of wages to gross income is at 
present about 40% for companies having gross income of $25,000 or 
more, and this is very high in relation to most of the large industries. 
The Census Bureau reports give the following ratio for a few indus- 
tries which have been selected for comparison: Petroleum refining 
5.9%; paper 15.5%; pig iron 5%; motor vehicles 9% (manufacturing) ; 
cigarettes 2.5%. 

To keep a public service industry going, there must be some plan 
for coordination between the power that regulates the cost of labor 
and the power that fixes rates, because the margin between gross and 
net income is very small. A 40% increase in wages in the pig iron in- 
dustry would result in an increase of only 2% in the total cost but a 
40% increase in the trucking industry would result in an increase of 
16% in operating cost. 


There is no margin available to absorb large increases in cost. Our 
best information is that the margin between gross and net is not more 
than 5%, and we have no control over the margin. 


Coordination Necessary 


If wages are to be regulated and hours further regulated, there 
should be some arrangement for coordination between regulating bodies 
so that a reasonable margin may be maintained. 

The motor carrier act, section 216 (e), specifically provides that 
the Interstate Commerce Commission shall not have jurisdiction over 
intra-state rates even though they burden interstate commerce. 

The Black-Connery Bill, section 1 (a); 2 (a) (24); 8 (2) and 9 (2), 
appear to cover intrastate transportation if it adversely affects inter- 
State commerce. 

This would result in federal regulation of wages and hours and 
State regulation of rates or income. 

Some of these proBlems are peculiar to the truck transportation 
industry because under the railroad section of the interstate commerce 
act, the Interstate Commerce Commission has jurisdiction over intra- 
State rates and railroad equipment. 

The Interstate Commerce Commission does not have jurisdiction 
over the hours of railroad labor but does have this jurisdiction over 
trucking hours. Surely if this bill does not cover railroad labor, it 
should not be applied to trucking labor. The industries are competitive. 

There are about 6 states which greatly restrict the payload which 
motor vehicles may carry, both in interstate and intrastate commerce. 

We had thought that the motor carrier act, 1935, had given the 
Interstate Commerce Commission jurisdiction over these matters as to 
interstate commerce, to promote safety on the highways, and to pre- 
vent discrimination between shippers and places due to variation in 
transportation costs resulting from variations in payloads. 
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The courts have held that the language used in the act was not 
sufficiently specific to include sizes and weights. 

In Illinois and most of the other states an employer can count on 
a payload of from 10 to 20 tons in agreeing on wages with empolyes, 
but across the Ohio River in Kentucky, he can only count on 5 tons. 

From Georgia to Massachusetts, a payload of at least 10 tons is 
permitted but in Alabama, Tennessee, Mississippi, and Louisiana, the 
limit is about 5 tons. 

In Texas the limit is 7 tons going to a railroad station but only 
3% tons if the truck passes the railroad station. 

There has never been any unemployment in the trucking industry, 
but on the contrary that industry has absorbed much of the unemploy- 
ment from other industries. 

There is a serious shortage of skilled drivers. A small percentage 
of the drivers are responsible for a large percentage of the accidents. 

We have devoted much effort and money on safety work. All 
authorities agree that, as a whole, truck drivers for regulated carriers 
are the best drivers on the highways. 

The industry and public safety cannot stand a drastic increase in 
the number of inexperienced drivers and competent drivers cannot be 
created over night by this bill. 

This bill is not designed to meet the requirements of the trans- 
portation industry and of the public for transportation services. 

If it be deemed desirable to apply this bill to the trucking in- 
dustry, we ask that the Interstate Commerce Commission be given an 
appropriate degree of coordinating control, in order that wages, hours, 
qualifications, ages and rates may receive consideration by one re- 
sponsible body. 


In answer to questions Mr. Beall informed members of the 
committee of the litigation with respect to weights and size 
of motor trucks, referring particularly to the case of Barnwell 
Brothers vs. South Carolina, and told of the Commission’s in- 
vestigation with respect to hours of service of truck drivers. 
Asked if he would object to a minimum wage of $16 a week and 
maximum hours of 35 or 40 a week, Mr. Beall said he had no 
comment to make as to pay but that he did not think the 
industry could operate on that schedule of hours. He said 
testimony in the Commission’s investigation did not indicate it 
was dangerous to drive more than eight hours. 





MOTOR ORDERS EFFECTIVE 


The following recommended orders have become effective 
as shown: 

MC 11741, Morris S. Bornstein, contract carrier application, 
as of June 3; MC 50218, Roland R. Edgerly, contract carrier ap- 
plication, as of June 3; MC 50326, Donat A. Groux, contract car- 
rier application, as of June 3; MC 50328, J. L. Lodge, common 
carrier application, as of June 3; MC 50340, El Roy E. Stum, 
contract carrier application, as of June 3; MC 50858, Western 
Transport Co., contract carrier application, as of June 3; MC 
50996, Alton N. Mishio, common carrier application, as of June 
4; MC 59430, Wendt Motor Coach Lines, Inc., common carrier 
application, as of June 4; MC 59430, Wendt Motor Coach Lines, 
Inc., extension of operations, as of June 4; MC 86234, Isaac L. 
LaClair, extension of operations, as of June 3; MC 50722, Silver 
Gate Co., common carrier application, as of June 7; MC 50742, 
Prescott A. Damon, contract carrier application, as of June 7; 
MC 66810, Peoria Rockford Bus Co., common carrier applica- 
tion, as of June 4; MC 77425, Great Lakes Cartage Co., con- 
tract carrier application, as of June 4. 


INDENTIFICATION PLATE ORDER 


Identification plates issued by the Commission must be 
carried on the rear of each motor vehicle operated by motor 
carriers subject to the motor carrier act on and after October 
1 under an order issued by division 5 of the Commission. The 
plates will be sold by the Commission at 25 cents each, that 
amount representing “the reasonable cost thereof.” 

The order, prescribing rules and regulations governing the 
display of identification plates by motor carriers subject to the 
motor carrier act, 1935, follows: 


In the matter of display of identification plates according to the 
provisions of section 224, motor carrier act, 1935. 

It is ordered, that the following rules and regulatons be, and they 
are hereby, approved and prescribed, and from and after the first 
Gay of October, 1937, shall be observed by motor carriers subject to 
the motor carrier act, 1935: 

1 

(a) On and after the first day of October, 1937, an identification 
plate issued by this Commission shall be carried without obstruction 
on the rear of each motor vehicle when operated. 

(1) As authorized by a certificate or permit issued by this Com- 
mission. 

(2) As authorized by a state certificate conforming with the second 
proviso of section 206 (a) of the motor carrier act, 1935, and duly 
registered with this Commission, or 

(3) As described by an application filed in compliance with those 
provisions of the motor carrier act, 1935, according to which a motor 
carrier may continue operations pending consideration of an application 
for a certificate or permit. 
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No motor vehicle shall display any such identification plate at any 
other time or on any other occasion. 

(b) An identification plate shall be displayed only upon motor 
vehicles operated by and under the control, supervision, and responsi- 
bility of the motor carrier to whom such plate is issued. No motor 
carrier shall transfer any identification plate to any other person 
or persons. 

I 

(a) Application for identification plates shall be in the form B. M. 
C. 71, attached hereto (here omitted), and made part hereof. The 
application shall be signed and verified under oath by the motor car- 
rier, or by a duly authorized agent of the motor carrier, to whom the 
plates shall be issued. 

(b) The application shall be accompanied by payment of twenty- 
five cents (25c) for each plate as the reasonable cost thereof. Payment 
shall be made by New York draft, certified check, express or postal 
money order, payable to the order of the treasurer of the United 
States. 

(c) Except as replacement for identification plates lost, totally 
destroyed, stolen, or returned to the Commission, the total number 
of identification plates issued to a motor carrier shall not be more 
than the number of vehicles operated in interstate or foreign com 
merce by such motor carrier at the time any application is made fo! 
such plates. 

iil 

Identification plates shall be surrendered voluntarily or upon writ- 
ten direction of this Commission by sending the plates at the ex- 
pense of the motor carrier to the Interstate Commerce Commission, 
Bureau of Motor Carriers, Washington, D. C., when and if the moto! 
carrier no longer engages in operations subject to the provisions of 
section 206 or 209 of the motor carrier act, 1935, by reason of 

(1) The supension or revocation of any such certificate or permit. 

(2) A determination that the motor carrier is not entitled to a 
certificate or permit for which application has been made. 

(3) The transfer of rights to a certificate or permit issued or to be 
issued, or 

, (4) The permanent cessation of such operations by the motor car- 
rier. 
IV 

(a) In the event of loss, total destruction, or theft of an identifica- 
tion plate, the motor carrier shall, within 10 days after learning of 
such loss, destruction, or theft, place in the United States mails, in a 
closed envelope properly stamped and addressed, a notice to the Inter- 
state Commerce Commission, Bureau of Motor Carriers, Washington, 
D. C., stating the number upon the plate, the time and place of such 
loss, destruction, or theft (giving the approximate time or place if 
the exact fact is not known), and the motor carrier’s opinion as to 
the cause of such loss, destruction, or theft. 

(b) If a motor carrier learns of the location of a lost or stolen 
identification plate, such carrier must diligently pursue all lawful 
means to secure such plate. 


CONTRACTS OF CONTRACT CARRIERS 


; Asserting that the motor carrier act as a whole is not sub- 
ject to the construction that contract carriers and patrons hav- 
ing verbal “special and individual contracts or agreements” may 
be required to have them reduced to writing, the Contract Car- 
rier Division of the New Jersey Motor Truck Association, Inc., 
has petitioned the Commission for reconsideration and for the 
vacation and setting aside, or drastic modification, of the order 
of division 5 of April 12 in MC-12. That order requires the 
contracts or agreements referred to, to be in writing, to provide 
for transportation for a particular shipper or shippers, to be 
bilateral and impose specific obligations on both carrier and 
shipper or shippers, to cover a series of shipments during a 
stated period of time in contrast to contracts of carriage gov- 
erning individual shipments, and for preservation of copies 
thereof so long as they are in force and for one year thereafter. 

Further contentions of petitioner are that the order is im- 
practicable; that it would in effect subordinate the needs of 
commerce to regulation, and is not in the public interest or 
consistent with the intent of Congress. 

“A majority of the truckmen,” says the petitioner, “are 
small operators, and while they are perfectly competent to 
operate a truck or a small trucking business, they are not 
qualified to draw a contract or even to understand clearly the 
nature of the contract which would have to be in their files on 
July 1 to satisfy the requirements that they shall be bilateral, 
ee 

“Petitioner respectfully submits that its members are being 
confronted by open resentment of patrons in many instances on 
the ground that this form of quasi-private carriage now known 
as contract carriage was not to be disturbed to the extent 
which they consider is occurring under federal regulation. Some 
shippers feel they and their contract carriers have been de- 
luded, if they are now to become subject to what they consider 
unnecessary and objectionable restrictions, such as would be 
produced in part by the use of a special contract that in one or 
another respect varies from their existing agreement or con- 
tract under which they have operated for years, regardless of 
whether written or verbal. 

“The shipping public is, of course, a competent and most 
important part of all those having any interest in the transpor- 
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tation industry as a whole. Petitioner respectfully raises the 
question whether in this proceeding the shipping public has been 
given adequate consideration, and if it may seem peculiar that 
contract carriers should be raising such a question, it is because 
of their close relationship with their patrons, and because it is 
they, the shippers, who presented the thought that the Com- 
mission’s order in effect is tantamount to an attempt to dictate 
to them—though not subject to the Commission’s jurisdiction— 
the character of their private contractual relations. .. . 
“The stresses of commerce and the need of expedition re- 
quire a considerable degree of flexible availability of transpor- 
tation facilities which has been and is being chiefly supplied 
by the contract carrier. . . Moreover, when it it agree- 
able to the shipper to enter into written agreement, the signa- 
ture of an executive officer is required, and the proper officer 
may be out of the city for a week, or counsel is not available. 


“It seems to petitioner fairly manifest from the Commis- 
sion’s report that the chief objective is to enforce this regula- 
tory provision so as to improve the relative position of the 
common carrier, without sufficient regard for the general public 
and the needs of commerce as a whole, whereas such a theory 
is deemed to be contrary to the true concept of any justifica- 
tion for regulation.” 

The National Industrial Traffic League has petitioned the 
Commission to set aside the order in MC 12, assign the subject 
for public hearing and oral argument and brief. The petition 
was submitted by the League’s committee on highway trans- 
portation. 

“Petitioner is informed and believes that there are innumer- 
able bona fide oral agreements as well as written contracts in 
effect between operators of motor vehicles transporting freight 
in interstate commerce, which are not in violation of any pro- 
vision of said act (motor carrier act), and which do not comply 
with the requirements of the aforesaid order in that they are 
not in writing, or they do not cover a particular series of ship- 
ments during a stated period of time, or are not in form 
bilateral,” said the League. ‘There is no requirement in the 
motor carrier act that the contracts of contract carriers shall 
be in writing, that they shall be bilateral or that they shall 
cover a series of shipments during a stated period of time. 


“The aforesaid order of April 21, 1937, in this proceeding 
seems to attempt by arbitrary declaration to amend the defini- 
tions in paragraphs (14) and (15) of section 203 of the motor 
carrier act, 1935, and petitioner submits such amendment is 
not within the powers of the Commission. 


“The aforesaid report and order were entered without hear- 
ing, or public investigation, and without opportunity to peti- 
tioner or its members or shippers or receivers of freight by 
motor vehicle to submit their interests or the interests of the 
public in respect of the subject matter covered by the report.” 


TRUCK OPERATOR FINED 
A statement issued by Secretary Bartel says: 


A criminal information containing 60 counts with Grayson O. Dear- 
dorff, doing business as Reliable Transfer of York, as defendant, and 
an injunction proceeding filed by the Interstate Commerce Commission 
against the same party was heard by Judge Albert W. Johnson of the 
middle district of Pennsylvania at a term of the federal court held at 
Williamsport, Pa., June 9 and 10. 

Deardorff entered a plea of guilty to the criminal information. 
Fifty-seven of the counts were for rate violations; two were for re- 
fusal to allow special agents of the Commission access to the accounts 
and records of the defendant; and one count covered destruction of 
records. The court imposed the maximum fine of $5,000 against Dear- 
dorff for the wilful destruction of records and also assessed a fine of 
$5,900 under the remaining 59 counts. A permanent injunction order 
was also granted and signed by the court permanently enjoining Dear- 
dorff against any future violation of his published tariffs on file with 
the Interstate Commerce Commission. 

The United States and the Commission were represented by Fred- 
erick V. Follmer and Herman Reich, United States attorneys for the 
middle district of Pennsylvania, and by Jack G. Scott and C. W. 
Ferguson, attorneys for the Commission. The defendant appeared in 
person and by Attorney G. Burg Anstine of York, Pa. 

Both actions were founded upon investigations made by Special 
Agent Charles H. Gaunt, Jr., of the Bureau of Motor Carriers, through- 
out Pennsylvania and Maryland, which investigations had disclosed a 
series of violations in the form of concessions granted to various ship- 
pers in the cities of York, Harrisburg, Baltimore, and Washington, 
a C. 


PRIVATE TRUCK CARRIERS TO MEET 


A meeting of private truck carriers to consider problems of 
that phase of the trucking industry has been called by J. F. 
Winchester, chairman of the private carrier division of American 
Trucking Associations, Inc. It will be held June 28 at the offices 
of the American Petroleum Institute in New York City. 


June 
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June 19, 1937 






MOTOR BUREAU RED TAPE 


“They’re getting this ICC-BMC procedure so involved it 
will pretty soon take an honest-to-goodness Philadelphia lawyer 
to handle even a simple case,” says the June 10 issue of What’s 
Going On, organ of the Washington Motor Freight Association, 
Seattle. “If you think that last crack isn’t so,” it continues, 
“just read these special instructions governing proceedings 
under the motor carrier act,” and then it reproduces the Com- 
mission’s circular on the subject issued May 10 so that its 
readers may know “the extent to which red tape—or at least 
highly involved procedure—is running wild in this motor car- 
rier regulation business.” Continuing on the subject, the pub- 
lication says: 


It is true, of course, that, when lawyers get their fingers into a 
pie, most anything can happen—and the lawyers who are connected 
with or are advisory to the bureau of motor carriers (they are now 
legion) are certainly having one Roman holiday by way of prescrib- 
ing forms and procedures that are making the average trucking op- 
erator dizzy. 

Maybe one good result will be that the confusion worse confounded 
it is certainly producing, will drive the wild-catters off the highways. 
The honest-to-goodness motor transport operator is daily being forced, 
in self-defense, to rely more and more on his own attorney, or to retain 
one if he hasn’t heretofore afforded that luxury. The average wild- 
catter can’t afford a lawyer—or won’t. In any event, it’s certainly 
making business for the attorneys and it ought to presently develop 
a sizeable school of good transportation lawyers—a species that is 
at this moment considerable of a rarity. 

What’s going on would merely counsel the bureau of motor carriers 
to start holding down on getting into the morass of red tape and in- 
volved procedure which bogs down most other governmental agencies. 
All that the whole thing involves is a little bit of plain, common horse 
sense and it would appear the educational phase of the regulatory pro- 
gram has now proceeded far enough to drive that point home, without 
the industry having to emphasize it. For the legitimate motor trans- 
port operator is perfectly willing—in fact he is anxious—to do anything 
and everything humanly possible to speed regulation. But red tape 
and splitting hairs and the execution and filing of countless prescribed 
forms certainly will never do it. 


c. 0. D. MOTOR REMITTANCES 


Numerous complaints have been received by the commis- 
sion to the effect that common carriers of property by motor 
vehicles are not making prompt remittances to shippers of 
C. O. D. collections, says a notice issued by Secretary Bartel. 
Continuing, the notice says: 


Any such common carrier may, if he chooses, render C. O. D. 
service to shippers. However, if the carrier elects to perform that 
service, he must publish in tariff form the charges therefor and all 
rules and regulations governing the service. One of such rules must 
prescribe a definite time after collection when C. O. D. money will 
be remitted to the shipper. . 

Shippers may, if they choose, use the C. O. D. services of carriers 
who have made proper tariff provision therefor, but should not permit 
others who have not made such provision to handle their C. O. D. 
collections. A shipper may not require security from the carrier run- 
ning to the individual shipper for faithful performance of the C. O. D. 
undertaking, but of course is free to protect himself by procuring 
insurance or other security at his own expense if he sees fit. 

A carrier who performs C. O. D. service under a proper tariff pro- 
vision is subject to the penalties of the Motor Carrier Act for violation 
of any part of such tariff provision, but the Commission has no juris- 
diction and will not attempt to enforce collection of unpaid C. O. D. 
funds from carriers. 


TAXES ON MOTORISTS 


Taxes paid by motorists last year, aggregating $1,436,- 
347,000, equaled 13.8 per cent of all automotive expenditures, 
which in 1936 amounted to $10,358,050,000, according to a pre- 
liminary estimate of 1936 motorist expenditures made by the 
American Petroleum Industries Committee. 


The committee’s figures show that tax costs amounted to 
more than one-half of 1936 motor fuel bill, placed at $2,537,- 
024,000, and to more than twice the $575,000,000 motorists spent 
for lubricants. 


“Every dollar motorists spend for cars, trucks, motor fuel, 
lubricants, tires, parts and accessories, and other automotive 
supplies, helps to improve business and create more jobs,” the 
committee states, “estimating that the total number of jobs 
directly traceable to motorist expenditures at between six and 
seven million. 

_ “Automotive tax money, however, is less effective in cre- 
ating jobs than are the other items in the collective motorist 
budget. While some of the tax funds find their way back into 
business channels and wages in the form of expenditures for 
highway construction and maintenance, an increasing. part of 


those tax funds annually is sidetracked to nonproductive spend- 
Ing.” 
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Funds included in this nonproductive spending aggregated 
close to half a billion dollars last year, the committee esti- 
mates. This total is made up of more than $300,000,000 
motorists paid to the federal government, including nearly 
$190,000,000 of duplicating federal gasoline taxes, and nearly 
$200,000,000 of automotive taxes paid to states diverted to 
other purposes. If these sums had been spent on highway 
work, more than half a million jobs would have resulted for 
workers on highway construction projects and in industries 


supplying materials for road work, it is pointed out. The esti- 
mated 1936 motorist expenditures are: 
Amount Per cent 
Pe RE CUBE. Biss ih winrnks Cees bane does $ 2,654,914,000 25.6 
UN ira Sip ity i vic ck Caen ee Cabs BRP oa eae, 2,537,024,000 24.5 
Parts and accessories for replacement, and 
nD it cis a sant ao ane morale 2,186,718,000 21.2 
WE. Wosbee eile dat ees aed eck we Medes tne e en 1,436,347,000 13.8 
Lubricating oils and greases ..........ccccceees 575,000,000 5.5 
New trucks ...... ba wae Belate sik ntae ia s ddalsiy Da ora 513,547,000 5.0 
Rubber tires and tubes for replacement ........ 454,500,000 4.4 
$10, 358,050,000 100.0 


MOTOR ORDERS STAYED 


The Commission, by division 5, has stayed until its further 
order the recommended orders made in the following motor 
carrier cases: 

MC 562, application of Crayon C. Efird and Hugh H. Efird, 
dba E. & H. Trucking Co., Albemarle, N. C.; MC 995, applica- 
tion of Hyman Pikovsky, dba Hyman Transportation Co., 
Aberdeen, S. D.; MC 9873, Nance Bus Lines, Inc., extension of 
operations; MC 26964, application of Nels B. Engstrom, dba 
Engstrom Transfer Line, Maiden Rock, Wis.; MC 34551, appli- 
cation of Edward Carroll and Harry Carroll, dba Carroll Bros., 
Beloit, Wis.; MC 966, application of Ira T. Dick and Roy V. 
Dick, dba Dick Bros. Mercantile Co., Perry, Kan.; MC 31438, 
application of Arthur Mackey, dba Mackey Transfer Co., Mari- 
etta, O.; MC 39729, application of Lee M. Hawkes, dba Lee 
Hawkes Transfer, Pocatello, Ida.; MC 59880, application of 
Fine Motor Freight Lines, Inc., Tulsa, Okla.; MC-F 165, Puget 
Sound-Portland Lines, Inc., merger, General Motor Freight, 
Inc.; MC 77425, Great Lakes Cartage Co., extension of opera- 
tions; MC 60232, application of R. S. Dunn and B. F. Dunn, 
dba Dunn Brothers’ Truck Line, Odessa, Tex.; MC 1041, 
application of B. N. Corkum Transportation Co., Cambridge, 
Mass.; MC 2326, application of John Hartt, Newport, N. H.; 
MC 2704, application of Burnett Seibert, Bridgeton, N. J.; 
MC 3129, application of M & A Motor Transportation 
Co., Cambridge, Mass.; MC 5170, application of A. C. Calhoun, 
Miller, Kan.; MC 10890, application of Ole J. Aune, Amery, 
Wis.; MC 29115, application of Edward Wyss, Boyceville, Wis.; 
MC 51280, application of Bideon Carlson and Roy Johnson, dba 
Carlson & Johnson, Grantsburg, Wis.; MC 51295, application of 
Bert F. Kopp, dba Kopp’s Transfer, Pepin, Wis.; MC 59269, 
application of Joseph A. Tulius, Dodge, Wis.; MC 64846, appli- 
cation of Stanley W. Henson, Tulsa, Okla.; MC 76755, appli- 
cation of Poole Transportation, Inc., Greenville, S. C.; MC 
14249, application of Maria Cola, dba E. G. Cola Trucking, 
Providence, R. I.; MC 44250, application of Martin J. Hans- 
berry, dba Martin J. Hansberry Trucking, Nashua, N. H. 
berry, dba Martin J. Hansberry Trucking, Nashua, N. H.; 
MC 45402, Vermont Transit Co., Inc., contract carrier appli- 
cation; MC 86063, Robert Whitenite and Garrett Edwards, 
common carrier application; MC 86181, Edwin Stair, common 


carrier application; MC 86269, Edward F. Haffey, common car- 
rier application. 





Cc. F. A. TRUCK RATES 


The five regional class rate tariffs in which truck rates 
covering the whole of C. F. A. Territory will be carried have 
reached a stage in their cimpilation in the offices of the Central 
Motor Freight Tariff Bureau where it is expected that they 
will be ready for filing within a fortnight. They will be made 
effective on 45 days’ notice, it is announced. 

Following a conference with representatives of packers, 
the bureau has decided, for the present, at least, not to issue 
a special meats and packing house products tariff. It was con- 
sidered probable, however, that a special tariff covering iron 
and steel may be necessary. 


A. T. A. ENTERTAINS DIRECTORS 


The sixteen district directors of the Bureau of Motor Car- 
riers of the Commission, in Washington for conferences with 
the members of the Commission supervising motor carrier regu- 
lation work and motor bureau officials, were entertained at 
dinner at the National Press Club the night of June 11 by the 
American Trucking Associations, Inc. 

Guests at the dinner included Commissioners Eastman, Lee 
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and Caskie, of division 5 of the Commission which supervises 
motor carrier regulation; W. R. Scott, president, and Edward 
F. Lacey, executive secretary, of the National Industrial Traffic 
League; A. F. Cleveland, vice-president in charge of traffic, 
and J. M. Symes, vice-president in charge of operations, of the 
Association of American Railroads; John L. Rogers, director of 
the Bureau of Motor Carriers, and other motor bureau officials. 

Informal talks were given by Ted V. Rodgers, president 
of the trucking organization; the commissioners and Director 
Rogers. Edward S. Brashears acted as toastmaster. ; 

The district directors are: Richard T. Eddy, San Francisco; 
Bert L. Penn, Salt Lake City; R. K. Hagarty, New York; Roy 
M. Snetzer, Pittsburgh; Ray G. Atherton, Little Rock, Ark.; 
Dan P. Harris, Jr., Denver; W. E. Hustleby, Minneapolis; L. C. 
Loughry, Chicago; Frank E. Landsburg, Portland, Ore.; Frank 
P. Morgan, Atlanta; H. R. Stickel, Philadelphia; Herbert 
Qualls, Nashville; James F. Miller, Kansas City, Mo.; Tilden 
L. Childs, Fort Worth, Tex.; George R. Nuzum, Boston, and 
Samuel C. Blease, Charlotte, N. C. 


MOTOR INSURANCE RULES 
Lloyds America, in Ex Parte MC 5, has asked the Com- 
mission to suspend the operation of rule 8, promulgated in 
this case, for one year (see Traffic World, June 5, p. 1241). 


TRUCK SAFETY RULES 

Apparently, truck operators in the vicinity of Chicago will 
be fairly well satisfied if the tentative regulations governing 
the qualifications of employes, safety of operation, and equip- 
ment for common and contract motor carriers proposed by the 
Commission are made effective. At least that was the impres- 
sion gathered at the hearing in those matters, in Ex Parte 
MC-4 at Chicago June 11. Few appeared at the hearing and 
fewer entered testimony. Representatives of the Chicago Cart- 
age Exchange suggested some modification of the proposed 
regulations concerning lights on vehicles where they operated 
on lighted city streets. They also considered a rule requiring 
the carrying of fire extinguishers unnecessary in cities where 
other fire protection was available. Representatives of the 
Chicago taxicab operators’ organization appeared to say that 
they thought the regulations as proposed by the Commission 
were all right. 





T. AND P. BUYS MOTOR LINES 

The motor transportation division of the Texas Railroad 
Commission has been informed that the Texas and Pacific Rail- 
road Company has purchased the motor freight franchises of 
the Fort Worth Warehouse and Storage Company for the oper- 
ation of a truck line between Dallas and Abilene, 182 miles, 
and the motor freight franchise of the Johnson Motor Freight 
Line for the operation of a similar service between Abilene and 
Big Spring, 97 miles. 

The new combined truck service will be operated under the 
name of the Texas and Pacific Motor Transport Company, it 
was stated by T. E. Huffman, of Dallas, general traffic agent 
of the railway. It will be co-ordinated with that of the rail- 
road. Both of the companies from which the franchises were 
purchased will continue to do long distance hauling, it was 
announced. 


CLAIM DIVISION MEETING 


The entire second day of the annual meeting of the Freight 
Claim Division, Association of American Railroads, held at the 
Royal York Hotel, Toronto, June 15, 16 and 17, was devoted 
to claim preventoin. Following an address by Edward H. 
Bunnell, vice-president, finance, accounting, taxation and valua- 
tion department, A. A. R., the morning of June 16, O. Maxey, 
superintendent of station service and freight claim prevention, 
Chicago, Rock Island and Pacific, Chicago, chairman of the 
division’s committee on the prevention of loss and damage, 
presented the report of that committee. The remainder of the 
morning session and all of the afternoon session on that day 
were devoted to considering the report and discussing the 
subject of claim prevention. 

Among the subjects with which the report dealt, later to 
become matters for discussion, were carload damage, including 
safe switching; damage to automobiles; damage in stop-off cars; 
damage to fruits and vegetables; damage to live stock; explo- 
sives and dangerous articles; express loss and damage; less- 
carload loss and damage and concealed damage. 

Most serious of these matters, and the one which occupied 
most space in the report, was that dealing with damage to 
perishables, which was also the subject of the report of a 
special committee on frost damages resulting from top icing. 
The prevention committee report characterized the problem of 
fruit and vegetable damage as the most difficult with which it 
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had to deal. It described destination perishable inspection serv- 
ice set up by the division, joint reports by railroad and govern- 
ment inspectors and the provisions for the arbitration of 
disputed points as having proved satisfactory to most receivers. 

The magnitude of the problem was illustrated, the report 
said, by the fact that the railroads paid in 1936 claims amount- 
ing to an average of $18 on each car of lettuce shipped; the 
same on each car of carrots; $24 on each car of cucumbers; 
$17 on each car of tomatoes and $15 on each car of water- 
melons. The committee recommended the division go on record 
as working toward a reduction of rough handling by the rail- 
roads, and as asking shippers to refrain from over-packing, 
which, it said, often was carried to the extent of 25 per cent 
above the weight the container was designed to carry. The 
resulting “bulge packages’ were responsible for much of the 
damage, it said. 

The report recommended especial care in the handling of 
enameled stoves and ranges which, it said, must be handled 
without strain of any kind to prevent the chipping of the 
enamel. It also recommended special instructions in the use 
of automobile unloading devices which, if unskillfully operated, 
cause damage to automobiles. The report was adopted. 

The mater of concealed loss and damage received attention 
in several of the reports submitted and adopted. Changes in 
methods of transportation in recent years, including the through 
shipment of import commodities and the speeding up of freight 
service, have accentuated this problem, it was pointed out, and 
a thorough campaign of education among railroad men han- 
dling freight, loading, unloading and en route, was needed. 

The committee on freight claim rules recommended a 
change in the rules governing the sealing of cars, making 
mandatory the use of numbered seals to enable a check to be 
made as to the point of application. The division endorsed the 
recommendation. 

The general committee, reporting through S. R. Biering, 
assistant general claim agent, Gulf, Colorado and Santa Fe, 
Galveston, Texas, chairman of the committee and second vice- 
president of the division, reported on agreements reached by 
the division with representatives of the fruit and vegetable 
industry. It also reported approval by the National Industrial 
Traffic League of a new concealed damage inspection form and 
recommended an extension of the division’s program of educa- 
tion among shippers of proper methods of loading and bracing. 
It also reported that semi-annual and annual detailed reports 
of loss and damage would hereafter be supplemented by quar- 
terly reports. The report of the committee was adopted. 

In his annual message, W. J. Johnson, freight claim agent, 
Chicago and North Western, Chicago, chairman of the division, 
said that in 1936 77.5 per cent of all claims were adjusted 
within 30 days. Only 7 per cent required more than 90 days 
for settlement, most of them being of the kind that required 
special investigations. 

The Rev. Stuart C. Parker, St. Andrew’s Presbyterian 
Church, Toronto, pronounced the invocation at the opening of 
the meeting. W. D. Robbins, mayor of Toronto, made an ad- 
dress of welcome. 

Among the speakers were E. J. League, inspector, Bureau 
of Explosives, who talked on the education of railroad employes 
in the safe handling of dangerous freight, and Walter S. Top- 
ping, chief inspector of the bureau, who described methods to 
insure safe handling of such commodities. Mr. Bunnell de- 
scribed the research activities of the accounting division of 
the A. A. R. 

At the closing session, the afternoon of June 17, the fol- 
lowing officers were elected: 

Chairman, J. B. Mordecai, traffic manager, Richmond, Fredericks- 
burg and Potomac, Richmond, Va.; first vice-chairman, F. R. Biering, 
assistant general claim agent, Gulf, Colorado and Santa Fe., Galveston, 
Texas; second vice-chairman, P. C. Archer, general claim agent, Alton 
Railroad, Chicago; chairman of the appeal committee, H. R. Grochau, 
assistant freight claim agent, Chicago and North Western, St. Paul, 
Minn.; members of the appeal committee, W. E. Lawson, freight claim 
agent, Chicago, Indianapolis and Louisville, Chicago; J. K. Lovell, 
general freight claim agent, New York Central, New York, N. Y.; C. 
B. Hart, assistant general claim agent, Atchison, Topeka and Santa 


Fe, Topeka, Kan.; H. T. Lively, general claims agent, Louisville and 
Nashville, Louisville, Ky. 


CAR SURPLUS REPORT 

Class I railroads had an average daily surplus of 147,209 
cars in the period May 15-31, inclusive, according to the Asso- 
ciation of American Railroads. It was made up as follows: 
Plain box, 74,195; auto box, 5,827; total box, 80,022; flat, 3,584; 
gondola, 16,552; hopper, 13,515; total box, 30,067; coke, 350; 
S. D. stock, 21,219; D. D. stock, 3,962; refrigerator, 6,999; tank, 
259; miscellaneous, 747. Canadian roads reported a surplus of 
10,334 cars, made up of 8,098 plain box, 296 auto box, 310 flat, 
468 gondola, 554 S. D. stock, 380 refrigerator, and 228 miscel- 
laneous cars. 
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WATER CARRIER REGULATION 


The Traffic World Washington Bureau 


Lack of harmony in views on the revised Eastman water 
carrier regulation bill, H. R. 5719, reflected in testimony at 
the resumed hearing this week on the measure before the 
House committee on merchant marine and fisheries, was taken 
to indicate that the outlook for completion of the regulatory 
program recommended by the Federal Coordinator of Trans- 
portation whereby the Commission would regulate all transport 
agencies was not favorable. 

Opposition to regulation of water carriers by the Com- 
mission was expressed by W. H. Chandler, manager of the 
traffic bureau of the Merchants’ Association of New York, on 
behalf of the Shippers’ Conference of Greater New York. On 
behalf of the Merchants’ Association he supported the bill if 
amendments suggested by him were adopted. 

H. W. Warley, president of the Maritime Association of the 
Port of New York, who said he appeared on instruction of the 
board of directors of that organization, opposed regulation by 
the Commission. 

Major General T. Q. Ashburn, president of the Inland 
Waterways Corporation, the government barge line agency, 
reflected the views of the water carriers who favor regulation 
by the Commission. He appeared in support of the Eastman 
bill. He believed that the Commission would be fair in its 
regulation of water lines and pointed to the declaration of 
policy in the bill in favor of water lines to which he believed 
the Commission would give effect. 

Mr. Warley took the position that, under existing maritime 
laws, there was provided “as comprehensive a system of regu- 
lation of waterborne commerce as is feasible or required to 
properly protect the public interests.” In part, Mr. Warley 
said: 


The Maritime Association believes the following principles and con- 
ditions should be taken into consideration in dealing with water trans- 
portation : 

(a) Adequate differentials under competing rail and other services 
faster than all water services are to be established. 

(b) A regulated parity of rates, rules and regulations for com- 
parable ships and water transportation service. 

(c) Freedom to enter any ship or ships or service in any regulated 
trade (subject to condition (b) with respect to rates) and freedom of 
withdrawal therefrom. This would eliminate certificates of convenience 
and necessity and permits. 

(d) That in the matter of regulatory legislation affecting the ship- 
ping industry, each step should be taken progressively as experience is 
gained and we urge that initially no drastic water regulation be at- 
tempted. 


(e) We recommend that, inasmuch as a large part of the domestic 
trade of the United States is regulated through the intercoastal ship- 
ping act of 1933, as amended by the merchant marine act, 1936, gener- 
ally speaking, no provisions more drastic than those contained in that 
act be included in any initial extension of regulation to other water 
carriers. We believe that, based on the exhaustive study made in 
Docket No. 126, intercoastal investigation by the United States Ship- 
ping Board Bureau, and the regulatory practice that investigation de- 
veloped or perfected, the intercoastal shipping act of 1933 as amended 
may very well serve as a model for including domestic services such as 
coastwise and others, under similar provisions. The intercoastal ship- 
ping act of 1933 as amended retains to shipping the advantages of the 
several shipping acts which under the provisions of H. R. 5719 are re- 
pealed and incorporated in whole or in part in H. R. 5719 as functions 
of the Interstate Commerce Commission. 


The intercoastal shipping act of 1933 is a short and simple bill. It 
is far preferable to, and we believe there is no need for, the compli- 
cated and involved provisions of H. R. 5719. 


(f) Where unjust discrimination and unfair practices or abuses 
exist today in water transportation stop them by regulation. 

(g) Allow the efficiency of each class of transportation to be deter- 
mined by competition but prohibit all carriers from charging rates 
which are not reasonably compensatory, based on a proper theory of 
costs. 


Coordination 


It is our opinion that with respect to the method of coordinating 
all forms of interstate transportation, such concentration in the I. C. C., 
especially as presently constituted, would be dangerous to water trans- 
portation and wharfingers not now under the Interstate Commerce 
Commission, and that water transportation and wharfingers should be 
regulated by a separate, properly qualified body, with an appeal body 
composed of representatives from each of such bodies, which appeal 
body should pass upon any general question that involves more than 
one competing form of transportation and compose any differences nec- 
essary to prevent rate warfare between such competing forms. 

Under such a plan each form would be left to be developed to its 
fullest extent subject only to restraint by the regulatory and appeal 
bodies. It is feared that the concentration under one body would give 
such body under such a bill as H. R. 5719 dictatorial powers without 
adequate appeal. That would mean its decisions must inevitably react 
against one or another form of transportation. We believe that with 
respect to rates the Interstate Commerce Commission is certainly not 
going to favor water carriers at the expense of the railroads and that 
any adjustment of rates affecting the diversion of higher grade traffic 
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that takes place must inevitably be at the expense of the railroad’s 
competitors. ... 

We believe the proper body to regulate water carriers is the United 
States Maritime Commission, for the following reasons: 

(a) The United States Shipping Board and the Maritime Commis- 
sion have been charged by Congress since inception with the promotion 
and development of the merchant marine. It has consistently carried 
out such a policy and is essentially a ‘‘ship-minded’’ body. 

(b) Despite certain criticism, the Shipping Board consistently fol- 
lowed a policy generally beneficial to the public interest, the ship-own- 
ers and the development of the merchant marine, and we believe the 
successor body, the United States Maritime Commission, will do like- 
wise. 

(c) The Shipping Board’s general attitude towards shipowners, their 
problems, etc., has been sympathetic and cooperative, and we believe 
the same will apply to the United States Maritime Commission. 

(d) The United States Maritime Commission and its predecessor 
has accumulated experience over a number of years in dealing with 
the complex problems of shipping, and is fully competent to take care 
of all proper regulatory functions pertaining to shipping. 

(e) The recent seamen’s strikes on the Pacific, Atlantic and -Gulf 
Coasts demonstrate how dissimilar are the problems of water carriers 
and land carriers. 

Against I. C. C. Regulation 


The Interstate Commerce Commission is a railroad-minded body 
for the reason that for nearly fifty years it had to deal substantially 
only with problems connected with the railroads. It, as a matter of 
practice in regulating both rail and water carriers, undoubtedly would 
attempt to bring water regulation in strict conformity with railroad 
regulation and would, we fear, subordinate the water carrier viewpoint. 
H. R. 5719 as drawn closely parallels railroad regulation and appears to 
endeavor to conform all shipping practices to railroad practice. 

Attention is called to the I. C. C. decision (authority second supple- 
mental fourth section order 12129 of October 12, 1936) in connection 
with citrus fruit from Florida wherein the Commission approved rail- 
road rates that are in all instances as low as or lower than the com- 
bination rates from and to the same places by truck and water; such 
rates to apply only on the days of the week on which there were com- 
peting water service sailings and on other days to be higher. 

The attitude of the Interstate Commerce Commission toward the 
railroads is in marked contrast to the sympathetic attitude of the 
Shipping Board (Maritime Commission) toward the water lines.“The 
Interstate Commerce Commission has not been as sympathetic and 
cooperative as the railroads believe it should have been in dealing with 
the railroads’ problems, nor has its attitude toward the railroads been 
comparable with the sympathetic attitude of the Shipping Board (Mari- 
time Commission) toward the Steamship lines, viz.: 

Mr. Eastman, on Page 39 of his report (Senate Document No. 152, 
73rd Congress), states: 

‘‘However, there is little warrant for a belief that the Commission 
has been unduly favorable to the railroads as compared with water car- 
riers. Certainly the railroads entertain no such thought. * * *” 

The daily press and trade papers contain many criticisms of the 
Interstate Commerce Commission's unfavorable attitude toward the 
railroads. ... 


Conclusions 


After suggesting a number of changes in H. R. 5719, Mr. 
Warley said: 


In conclusion the preponderant opinion of the Maritime Associa- 
tion of the Port of New York may be summarized as follows: 

1. Eliminate H. R. 5719 in its entirety; 

2. Extend the intercoastal shipping act of 1933, which includes 
contract carriers, to cover all interstate commerce; 

3. Add express power to fix rates after hearings; 

4. Provide for regulation of wharfingers. 

The shipping acts will then contain all that in our opinion is neces- 
sary to protect the public interest. 

We further recommend that the regulation of water carriers be 
left to the United States Maritime Commission. 


Chandler’s Testimony 


After identifying himself as manager of the traffic bureau 
of the Merchants’ Association of New York, Mr. Chandler said 
the Shippers’ Conference of Greater New York, for which he 
also appeared, “is unequivocally opposed to any regulation of 
water rates beyond that which now governs,” and added: 


That is to say, it is opposed to any further regulation of inter- 
coastal rates which are now under the jurisdiction of the Maritime 
Commission, and to the extension of regulation of coastwise or inland 
transportation by water. If, however, this legislation is to be enacted, 
the Shippers’ Conference agrees with The Merchants’ Association as 
to the changes that should be made in the bill under consideration— 
H. R. 5719—but is unequivocally opposed to giving the Interstate Com- 
merce Commission the authority conferred by this legislation. It urges 
that if the legislation is to be enacted it should be under the Maritime 
Commission and the maritime act should be amended by eliminating 
the authority conferred upon the President to transfer the regulation 
of water lines to the Interstate Commerce Commission. 

The Merchants’ Association of New York for years has opposed 
the regulation of water carriers by the Interstate Commerce Commis- 
sion. It did not believe the Commission, which for half a century has 
regulated the railroads, understands what is necessary to insure an 
efficient American merchant marine. Decisions made by the Commis- 
sion, in which water rates have been involved, have not reflected all 
of the advantages of water transportation. The idea seems to have 
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been not to give the shipping public the advantages of low water costs, 
but rather to strike a balance that would put the rail lines on a rela- 
tive parity with the water lines. 

The tendency has been to fix water rates by the rail yardstick, by 
equating so many water miles to one rail mile, and using the railroad 
distance scale of rates to fix the water rate. This is the easy way. 
It seems to have been adopted for the protection of rail revenue rather 
than with the idea of developing water transportation to the fullest 
possible extent. 

In this connection, I call attention to a comparatively recent de- 
cision of the Commission—211 I. C. C. Reports 535, ‘‘Citrus Fruits from 
Florida to North Atlantic Ports,’’ in which the Commission, with three 
members dissenting, granted the rail carriers operating from Florida 
points authority substantially to reduce their rates on citrus fruits 
to North Atlantic ports on four days of the week—the days on which 
steamers were scheduled to sail from the Florida ports—for the purpose 
of taking the business from the motor truck operators handling the 
business to the ports and steamer lines operating from the ports. 

At the time of that decision the motor carrier act had been enacted, 
and the policy of the Congress, with respect to that form of transpor- 
tation, had been clearly stated in section 202 (a), charging the Com- 
mission with the duty, among other things, of developing and preserv- 
ing a highway transportation system adapted to the needs of commerce. 

In 1920 the Congress, in the transportation act, section 500, declared 
its policy toward water lines, in this language: 

“It is hereby declared to be the policy of Congress to promote, 
encourage and develop water transportation, service and facilities in 
connection with the commerce of the United States, and to foster and 
preserve in full vigor both rail and water transportation.” 

Now, notwithstanding the declared policy of Congress, with re- 
spect to both motor and water carriers, the Commission authorized the 
rail carriers to make on four days of the week—the steamer sailing 
days—the same rates all-rail as the motor and water lines made over 
the slower water route. On other days the rail lines had to apply 
higher rates. This was far from preserving either motor or water 
transportation. 

For the foregoing and other reasons, we were opposed to Com- 
mission control of water port-to-port rates. In the cases referred to, 
and in others, the Commission seems to have had in mind that its 
duty is to protect rail carriers rather than to develop water trans- 
portation. 

I am not unmindful of the Commission’s refusals to grant the 
transcontinental lines fourth section relief in certain cases, but in 
my opinion the refusal was based more on the loss that would be 
occasioned the rail lines on the traffic they were then handling, not- 
withstanding competition of the water lines, than on any protection 
of the water carriers, over which it did not exercise jurisdiction. 

A former interstate commerce commissioner told me, when he 
was on the Commission, that water lines should be regulated. I asked 
him why. He replied that the rail lines should be protected. That 
is, in my opinion, one of the reasons why the Commission wants 
control over water lines. Under this legislation it could fix minimum 
water rates, which would reduce the competition between rail and 
water lines, and that is exactly what the rail lines want and what 
they undoubtedly expect. If the rail lines can get the water rates 
increased, or their rates reduced to the water basis, as in the Citrus 
Fruit Case referred to, they will reduce the amount of traffic handled 
by the water lines, as they have in the past, and by reducing the 
amount of water-borne traffic impair the revenues of the water car- 
riers, and make their operation more difficult. 

No coastwise or intercoastal water line could live on its port-to- 
port traffic. A large volume of this traffic originates in, or is destined 
to, the interior of the country, and the rail carriers handle a large 
percentage of such business, but notwithstanding this the railroads are 
not satisfied. They want to handle all if it, all the way, by rail. 
They are now trying to hamstring the water lines by attempting to 
get the fourth section of the interstate commerce act emasculated, 
and, as I have pointed out, there appears in some cases to be a dis- 
position on the part of the Interstate Commerce Commission to favor 
the rail lines at the expense of the water lines. 


Merchants’ Position Now 


Mr. Chandler said the position of the Merchants’ Associa- 
tion now was, if there was to be regulation, H. R. 5719 should 
be substantially amended, “if we are to protect and build up 
our domestic merchant marine.” He then proceeded to deal in 
detail with many provisions of the bill. He said, among other 
things, that it should be made clear that water rates made by 

1e Commission should be based primarily on water operating 
costs and not as heretofore largely, if not entirely, made in 
relation to railroad costs. 

“Unless this is done the water rates, we fear, will be so 
tied up to the railroad rates that not only will the shippers who 
use water service be penalized, but the water lines will also 
lose a substantial portion of the tonnage which they now enjoy 
by reason of their lower cost,” said he. “There is no reason 
why, when the Commission is called upon to establish a rate 
for an all-water service, that rate should not be based on 
water costs.” 

Taking up other provisions Mr. Chandler contended that 
the bill was drawn largely for the same purpose as the motor 
carrier act, that is, to protect the common carrier, “and if this 
legislation, when and if enacted, is construed by the Commis- 
sion as it has construed the motor carrier act, it is obvious that 
the operation of contract carriers will be made more difficult 
and that the interest of such carriers will be subordinated to 
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that of the common carriers.” He said the contract carrier 
was a substantial arm of the merchant marine and that there 
was no justification for subordinating the contract vessel to the 
common carrier “as is proposed throughout this bill.” Con- 
tinuing, he said in part: 


Section 307 (e), page 16. In the motor carrier act (part II), there 
is a provision along the same lines, in fact in substantially the identical 
words, revised to cover water instead of motor transportation (section 
216 (i), part II). A very general impression prevails that the Bureau 
of Motor Carriers is urging highway operators to adopt the rail rates 
and classification. If this be true it is not in conformity with the 
spirit of the motor carrier act and not in conformity with what shippers 
understood when the act was under consideration. 

It was the general impression when the motor carrier act was 
being discussed before enactment, gained from the wording in the 
section just referred to, that motor truck rates would be made on 
motor truck costs and not on the railroad rate scale. Now, I do not 
wish to be misunderstood. The Commission itself has not made any 
motor truck rates on the railroad rate scale, but the staff of the Com 
mission, it is currently reported, has been using its influence in that 
direction. But even if there be no foundation for such rumors, it 
would not influence our recommendation. 

If port-to-port water rates in the future are going to be measured 
by the railroad yardstick, as they have been in the past in the con- 
struction of water and rail rates and port-to-port rates in at least 
one case both shippers and water carriers will suffer. .. . 


Water Fourth Section 


The railroads have laid great stress upon the absence of a fourth 
section provision in such water regulation as we have, such for in- 
stance, as the intercoastal act administered by the Maritime Commis- 
sion. I am of the opinion that, notwithstanding what Mr. Eastman 
said about there being no need for a long and short haul provision 
in water legislation, this bill should carry a fourth section provision 
in substantially the same language as Part I, revised, of course, to 
cover water transportation. 

There are some fourth section departures on the coastwise water 
routes. These departures are undoubtedly justified, as are some rail 
departures. The rail lines complain that they have to go to the Com- 
mission to justify their departures while their competitors do not. 
There is some merit in their contention and their competitors should 
have no freedom in this respect, particularly as this bill follows the 
language of Part I, as far as it is applicable to water operations. 

A fourth section provision such as I recommend be included would 
require water carriers to follow the same procedure as the rail lines 
follow to obtain relief from its operation and appeals to me as being 
not only fair but necessary to place both forms of transportation on a 
parity in this respect. ... 


Will I. C. C. Heed Congress? 


As I stated earlier, the motor carrier act carries a declaration of 
Congressional policy. This bill carries an almost identical declaration 
respecting water transportation. The Commission in the citrus fruit 
case appears to have disregarded Congressional policy both with respect 
to motor and water lines. The question arises, ‘‘Will the Commission 
pay any greater heed to the declaration of policy in this bill than 
heretofore it has paid to the policy enunciated by Congress in other 
transportation legislation?’’ We fear it will not, unless there is a 
direct charge to the Commission respecting the yardstick to be ob- 
served. To put it another way, we do not want port-to-port rates by 
water measured by any rail yardstick of rates or costs. 


Some of our members are opposed to the Interstate Commerce 
Commission having jurisdiction over water transportation for the same 
reason our Association opposed it for a number of years. Other mem- 
bers are in favor of regulation, but want the Maritime Commission 
to have jurisdiction, feeling that it would be more sympathetic in its 
treatment of the water lines, but under the maritime act, the Presi- 
dent can turn over to the Interstate Commerce Commission, after June 
29, 1938, the regulatory powers, regulatory duties and regulatory func- 
tions of the shipping act and the intercoastal act, now vested in the 
Maritime Commission. 


The Merchants’ Association has no fixed preference as to which 
Commission should control. If you find that regulation should be 
enacted along the lines of the present bill, then we most earnestly urge 
that you amend it so there will be no question as to your intentions 
and the Commission will have no doubt as to what they are, but 
irrespective of where the regulation is lodged, it is our firm conviction 
that the regulatory legislation should be as unambiguous as is reason- 
ably possible so that the regulatory commission should have something 
definite as a guide on fundamentals and not be left in a position where 
it may exercise its present uninformed judgment in a matter so 
vitally important as the development of an efficient merchant marine. 


Urges Appropriation 


We specifically urge that the rate-making provision, Section 307 (e), 
page 16, be amended so that no excuse may justify making water 
rates on a dry land basis—the basis used in making rail rates. 

There is one point that we want to emphasize most forcefully and 
that is the necessity for an appropriation in connection with any legis- 
lation that is passed that will insure the legislation being properly 
administered and enforced. The motor carrier act was passed and the 
Interstate Commerce Commission has been frightfully handicapped be- 
cause of its inability to get the money necessary to carry out the 
provisions of that law. Today the Commission is simply swamped 
with work because it has not the force necessary properly to administer 
the act. 


If the Interstate Commerce Commission or the Maritime Commis- 
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sion is charged with the enforcement of this legislation and is not 

able to employ a staff sufficiently large to enable it properly to ad- 
minister the law, we will find ourselves in the same fix with respect 
to water regulation as that in which we now find ourselves with respect 
to motor regulation. 

It might be well for the Congress to consider whether if the Inter- 
state Commerce Commission is to administer this law it would not 
be better to delay its enactment until the Commission gets on its feet 
and has a staff adequate to administer the motor carrier act and Part 
I relating to railroads. 

If water regulation is placed under the jurisdiction of the Inter- 
state Commerce Commission without an adequate appropriation to 
insure its proper administration, in my opinion, the Commission will 
be operating under a handicap that is going to interfere with the 
administration of the entire interstate commerce act. This will be 
harmful to the public as well as to the carriers under the Commission's 
jurisdiction and it is a subject that ought to receive the most serious 
consideration in connection with the imposition of additional duties 
and responsibilities without corresponding increase in the Commission’s 
personnel. 

If there appears to be any question about giving whatever com- 
mission is decided upon the funds necessary to insure effective regula- 
tion I think it would be a great mistake to add the burden of this 
legislation and expect administration that will be effective in building 
up our domestic merchant marine. 

The motor carrier act is being administered by a special division 
of the Commission—division 5—which handles all cases arising under 
Part II of the act. It is to be assumed that the Commission will have 
to assign the regulation of water carriers to another special division 
to insure a uniform administrative policy. 

It will be borne in mind that the bill under consideration was 
drawn under the supervision of Mr. Eastman, after consultation with 
various steamship interests. Obviously division 5 has all it can do 
in the administration of the motor carrier act, and the water carrier 
act would be administered by a separate division, no doubt. Unless 
a separate division is set up, with a personnel a large part of which 
is familiar with water transportation, we will have the water carrier 
act administered by a personnel that has been dealing for years only 
with railroad transportation under Part I of the act. No one is able 
to say what the attitude of many of the Interstate Commerce Com- 
missioners is towards water competition with rail lines. None of the 
present commissioners has had any experience in dealing with water 
transportation except as competitor of rail lines. 

Section 322 (a) provides that the Commission is authorized to 
employ such experts, assistants, examiners and so forth, as may be 
necessary or advisable for the convenience of the public and efficient 
administration of Part III. There is nothing in this section that would 
require the Commision to employ experts familiar with water trans- 
portation. 

In setting up its personnel for the administration of motor car- 
riers the Commission placed at the head of the Motor Carrier Bureau 
a member of its staff who had no previous experience with motor 
truck operation, and without reflecting in the slightest on the head 
of that bureau, who is doing the best he can under the circumstances, 
we believe that the regulation of water carriers demands that the head 
of the water carrier bureau, if one is established, should be a man 
who is thoroughly familiar with water transportation and who has not 
been for years associated entirely with the regulation of railroads. 
There is no such man in the Commission's present staff. 

It would, therefore, seem that in Section 322 (a), line 18, some 
provision should be made to insure that experts employed be experts 
with knowledge of marine operations. 


Exclusion from the bill of intrastate transportation was 
asked by John E. Benton, general solicitor of the National 
Association of Railroad and Utilities Commissioners. 


Miss. Valley Association 


C. E. Childe, for the Mississippi Valley Association, said 
the association was opposed to enactment of the bill because it 
would mean the abandonment and reversal of the national 
policy that waterways should be free and open to the use and 
for the benefit of all citizens and because it was the association's 
conviction that the regulation proposed would accomplish no 
good purpose. On the contrary, he contended, enactment of 
the bill would increase transportation charges, injuriously 
affect farm prices, retard industrial development, hamper 
domestic and foreign commerce, and increase taxes and the 
cost of living of citizens generally. He asserted the bill would 
give the Commission the power of life and death over water 
carriers for hire. Regulation, said Mr. Childe, in answer to a 
question, invariably and necessarily increased transportation 
charges. If there was to be regulation, said he, it should be by 
the Maritime Commission. 

Ernest M. Bull, president of the A. H. Bull Steamship 
Company, opposed enactment of the bill. 

Colonel John D. Rose, appearing for the War Department, 
asked that the bill be amended so that carriers transporting 
“military” traffic would not be required to file and publish 
rates for such traffic or to show the origin and destination 
points. 

Herman A. Bayless, counsel, and O. S. Barrett, president, 
of the Mississippi River System Carriers’ Association, opposed 
enactment of the bill. They contended enactment of the bill 
would be detrimental to water transportation. 
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E. H. Thornton, general manager of the New Orleans Joint 
Traffic Bureau, and chairman of the intercoastal and coastwise 
transportation committee of the National Industrial Traffic 
League, opposed the bill on behalf of New Orleans commer- 
cial and shipping interests. There was no pressing need for 
imposing further regulation on water carriers at this time, 
said he. If there was to be further regulation, he said, it should 
be under the Maritime Commission. He said the Commission 
was almost sunk under rail and motor regulatory work. When 
would the water carriers obtain a decision if they were placed 
under the Commission, he asked. 

Rene A. Stiegler, executive general agent of the Board of 
Commissioners of the Port of New Orleans, opposed the bill. 
He concurred in what Mr. Thornton said. The whole theory of 
attempting to regulate water traffic was not founded on proper 
grounds, said he, adding that water transportation must have 
freedom of action and not be restricted and hampered. 

Daniel H. Walsh, general secretary of the Gulf Associated 
Freight Conferences, representing common carrier by water 
operating out of Gulf ports, urged that regulation be left with 
the Maritime Commission. 

C. S. Haight, for the Mallory Lines, the American Associa- 
tion of Tramp Operators in the Canadian and West Indies 
Trades, and the Association of Ship Brokers and Agents, urged 
exemption from the bill of ocean tramp vessels and tankers 
operating wholly in tramp trades. The tramp should not be sub- 
ject to regulation, said he. Its usefulness to commerce, he said 
in effect, depended on absolute freedom from regulation. The 
freedom to quote a rate on a cargo instantaneously, he indi- 
cated, was the basic foundation on which the tramp operated. 
Often, said he, rates were bargained for over two telephones 
at the same time, the tramp operator being on one telephone 
and the prospective buyer of the goods on the other and the 
consummation of the transaction depending on the rate quoted 
by the tramp. He also asked that it be made clear that the 
bill up to section 321 related entirely to interstate transporta- 
tion, and not to foreign transportation. Asked by Representa- 
tive Culkin as whether the Maritime Commission was not the 
proper body to regulafe, the witness indicated agreement. 
He said the Commission and the Maritime Commission should 
cooperate. Mr. Culkin indicated he thought the Maritime Com- 
mission, as the administrator of the aid provisions of the mer- 
chant marine act, should have supervision over rates of the car- 
riers so they would obtain enough revenue to meet payments 
on loans made to them by the Maritime Commission. 

J. L. Bowlus, representing the Board of Harbor Com- 
missioners of Milwaukee, Wis., desired the bili to be amended 
to make certain that bulk carriers on the lakes would be 
exempted from it by Congress. 

Charles Donley, for the Pittsburgh Chamber of Commerce 
and the City of Pittsburgh, Pa., opposed the bill. 

H. Townsend Hoopes, president of the Minnesota-Atlantic 
Transit Company, speaking for that company and also the 
Chicago, Duluth & Georgian Bay Line, the Cleveland & Buffalo 
Transit Company, the Detroit & Cleveland Transit Company, 
the Great Lakes Transit Company, the Western Transit Com- 
pany and the Wisconsin & Michigan Steamship Company, 
package freight and passenger lines on the Great Lakes, ap- 
peared in support of the bill. He said regulation was necessary 
to protect the regular carrier from the casual vessel operator. 


N. |. T. L. Opposes Bill 


Fred S. Keiser, chairman of the inland waterways commit- 
tee of the National Industrial Traffic League, said: 


The following statement in behalf of the league represents the 
majority view of the membership, and in no way estops the right of 
individual members to appear before this committee and express dif- 
ferent views. 

The general subject of water regulation and the placing of such 
water regulation in the hands of the Interstate Commerce Commis- 
sion has been before the inland waterways committee, before the 
executive committee, and before the league as a body, for many years. 

Various bills contemplating the regulation of the inland water 
carriers of the United States have been before the country for many 
years, and have been consistently turned down by Congress. All of 
these bills have been investigated and studied thoroughly by commit- 
tees of the league, and its records over the past ten years have been 
consistently in opposition to the extension of any further govern- 
ment regulation of the waterways of the United States. 

When the Hon. Joseph B. Eastman was made coordinator of 
transportation, he immediately started the agitation for the general 
extension of government regulation over all forms of unregulated 
transportation, including water carriers, and early in his term as 
coordinator he presented certain bills to the 73rd and 74th Congresses 
contemplating not only a rigid regulation of the ‘water carriers of 
the United States, but also the placing of such regulation in the 
hands of the Interstate Commerce Commission. He even included in 
his bills the regulation of so-called ‘‘wharfingers’’ which are nothing 
more or less than dock facilities, many of which are owned by state 
and city governments. 
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As each of these bills became public, they were handled by not only 
the waterways committee of the league, but by its executive com- 
mittee and by the league as a whole, and in each and every instance 
the league, at annual and special meetings of its membership, went 
on record overwhelmingly in opposition to these bills. So that the 
members might be fully informed on the subject, the inland waterways 
committee submitted detailed reports analyzing these various bills, 
which reports were printed and distributed to all members of the 
league prior to the meetings, so that they could discuss these matters 
with their principals and thus be prepared to vote upon them more 
intelligently at the meetings of the league membership. 

In addition to these reports, the coordinator himself was invited 
to speak, at one of our annual meetings, on the bills which he then 
had under contemplation, which are reproduced here as H. R. 5719. 
The coordinator presented his side of the case, and notwithstanding 
his detailed explanation of the bill, he was unable to convince the 
league of the soundness of his position, and it voted, after his talk, 
to oppose his proposals, which outlined the same features as are in- 
corporated in H. R. 5719. 

So, it is a fair statement to say that no other subject which has 
been before the league has had the benefit of more intensive study 
and deliberate consideration, and without a single deviation from the 
very inception of the agitation, the league has consistently voted in 
opposition, not only to the extension of further regulation of water 
transportation, but it has been equally adamant in its position that 
such regulation should not be placed in the hands of the Interstate 
Commerce Commission, or any other federal body. So that there may 
be no misunderstanding as to the attitude of the league, I quote from 
the proceedings of its annual meeting held in November, 1934: 

‘“‘That the league oppose in its entirety and to the fullest extent 
of the league’s power the adoption of S. 3172 or any other bill that 
tends in any manner whatsoever to increase existing legislation against 
the inland waterway transportation.”’ 

This subject again came up for consideration at the Spring meet- 
ing of the league held in April, 1935, at which it further reviewed 
the question of regulation of water transportation in connection with 
S. 1632, which had been drafted by the federal coordinator. I quote 
the recommendation, which the league’s inland waterways committee 
submitted to the membership at that meeting, and which was ap- 
proved, not only by the executive committee, but by the league as 
a body. 

“The inland waterways committee recommends to the executive 
committee and to the league that the league continue its opposition 
to any further government regulation of waterborne traffic than that 
which now exists, and that the league further instruct the chairman 
of the inland waterways committee and the legislative committee to 
appear before committees of Congress in opposition to any bills that 
are presented which propose to extend existing regulation over inland 
waterway transportation.”’ 

I cannot urge too strongly upon this committee that fact that, based 
on the league’s studies, it is convinced that the passage of this bill, 
H. R. 5719, would be a serious mistake from the standpoint of the 
shipping and receiving public of the United States, and further it would 
deal water transportation a blow from which it is doubtful whether 
it would recover. Such a policy on the part of Congress directly con- 
flicts with the bill setting up the maritime commission, and which was 
passed by the 74th Congress. In addition, it is the declared policy of 
Congress, and has been for may years—to encourage, foster and pre- 
serve in full vigor water transportation. Certainly, nothing could be 
done that would have a more diametrical effect upon this very policy 
than the passage of H. R. 5719. 


A. Lane Cricher, on behalf of the Merchandise Division of 
the American Warehousemen’s Association, appearing in support 
of the principles embodied in the Eastman bill, pointed out that 
the warehousemen had appeared in support of the principles in 
S. 1632, a predecessor bill, and that now “our interest is even 
deeper in the passage of such regulatory legislation.” 

“Tt is vitally important to our industry that there be equit- 
able regulation of all forms of transportation—rail, truck, water 
and warfinger activities,” said he. 

Without proper regulation of all forms of transportation 
there was no way to bring about fair competition between the 
various forms of carriage of goods, said he. 

“This pending legislation,” said he, ‘“‘we believe, will regulate 
the involuntary or transportation warehousing activities of water 
carriers, will provide for proper assessment of penalty charges 
upon goods left by the consignees, and, quite properly, where the 
water carrier engages in the voluntary or commercial warehous- 
ing business, it could do so under the provisions of this bill, we 
—— only by charging compensatory and not below-cost 
rates.” 

“It is our considered belief that the terms and conditions 
of this pending bill, H. R. 5719, are fair and equitable, and are 
directed toward the eradication of these competitive evils in the 
handling of interstate and foreign freight by water,” said he. 
“We believe this legislation should be enacted, and urge that in 
addition thereto, there should be wharfinger regulation.” 

Representative Boyer, of Illinois, on behalf of the Quincy 
(Ill.) Freight Bureau, asked that section 308 (2) be amended to 
allow three years instead of one year for filing of complaints 
for recovery of damages not based on overcharges, from the time 
the cause of action accrues, and not after. 

Opposition to the bill was expressed by R. C. Fulbright, for 
Anderson Clayton & Company, cotton merchants; Herman 
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Mueller, secretary of the Port Authority of the City of St. Paul, 
Minn., and appearing also for the Upper Mississippi Waterway 
Association, the Upper Mississippi and St. Croix River Improve- 
ment Commission of Minnesota and other organizations; James 
Sinclair, of the Transatlantic Associated Freight Conferences; 
Arthur G. Syran, of the Sword Steamship Company, Inc.; L. R. 
Klein, of Moore & McCormack Co., Inc., and C. J. Maley, of the 
Pacific Coast Line. 

Mr. Fulbright said that tramp vessels were the regulators 
of ocean rates—that competition was the “greatest regulator 
we can have.” He did not think the Commission should be 
vested with the power proposed in the Eastman bill. He said 
the bill was modeled after the motor carrier act and that 
experience under that act should not cause the committee to 
desire to apply a similar measure to the water carriers. One 
of the causes of delay under the motor act, said he, was that 
railroads protested practically every motor carrier application. 
He said if the water bill were passed, the same thing would 
occur under that act. 

“We are opposed to any further regulation of the rates 
and service of water carriers whether it be by the Interstate 
Commerce Commission or by any other federal agency or 
tribunal,” said Mr. Mueller. 

Mr. Sinclair said the Maritime Commission should continue 
as the shipping regulating body. Mr. Maley urged that the 
provision in the merchant marine act, 1936, authorizing the 
President at the end of two years from June 29, 1936, to trans- 
fer the regulatory duties of the Maritime Commission to the 
Commission be repealed. 

H. E. Manghum, for the Sacramento Chamber of Com- 
merce and the Richmond (Va.) Chamber of Commerce, urged 
elimination of the words, “accessible to ocean-going vessels” 
in sections 309 and 321 in the provisions designed to permit 
carriers to serve such ports as Sacramento and Richmond. 

Gilbert R. Johnson, for the Lake Carriers’ Association, 
urged exemption of lake contract carriers from regulation. 

Hearings on the Eastman bill at this session of Congress 
were first held in March (see Traffic World, March 20, p. 613). 
Chairman Bland announced conclusion of the resumed hearings 
the afternoon of June 16. 

Chairman Bland read from a letter received by him from 
the Maritime Commission which opposed the Eastman bill. 
The commission said that from its experience “it is felt that the 
pattern of regulation which has been applied to rail carriers is 
not entirely suitable to the conditions under which water car- 
riers operate.” In addition, it added, there was no present 
need for such detailed regulation of water carriers as was 
proposed in the bill. 

“The natural result of such regulation would be detri- 
mental to the public interest in that it would tend to increase 
water transportation rates,” said the commission. ‘As to do- 
mestic carriers, it would substantially tend to narrow the dif- 
ferentials between rail and water rates.” 


SHIPPING AND LABOR 


The National Labor Relations Board will hold a hearing in 
New York June 21 on application of the International Seamen’s 
Union for elections to determine representation of seamen on 
seventy-four steamship lines on the Atlantic and the Gulf. 

The board has directed that elections by secret ballot be 
conducted as promptly as is practicable among the unlicensed 
personnel employed in the deck, engine and stewards depart- 
ment, including junior engineers, of the International Mercan- 
tile Marine Company and its affiliated and associated com- 
panies; Luckenback Steamship Company, Inc., and the Black 
Diamond Steamship Corporation, respectively, to determine 
whether they desire to be represented by the Maritime Union 
of America or by the International Seamen’s Union of America, 
for the purposes of collective bargaining. The balloting will be 
under the supervision of Mrs. Elinore M. Herrick, regional 
director for the board at New York. 

The board has found that both I. S. U., an affiliate of the 
American Federation of Labor, and the National Maritime 
Union, formed May 8, 1937, as an independent organization, 
have jurisdiction over the unlicensed personnel on the three 
steamship lines involved. Likewise, both I. S. U. and N. M. U. 
claim the right to represent the deck, engine and stewards’ 
department. 


RATES ON PITCH AND ROOFING MATERIAL 


The Maritime Commission declined to suspend, June 15, 
certain proposed increased rates on pitch and roofing material 
from New York, N. Y., to Tampa, Fla., published in Mooremack 
Gulf Lines, Inc., SB 84; Agwilines, Inc., SB 145 and Pan- 
Atlantic S. S. Corp. SB 39, filed to become effective June 15. 
Protest was filed by The Barrett Company. 
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U. 8S. BARGE AUTHORIZATION CUT 


The Traffic World Washington Bureau 


Repeal of the authorization for subscription by the U. S. 
Treasury of $3,000,000 of stock of the Inland Waterways 
Corporation, the government barge line agency, was recom- 
mended by the House appropriations committee in reporting 
the bill carrying appropriations for the fiscal year ending June 
30, 1938, for civil functions administered by the War Depart- 
ment. 

Section 2 of the inland waterways corporation act, ap- 
proved May 29, 1928, increased the capital stock of the Inland 
Waterways Corporation from $5,000,000 to $15,000,000, and 
the War Department appropriation act for the fiscal year 1930 
carried an appropriation of $10,000,000 to permit of compli- 
ance with such authorized increase. 

The committee said the barge line corporation “is in a very 
healthy financial situation” and that the president of the 
corporation, who is Major General T. Q. Ashburn, indicated to 
the committee that but $7,000,000 of the $10,000,000 had been 
drawn from the Treasury and that he was “quite sure” the 
remaining $3,000,000 would not be used. Consequently, it said, 
it was providing for repeal as stated. 

In the hearings on the bill, Representative Collins, of 
Mississippi, inquired what would be the objection to the barge 
line corporation depositing its receipts in the Treasury and 
then having appropriations made for its operation. General 
Ashburn had stated the objection to that when he advocated 
the creation of a corporation, Congress having made annual 
appropriations prior to 1924 when the corporation was created, 
and added: 


Transportation cannot stand still. We cannot wait for money to be 
appropriated, and if we go on at all, we must move and plan ahead. 
One of the objections we had to having it under government control 
was that we could not make any payments or commitments with 
surety that they could be carried out. We could not plan ahead, 
because we would not know what we would get or what we could do. 
As a matter of fact, the corporation today, if we were called on to 
make an accounting, could turn over more money and stock than 
has ever been given to us. We keep that revolving fund. For ex- 
ample, at the last meeting, we found there would have to be more 
boats built in order to go ahead, and that we must get them quickly. 
If we did not have the money, or if we had to wait for Congress to 
provide it a year ahead, we could not go ahead with that. 


“What is the total amount of money that the government 
has advanced to your corporation?” asked Mr. Collins. 

“The total amount given the corporation was $12,000,000,” 
replied General Ashburn. 

“And your assets are about double that?” 

“They amount to between $25,000,000 and $30,000,000,” 
replied General Ashburn. 

General Ashburn said he thought it would be most unwise 
to change the law with respect to the making of appropriations 
as suggested. 

“The corporation was created in 1924, and we certainly 
could turn back to Congress approximately 3344 per cent more 
than was given us,” said he. 

With reference to the $3,000,000, General Ashburn said 
‘if you gentlemen want to take it back, it will be perfectly all 
right with me, because I am quite sure we will not use it.” 


Demand for Ohio Operation 


Questioned why the barge line law forbade government 
barge line operations on the Ohio River, General Ashburn 
explained that when it was passed there were several operators 
who claimed they were getting along very well without any 
pioneering demonstrations of the Inland Waterways Corpora- 
tion, and nobody was urging that the government line go on 
that river. Since that time, however, said he, there had been 
a great demand for “us to go on the Ohio River.” 

Representative Snyder, of Pennsylvania, inquired whether, 
in view of the necessity to curb expenditures, could not the 
Missouri River get along with a six-foot channel at this par- 
ticular time, rather than a nine-foot channel. 

“If I were in your position,” said the general, “I think I 
could justify myself in not going any further. When the Fort 
Peck dam is completed, there will automatically be formed a 
nine-foot channel from Kansas City to the Mississippi. I think 
we could make this nine-foot channel as far as Kansas City a 
very profitable operation. As to this matter of spending 
money on the upper Missouri at this time I think it might well 
be suspended until such time as we know the full effect of 
putting the Fort Peck dam in commission. I am not at all 
certain that anybody could tell you with reasonable certainty 
What the cost of a nine-foot project would be or with reason- 
able certainty the full effect of the 30,000-foot section to be 
furnished from the Fort Peck reservoir, upon the entire upper 
Missouri River.” 
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“How about the upper Mississippi?” 

“The upper Mississippi project must be completed, because 
so much money has been spent there and the project is nearing 
completion,” said General Ashburn, adding it would be “a total 
economic waste to stop now.” 

“We are shipping a tremendous amount of coal up there, 
as well as petroleum that they could not get otherwise,” said 
he, with respect to the upper Mississippi. ‘We are shipping 
all kinds of freight. We are shipping cars, tractors, farm 
machinery, and so forth.” 

Freezing of the river in the winter did not change the barge 
line operations, said the general, “because when the river is 
frozen up we transfer to rail, and the through shipment goes 
by water-rail instead of water only.” 

The House passed the bill as reported by the committee 
with respect to cutting the authorization for the government 
barge line. The government barge operations were attacked 
by Representative Rich, of Pennsylvania, who charged that 
despite claims of profits by General Ashburn the Inland Water- 
ways Corporation was losing money. He said the mail of the 
corporation was franked (carried free); that it paid no taxes; 
that it paid nothing for right-of-way, and indicated that no 
charge for interest on money invested in the enterprise by the 
government was taken into consideration. 


MONEY FOR WATERWAYS 


An appropriation of $128,000,000 for use by the War De- 
partment corps of engineers in prosecuting river and harbor 
work was recommended by the House committee on appropria- 
tions in reporting the bill carrying appropriations for civil 
functions administered by the War Department for the fiscal 
year ending June 30, 1938. For flood control work $30,000,000 
was recommended, and, in addition, $22,500,000 for work on 
the Mississippi and its tributaries under the flood control act 
of May 15, 1928, as amended June 15, 1936; $100,000 for emer- 
gency work on the Mississippi system; $814,500 for the Sacra- 
mento River; $1,000 for Lowell Creek, Alaska, and $800 for 
Salmon River, Alaska. 

The committee said that the appropriation of $128,000,000 
for maintenance and improvement of waterways in the fiscal 
year 1938 represented a reduction of $31,427,899 under the 
appropriation for the current fiscal year. As to the Missouri 
River project the committee said: 





While the committee has made no change in the total of the esti- 
mate for new river and harbor work, it is inclined to the view that 
it might be well to bring to a close the Missouri River project, from 
Kansas City to Sioux City, to the extent practicable consistent with 
sound engineering practice and work already accomplished. It will cost 
an additional $31,300,000 to complete work at present authorized and 
projected on such portion of the Missouri. 


Renaissance Seen 


Committee members discussed water transportation in 
comparison with highway and railway transportation. Major 
General Markham, chief of engineers, said ‘‘we see very clearly 
the renaissance of waterway transportation,” and added: 


To illustrate, take, for instance, the exchange of high classification 
goods from the northwest, the north, the east and the southeast. 
I was at the Cape Cod Canal last year, and I asked the superintendent 
what was the class of cargo going through the Cape Cod Canal. 

He informed me about several very interesting developments that 
had occurred as illustrated by the cargo carried by that class of ships. 
There were some 1,500 tons of condensed milk carried from Mil- 
waukee to Boston on Diesel boats coming down through the Lakes 
and through the Erie Canal, up Long Island Sound and through the 
Cape Cod Canal to Boston. 

I am told that class of shipments is increasing by leaps and bounds. 
I am told that there are six or eight Diesel mottor vessels being built 
for that trade running to Philadelphia or Boston, from the northwest 
to the southeast. 

The Erie Canal illustartes the matter. It was supposed to be a 
white elephant a few years ago. I think we passed 5 million tons 
through the canal this year and will pass 6 or 7 million tons, or have 
that many tons in prospect next year. The prediction of our boards 
a few years ago that the Erie Canal ought to do a business of 8 million 
tons by 1940 looks like it will be consummated, notwithstanding the 
depression. 


General Markham said this was really long-haul compe- 
tition by water and rail; “that would never be truck business.” 

“What is surprising is the fact that the big merchandise 
concerns are using that method,” said Representative Starnes, 
of Alabama. 

“I think you are entirely right in saying that there is a 
renaissance in our water transportation, and I am delighted to 
see it, because that means that the nation is fully awake to 
the importance of the development of inland waterways.” 

“Take the situation down through the south,” said Gen- 
eral Markham. “There is a big paper mill going in at Charles- 
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ton, another at Savannah, another at Fernandina, and another 
at Bay Saint Joe, and several other places.” 

“That is caused by their getting free land,’’ commented 
Mr. Collins. 

“Yes; and they have their pulpwood located on the inter- 
coastal canal,” said the general. ‘The development will be 
startling in a very few years. They are there by reason of the 
intercoastal, and they will take advantage of that type of haul 
to obtain their pulpwood.” 

The House passed the bill carrying the appropriation of 
$128,000,000 for improvement of waterways. An effort to re- 
duce the appropriation to $113,000,000 failed. 


WATER CARRIER AGREEMENTS 


The following described action has been taken by the 
Maritime Commission on agreements filed pursuant to the 
provisions of section 15 of the shipping act, 1916, as amended. 


Agreements Approved 


5450-2 between Booth Steamship Co., Ltd., Mooremack Lines, Inc., 
Mississippi Shiping Co., Inc., et al., modifies agreement of the Brazil/ 
United States Freight Conference to more clearly express the scope of 
the agreement of the conference. 

2739-A between Puget Sound Freight Lines and American-Hawaiian 
Steamship Company under which they assume and agree to be bound 
by the terms and conditions of United States Maritime Commission 
Agreement No. 2739 between Puget Sound Freight Lines and Williams 
Steamship Corporation, which provides for the transportation of cargo 
under through bills of lading from specified Puget Sound outports to 
Puerto Rican ports, with transhipment at Seattle. 

3363-A between American-Hawaiian Steamship Company and Em- 
presa Naviera de Cuba under which they assume and agree to be bound 
by the terms and conditions of United States Martime Commission 
Agreement No. 3363 between Williams Steamship Corporation and 
Empresa Naviera de Cuba, which provides for the transportation of 
cargo under through bills of lading from United States Pacific Coast 
ports to ports in the Dominican Republic, with transhipment at San 
Juan, Puerto Rico. 

4137-A between American Mail Line, Ltd., and American-Hawaiian 
Steamship Company under which they assume and agree to be bound 
by the terms and conditions of United States Maritime Commission 
Agreement No. 4137 between American Mail Line, Ltd., and Williams 
Steamship Corporation, which provides for the transportation of cargo 
under through bills of lading from Japan, Korea, Formosa, Siberia, 
Manchuria, China, Hongkong, Indo-China, and the Philippine Islands 
to San Juan, Ponce, and Mayaguez, Puerto Rico, with transhipment at 
Seattle, Tacoma, Los Angeles Harbor, or San Francisco. 

5510 between Dollar Steamship Lines, Inc., Ltd., Nippon Yusen 
Kaisha, Lancashire Shipping Company, Ltd., States Steamship Com- 
pany, et al., comprising the membership of the New York Freight 
Bureau of Tientsin, establishing a conference to deal with rates of 
freight and other charges for or in connection with transportation of 
cargo from Tientsin, Hai-Ho River ports, and Chinwangtao to Atlantic 
and Gulf ports of the United States. 

5726 between Luckenbach Gulf Steamship Company, Inc., and Osaka 
Shosen Kaisha providing for the transportation of cargo under through 
bills of lading from United States Gulf ports to Japan, Chosen (Korea), 
China, Manchukuo, Taiwan (Formosa), Hongkong, and Indo-China, with 
transhipment at Los Angeles Harbor. 

5727 between Luckenbach Steamship Company, Inc., and Osaka 
Shosen Kaisha providing for the transportation of cargo under through 
bills of lading from United States Atlantic Coast ports to Japan, 
Chosen (Korea), China, Manchukuo, Taiwan (Formosa), Hongkong, 
and Indo-China, with transhipment at Los Angeles Harbor. 

5741 between Shepard Steamship Company and Richmond Naviga- 
tion & Improvement Co. providing for the transportation of cargo under 
through bills of lading between United States Atlantic Coast ports and 
San Francisco, Alameda, Oakland and Richmond, Calif., with tran- 
shipment at any one of the California points named. 

5765 between McCormick Steamship Company and Shaver Forward- 
ing Company providing for the transportation of cargo under through 
bills of lading from United States Atlantic Coast ports to Astoria and 
Longview, with transhipment at Portland, Ore. 

5766 between Shaver Forwarding Company and McCormick Steam- 
ship Company providing for the transportation of cargo under through 
bills of lading from Astoria and Longview to United States Atlantic 
Coast ports, with transhipment at Portland, Ore. 

5795 between Linea Sud Americana, Inc. (Gardiaz Lines) and The 
New York and Porto Rico Steamship Company providing for the trans- 
portation of corn and maize, in lots of fifty tons or more, under through 
bills of lading from Buenos Aires to Puerto Rican ports, with tran- 
shipment at New York. 

5800 between Bank Line, Ltd., Dollar Steamship Lines, Inc., Ltd., 
A. P. Moller (Maersk Line), Prince Line, Ltd., et al., comprising the 
membership of the New York Freight Bureau (Shanghai) covering 
cooperation of the parties in a conference to deal with rates of freight 
and charges for or in connection with transportation of cargo from 
Shanghai, Yangtze River ports and ports of North China (except 
Tientsin) to United States North Atlantic and Gulf ports. 

5802 between Bermuda & West Indies Steamship Company, Ltd., 
and Eastern Steamship Lines, Inc., providing for the transportation of 
molasses under through bills of lading from Barbados, British West 
Indies, to Portland, Me., with transhipment at New York. 

5804-1 between Luckenbach Steamship Company, Inc., and Cariso, 
Ine. (Flood Lines, Inc.), modifying Agreement 5804 to correct the rate 
applicable on general cargo to Rabaul, New Britain, so that it will 
read $33 instead of $23 per ton. Agreement 5804 provides for the trans- 
portation of cargo under through bills of lading from United States 
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Atlantic ports to specified ports in Australia, British Samoa, Fiji 
Islands, Tonga Island, New Caledonia, New Britain, New Guinea, New 
Hebrides, Solomon Island, and Thursday Island, with transhipment at 
San Francisco. 

5806 between American Caribbean Line, Inc., and Eastern Steamship 
Lines, Inc., providing for the transportation of molasses under through 
bills of lading from Barbados, British West Indies, to Portland, Me.,, 
with transhipment at New York. 

5807 between Ocean Dominion Steamship Corporation and Eastern 
Steamship Lines, Inc., providing for the transportation of molasses 
under through bills of lading from Barbados, British West Indies, to 
Portland, Me., with transhipment at New York. 

5818 between United States of America—United States Maritime 
Commission (American Hampton Roads Line and Oriole Lines) and 
the New York and Porto Rico Steamship Company providing for the 
transportation of cargo under through bills of lading between United 
Kingdom and Ireland ports and Puerto Rican ports, with transhipment 
at New York. 

5822 between Sudden & Christenson (Arrow Line) and Shaver For- 
warding Company providing for the transportation of cargo under 
through bills of lading from United States Atlantic Coast ports to 
Astoria and Longview, with transhipment at Portland, Ore. 

5861 between Dollar Steamship Lines, Inc., Ltd., and Ocean Steam- 
ship Company of Savannah providing for the transportation of cargo 
under through bills of lading from Singapore to Savannah, with tran- 
shipment at New York. 

5898 between American Line Steamship Corporation and The At- 
lantic Transport Company of West Virginia (Panama Pacific Line) and 
Coastwise Line providing for the transportation of cargo under through 
bills of lading from United States Atlantic Coast ports to United States 
Pacific Coast ports; from New York to ports in British Columbia, and 
from any foreign port of call of Panama Pacific Line to United States 
Pacific Coast ports north of Los Angeles Harbor, with transhipment at 
San Francisco or Los Angeles Harbor. This agreement also covers the 
understanding of the parties in respect to the transportation, from New 
York to United States Pacific Coast ports north of Los Angeles Harbor, 
of cargo originating at an overseas foreign port when transhipped to 
the Panama Pacific Line at New York. 

5901 between Lamport & Holt Line, Ltd., and Seatrain Lines, Inc., 
providing for the transportation of cargo under through bills of lading 
from Buenos Aires, Argentine Republic; Montevideo, Uruguay; and 
specified Brazilian ports to New Orleans, with transhipment at New 
York. 

Agreements Cancelled 

Conference 99 between Bank Line, Ltd., Dollar Steamship Lines, 
Inc., Ltd., A. P. Moller (Maersk Line), et al., comprising the member- 
ship of the New York Freight Bureau (Shanghai), this agreement hav- 
ing been superseded by 5800. 

733, as amended, between The New York and Porto Rico Steamship 
Company and Oriole Lines, which has been superseded by 5818. 

1151, as amended, between Luckenbach Gulf Steamship Company, 
Inc., and Osaka Shosen Kaisha, which has been superseded by 5726. 

1167 between Oriole Lines and The New York and Porto Rico 
Steamship Company, which has been superseded by 5818. 

1725 between Luckenbach Steamship Company, Inc., and Osaka 
Shosen Kaisha, which has been superseded by 5727. 

4623 between Shepard Steamship Company and Richmond Naviga- 
tion & Improvement Co., which has been superseded by 5741. 

5273 between Bermuda & West Indies Steamship Company, Ltd., 
and Eastern Steamship Lines, Inc., which has been superseded by 5802. 

5595 between Dollar Steamship Lines, Inc., Ltd., and Ocean Steam- 
ship Company of Savannah, which has been superseded by 5861. 





SHIPS FOR MERCHANT MARINE 


In a radio address the night of June 14, Senator Guffey, of 
Pennsylvania, whose merchant marine bill was considered in 
the negotiations that finally resulted in the drafting of the 
merchant marine act, 1936, predicted that Congress would act 
favorably on the President’s recommendation for the appropri- 
ation and authorization to enable the Maritime Commission to 
proceed with its shipbuilding plan. 

“T also predict that within the next three years we shall 
see the American flag floating over a fleet of new ships, modern 
in every respect, and providing adequate protection for passen- 
gers and crew from every peril of the sea,” said he. “Those 
are the kind of vessels authorized by the new act. I predict 
that through their construction, the business men of the nation 
will receive a new impetus—that the farmer will have the 
facilities required to carry his grain to foreign markets—that 
the worker will experience a pride in having produced vessels 
comparable with those of any nation on earth—and that all our 
people will again feel secure in the possession of a second line 
of defense, capable of meeting any contingency which may 
face the nation. 

“T am satisfied the American people will approve the in- 
vestment we shall make in America’s new trade ships.” 


CANADIAN VESSELS BETWEEN U. S. PORTS 


Representative Kelly, of New York, has introduced H. J. 
Res. 413 providing that, until such time as passenger service 
shall be established by vessels of the U. S. between ports or 
places in the U. S. on Lake Ontario and the Saint Lawrence 
River, Canadian passenger vessels shall be permitted to trans- 
port passengers between any such ports or places, such Cana- 
dian vessels not to be subject to the provisions of section 8 of 
the act of June 19, 1886, as amended Feb. 17, 1898. 
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CANADIAN PACIFIC LAKE SERVICE 


The Traffic World Washington Bureau 


Approval of the petition of the Canadian Pacific for author- 
ity to operate two ships on the Great Lakes between Port 
MecNicoll, Ont., on the east and Chicago and Milwaukee, on the 
west, was given by W. H. Chandler, speaking for the Merchants’ 
Association of New York, and the Shippers Conference of 
Greater New York, at a hearing held by Examiner Koebel, in 
No. 27740, petition of the Canadian Pacific to operate ships 
between the ports mentioned. The ships, if authorized will con- 
stitute a part of a differential freight rate route between 
eastern territory and territory in the Great Lakes region and 
beyond. 


G. A. Walker, general solicitor of the Canadian Pacific, in 
answer to a question by Examiner Koebel as to why the appli- 
cant did not proceed under the international treaty on the sub- 
ject said that the company preferred to submit the matter on 
its merits to the Commission. 

Mr. Chandler said that the Merchants’ Association actively 
supported the application of the Canadian National to continue 
the operation of its differential rail and lake line when that 
company made an application under the Panama Canal act. 
He said it was then shown that members of the association 
which used that differential route gave strong support to its 
application for permission to continue operation. The Canadian 
Pacific, said Mr. Chandler, was in competition with the Cana- 
dian National and for years had maintained the same rates as 
the Canada-Atlantic via Windsor, Ont. He said that the com- 
petition between the two differential routes was desired by 
shippers. 

From time to time, Mr. Chandler said, rumors had reached 
the organizations for which he was speaking that the Great 
Lakes Transit Corporation was considering the discontinuance 
of Lake Michigan service because of that service not paying as 
well as it should, if at all. 

“Tt, therefore, came as no surprise,” said he, “when we 
were advised the early part of this year that it was the inten- 
tion of that company to discontinue its Lake Michigan opera- 
tions. Later it was reported, but we never received official 
notice, that the Milwaukee service would be continued for a 
period of 60 days to enable certain shippers to take care of 
their commitments. Later we heard unofficially that the line 
might be continued for the entire season and then received a 
supplement to the tariff indicating that the direct service to 
Chicago would be discontinued and the Chicago business would 
be handled via the port of Milwaukee and the service to Mil- 
waukee would be continued during the present season.” 

Mr. Chandler said “we are not in any way hostile to the 
Great Lakes Transit Corporation.” If that company felt, said 
he, that its Lake Michigan service was unremunerative, New 
York interests did not blame it in the least for discontinuing it. 
He said he took it for granted that the Canadian Pacific was 
entirely satisfied with its route via Windsor so long as it was 
assured of the continued operation of its steamship connection. 
However, he said, no railroad could build up its traffic unless 
shippers were sure of a dependable through route and if a 
vacillating policy of a connecting line unfavorably affected the 
originating carrier, shippers for their own protection were 
bound to take cognizance of such a situation. 


C. E. Jefferson, freight traffic manager of the applicant 
presented testimony about the details of traffic that is involved 
in the competition among the differential lake-and-rail routes, 
the standard lake-and-rail routes and the aH-rail routes. 


In testifying for the applicant, Canadian Pacific, Mr. Jef- 
ferson said that in the seasons of navigation, 1927 to 1936, inclu- 
sive, the Canadian Pacific delivered to the Great Lakes Transit 
Corporation at Windsor, Ontario, for continuance to destina- 
tions, Milwaukee, Chicago and beyond, 199,856 tons of freight. 
In the season of navigation of 1936, its deliverance he said 
amounted to 30,085 tons. This 1936 tonnage, said he, was 
divided, to destinations Milwaukee and beyond, 5,000 tons or 
16.67 per cent, and to destinations Chicago and beyond, 25,000 
tons or 83.33 per cent. The 1936 tonnage of 30,085, he added, 
had its origin in New England; 22,633 tons or 75 per cent, New 
York; 4,512 tons or 15 per cent and in eastern Canada, 2,940 
tons or 10 per cent. The 1936 tonnage was handled on 101 
Sailings, averaging 298 tons a trip and with an average of three 
Sailings a week. 


The Canadian Pacific, Mr. Jefferson said, did not partici- 
pate in the movement of traffic eastbound in connection with 
the Great Lakes Transit Corporation owing, as he said, to the 
inability of the latter to make an eastbound call at Windsor. 
He said that taking Boston and New York City as typical, the 
saving in distance to Milwaukee via the new route as compared 
with the Great Lakes Transit Corporation route was 170 miles 
and to Chicago 165 miles. Mr. Jefferson said that the Canadian 
Pacific desired to participate in the handling of traffic west- 
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bound and eastbound between points in New England and 
Trunk Line territories, also eastern Canada and Milwaukee, 
Chicago and points beyond in Illinois, Wisconsin, Michigan, 
Missouri, Iowa, Minnesota, Kansas, Colorado, Nebraska, Wyo- 
ming, and the Dakotas. The witness said it would be the pur- 
pose of the Canadian Pacific in connection with its lake line 
actively to compete with the routes of the Grand Trunk- 
Canadian National—Canada-Atlantic Transit Co., the Great 
Lakes Transit Corporation and the Minnesota-Atlantic Transit 
Co. 


Changes in service proposed by the Great Lakes Transit 
Corporation, according to Mr. Jefferson, left the Canadian 
Pacific, so to speak, “out on a limb.” He said the proposal of 
the Great Lakes Transit Corporation to handle Chicago traffic 
via Milwaukee and rail was not satisfactory. He said that the 
proposal of the Canadian Pacific had received universal support 
with the single exception of the Milwaukee Grain and Stock 
Exchange. 


J. S. Brown, of the Chicago Board of Trade, expressed the 
hope, in connection with his advocacy of grant of the applica- 
tion, that the Canadian Pacific would establish eastbound serv- 
ice from Chicago so as more effectively to serve transit millers 
of grain and grain products in New England. He said that if 
that carrier would get itself a dock in Chicago it would obtain 
a considerable tonnage of grain and products in lots that the 
cargo grain carriers would not handle. 


George O. Griffith, general traffic manager of Sterling 
Products, Inc., said that his interest in the case was on behalf 
of the C. H. Phillips Chemical Co., one of the companies con- 
trolled by the Sterling company, a holding corporation. He 
said the Commission should permit the establishment of the 
service on account of, among other things, the uncertainty 
about the service of the Great Lakes Transit Corporation and 
because if not granted competition would be reduced and be- 
cause of the policy of the trunk line railroads to oppose rail- 
and-lake routes. In general he said the service was desirable, 
dependable, attractive and in the public interest. 


W. H. Day, of the Boston Chamber of Commerce, speaking 
also for the New England Traffic League, representing, as he 
thought, about 20,000 shippers, said freight rates were of tre- 
mendous importance to New England. It would be impossible 
he said for New England to compete without the differential 
routes here under consideration. The application, he said, in 
effect, was for permission to re-establish service the Canadian 
Pacific had through Windsor and was a recognition of New 
England’s needs. 


James H. McCann, of the Associated Industries of Massa- 
chusetts, advocating grant of the application, said that the dis- 
continuance by the Great Lakes Transit Corporation of service 
to and via Chicago, in addition to eliminating standard rail- 
and-lake -routes through that port, had also removed what New 
England interests considered an important factor, namely, com- 
petition between the differential rail-and-lake routes on traffic 
to important markets. This application, he said, gave New 
England prospect of a restoration of routes and rates which it 
formerly enjoyed, thereby promoting freer movement of traffic. 

C. E. Hochstedler, for the Chicago Association of Com- 
merce and the Illinois Manufacturers Association, also advo- 
cated grant of the application. 


John L. Bowlus, for the Board of Harbor Commissioners of 
Milwaukee, said the interest of that body was the protecting of 
service of that port and not antagonizing the applicant. He 
said Milwaukee knew that a surplus of service by water could 
be disastrous. If additional business could be brought about 
by the proposed line, he said, there could be no objection. But 
he said the proposed route would compete in hauling grain 
and products to New England with the route of the Canadian 
National. The Great Lakes Transit service via Buffalo, he said, 
was to trunk line territory and transit on that route for grain 
and products would be back-haul transit, a thing not often 
heard of. The transit via the Canadian National, he said, was 
on the forward movement and on a rate of three cents under 
the all-rail route and half a cent under the rate of the Great 
Lakes rate. Mr. Bowlus said that what Milwaukee feared was a 


division of tonnage, leaving not enough for either differential 
line. 


The Chicago Association of Commerce has been permitted 
to intervene in No. 27740, petition of Canadian Pacific Railway 
Co. under section 5 (20) of the interstate commerce act, in 
which the petitioner asks authority to establish a steamship 
service to be known as “Canadian Pacific Great Lakes Line” 
ecg Port McNicoll, Ont., and Milwaukee, Wis., and Chi- 
cago, Ill. 


The Chicago association said that “with the withdrawal 
of service by the Great Lakes Transit Corporation from and to 
Chicago with the opening of navigation on the Great Lakes 
during the current season, a differential rail-lake route from 
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eastern territory operated by the Canadian Pacific Railway, 
Windsor, Ont., and the Great Lakes Transportation Corpora- 
tion was discontinued, thus depriving the receivers of freight 
from such eastern territory of the benefit of differential rail- 
lake rates on a considerable volume of traffic which has here- 
tofore moved via such route.” 

Further, the association said that the application of the 
Canadian Pacific “contemplates the inauguration of steamship 
service between Port McNicoll, Ont., on the one hand, and 
Milwaukee, Wis., and Chicago, Ill., on the other, together with 
the restoration of differential rail-lake rates to apply via the 
route of the Canadian Pacific Railway, Port McNicoll and the 
Canadian Pacific Great Lakes Line, on the same basis as here- 
tofore applicable by the Canadian Pacific Railway, Windsor, 
Ont., and the Great Lakes Transit Corporation, and also the 
establishment of differential lake-rail rates, eastbound, from 
Chicago, Ill., and other points to eastern territory, via the same 
route.” 

Continuing the association said, “that the inauguration of 
the proposed steamship service, the restoration of westbound 
differential rail-lake rates, and the establishment of differen- 
tial lake-rail rates eastbound will be of material benefit to the 
receivers and shippers of freight in the Chicago district.” 


CHARTER OF LINES 


Maritime Commission June 15 opened the following bids for 
the charter for one year of the government-owned steamship 
lines which are operated for the commission’s account by man- 
aging agents: 





America France Line: Six vessels. Total D. W. T. 49,823. 
Amount bid per D.W.T. Total amount 


Bidder per month for year 
Cosmopolitan Shipping Co., Inc., New 
York City (present operator) ....... $ .25 $ 149,469.00 


American Republics Line: Ten vessels. Total D. W. T. 82,847. 
Amount bid per D.W.T. Total amount 


Bidder per month for year 
C. H. Sprague & Son, Inc., Boston, Mass. 

tr NOOO) . ones nsisevinevaaeec $ .0713 $ 69,683.89 
Boston-South American Lines, Boston $1.50 $1,491,246.00 
America’s Line, New York City ........ $ .005 $ 4,970.82 
Export Steamship Corporation, New York 

DCN ERE tcc hach oaks ORS Who ee cee $ .175 $ 173,978.70 


American Hampton Roads Line—Yankee Line, and Oriole Lines: 
Nine vessels. Total D. W. T. 77,409. 


Amount bid per D.W.T. Total amount 


Bidder per month for year 
Southgate-Nelson Corp., Norfolk, Va. 
0 Ee $ .0208 $ 19,321.29 


American Pioneer Line: Twelve vessels. Total D. W. T. 109,389. 
Amount bid per D.W.T. Total amount 


Bidder per month for year 
Roosevelt Steamship Corp., New York City 

SONNE ENNOED ook cucees casas ess $ .25 $ 328,167.00 
John E, Brennan, Los Angeles, Calif. ...$ .275 $ 360,983.00 


The merchant marine act requires the commission to ter- 
minate the existing agency agreements by June 29 and, in its 
discretion, to offer such lines for either charter or sale, al- 
though the present operators will be permitted to complete 
under existing agreements all voyages which are begun prior 
to this expiration date. 


The commission previously announced that it would con- 
sider application from the successful bidders for an operating 
differential subsidy for the chartered lines. Under this plan, 
the commission may pay to the charter operators amounts not 
exceeding the difference between the domestic and foreign cost 
of operating their ships, as provided by the merchant marine act. 

The government-owned lines, which employ 37 ships on 
trade routes extending to all parts of the world, are as follows: 


America France Line—operated by Cosmopolitan Shipping Co., 
Inc., of New York. Serves United States Atlantic ports north of Cape 
Hatteras (with the privilege of calling at Halifax, N. S., and St. Johns, 
N. B.) and French Atlantic and Channel ports. 

American Republics Line—operated by C. H. Sprague & Son, Inc., 
of Boston. Serves United States North Atlantic and South Atlantic 
ports and ports on the east coast of South America south of and in- 
cluding Para, Brazil. 

American Hampton Roads Line—Yankee Line, and Oriole Lines— 
operated by Southgate-Nelson Corporation of Norfolk, Va. American 
Hampton Roads Line serves United States ports north of Cape Hatteras 
(with the privilege of calling at St. Johns, N. B., and Halifax, N. S.) 
and ports on the east coast of the United Kingdom (except between 
New York and London). The Yankee Line serves Philadelphia and 
North Atlantic ports (excluding New York) and German ports with the 
privilege of calling at St. Johns, N. B., and Halifax, N. S. The Oriole 
Line serves United States Atlantic ports north of Cape Hatteras (with 
the privilege of calling at St. Johns, N. B., and Halifax, N. S.) and 
west coast United Kingdom and Irish ports. 

American Pioneer Line—operated by Roosevelt Steamship Co., 
Inc., of New York in three services, Indian, Australian and the Far 
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East. The Indian service employs five vessels between United States 
Atlantic and Gulf ports via the Suez Canal and ports in the Red Sea, 
India, and Ceylon in the Karachi-Calcutta range, with the privilege of 
calling at ports at Burma and North Atlantic Canadian ports. The 
Australian service employs four vessels between United States Atlantic 
and Gulf ports via the Panama Canal and ports in Australia with the 
option of calling at-ports in New Zealand and Tasmania and other ports 
en route, with the privilege of calling at North Atlantic Canadian ports, 
The Far East Service employs three vessels between United States At- 
lantic ports via Panama Canal and ports in Hawaii, Philippine Islands, 
China, Japan and other Far East ports, with the privilege of calling at 
North Atlantic ports in Canada. 





SHIPS FOR MERCHANT MARINE 


Details of the proposal authorizing the Maritime Commis- 
sion to initiate a shipbuilding program for the American mer- 
chant marine (see Traffic World, June 12), are revealed in a 
letter submitted to the President by D. W. Bell, Acting Director 
of the Budget, which, in turn, was sent to Congress by the 
President, with his approval. 

It is revealed in this letter that it is proposed to enable 
the Maritime Commission to employ persons for special services 
without regard to limitations of law with respect to salaries 
of government officials. The Comptroller General’s office re- 
cently ruled that experts hired by the commission would have 
to be paid not more than the maximum allowed by law. The 
estimate of appropriation and explanation made thereof by Mr, 
Bell in his letter follows: 


Construction fund, United States Maritime Commission, Act of 
June 29, 1936, revolving fund.—For an additional amount to be added 
to the construction fund (revolving fund) established and made 
available to the United States Maritime Commission by Section 206 
of the Merchant Marine Act, 1936 (49 Stat. 1987), to carry out the pro- 
visions of said act, $10,000,000, of which amount not to exceed $75,000 
may be expended for the employment on a contract or fee basis of 
persons, firms, and corporations for the performance of special services, 
including legal services, deemed necessary by the Commission, without 
regard to section 3709 of the Revised Statutes (41 U. S. C. 5), and thé 
Commission is authorized to enter into contract or contracts for the 
purpose of carrying out the provisions of said act in an additional 
amount not to exceed $150,000,000 (Act June 29, 1936, 49 Stat., 1985- 
2017). 

On April 15, 1937, the Senate confirmed the appointment of the 
members of the United States Maritime Commission. Immediately 
thereafter, the Commission made a survey of all available information 
relative to the present condition of the American merchant marine 
as required by section 210 of the merchant marine act of June 29, 
1936. This survey, according to information submitted by the Com- 
mission, shows the need of constructing a considerable number of 
ships, some to replace those which have been kept in service beyond 
their useful life and others for operations essential to a well-rounded 
merchant marine. 

The program adopted by the Commission will require an expendi- 
ture of $79,000,000 for construction in the fiscal year 1938, of which 
amount $69,000,000 will be available from funds now in the construc- 
tion fund or to be collected and credited to the fund during the fiscal 
year. An appropriation of $10,000,000 will, therefore, be needed to 
meet the expenditure requirements for 1938. In order to provide for 
an orderly construction program, the Commission should be _ per- 
mitted to incur additional contract authorizations of $150,000,000. 

Authority should also be provided for an expenditure of not to 
exceed $75,000 for the employment of persons, firms, and others to 
perform special services, without regard to the provisions of current 
laws applicable to the employment and compensation of officers and 
employes of the United States. This will enable the Commission to 
employ persons with special qualifications needed to advise and assist 
in the inauguration of new policies and to obtain a current audit 
and appraisal of all property under its jurisdiction. 

This estimate is required to meet a contingency which has arisen 
since the transmission of the budget for the fiscal year 1938, and its 
approval is recommended. 


SALE OF VESSELS 


The Maritime Commission has announced that bidding on 
the vessel Kittery, which is one of the 28 ships in its laid-up 
fleet which are being offered for sale on July 8, will be re- 
stricted to American citizens. The commission’s action, it was 
explained, was taken because the vessel which was seized by 
the United States from Germany at the outbreak of the war, 
and was subsequently used as a transport, was among the ships 
covered by the Washington and London naval treaties, and 
could not be sold abroad under the terms of these treaties. 
The Kittery, a vessel of 1,564 tons, was built in 1905 and is now 
tied up in the James River, Va. 

Bidding on the remaining 27 vessels will be open to all 
and the commission has stated that their transfer to foreign 
registry will be approved, providing the transfer is made ef- 
fective within six months from the date of the award. 

All the ships included in the sale are considered by the 
commission not to have a military and commercial value suf- 
ficient to warrant their further preservation. 





Ju 


(D: 


—--o 


—_—a Se ee Oe oo = “tS 


-s 





, No. 25 





pd States 
Red Sea, 
ivilege of 
rts. The 
; Atlantic 
with the 
her ports 
ian ports, 
states At- 
> Islands, 
calling at 


= 
4, 


Sommis- 
an mer- 
led ina 
Director 
_ by the 


» enable 
services 
salaries 
ffice re- 
ild have 


Act of 
be added 
nd made 
ction 206 
the pro- 
d $75,000 
basis of 
services, 
, without 
, and the 
s for the 
idditional 
at., 1985- 


it of the 
mediately 
formation 
it marine 
June 29, 
the Com- 
umber of 
e beyond 
l-rounded 


expendi- 
of which 
construc- 
the fiscal 
leeded to 
‘ovide for 
be per- 
10,000. 
of not to 
others to 
f current 
icers and 
lission to 
ind assist 
ent audit 


las arisen 
3, and its 


dding on 
s laid-up 
ll be re- 
n, it was 
seized by 
the war, 
the ships 
ties, and 
treaties. 
id is now 


2n to all 
> foreign 
made ef- 
rd. 

i by the 
alue suf- 








June 19, 1937 





° e e ¢ 
Shipping Decisions 
Cases Recently Decided by State and Federal Courts 
(Digests taken from Reporters and Digests of National Reporter System, 


published by West Publishing Co., St. Paul, Minn. Copyright, 
1937, by West Publishing Co.) 





1O-rOer 


(District Court, D. Maryland.) Words, ‘‘as customary,” in 
provision of charter party that vessel should be discharged as 
customary with all dispatch for steamers, relate not only to 
method but also to time of unloading. (The S. S. Hartismere, 
18 Fed. Sup. 767.) 

Custom which is not negligent may often justify a given 
course of conduct, but no custom will justify an unreasonable 
practice, and what usually is done may be evidence of what 
ought to be done, but what ought to be done is fixed by stand- 
ard of reasonableness, whether it usually is complied with or 
not.—Ibid. 

Custom relied on by charterers and purchasers of cargo 
of sugar, in libel for demurrage, that standard for discharge 
was 700 tons per weather working day held unreasonable, even 
though custom had never been in litigation before, and was 
old along entire Atlantic seaboard, where custom at port was 
confined virtually to purchaser’s plant, since current condi- 
tions require more expeditious stevedoring.—Ibid. 

Evidence held to establish that cargo of 8,400 tons of sugar 
could have been unloaded in about half of time consumed, so 
that liability, if any, for demurrage for consuming approxi- 
mately nine full working days in unloading was on purchaser 
of cargo, which had right, under the terms of purchase, to 
control, and did control, place and character of unloading.-— 
Ibid. 

Libelants held not entitled to recover from purchaser of 
cargo of sugar for demurrage for unreasonable time consumed 
in unloading, in absence of proving actual damage, under char- 
ter party provision referring to penalty for nonperformance, 
since ‘“nonperformance” meant total failure to perform, that 
is, failure even to begin.—Ibid. 

Libelant held not entitled to recover from purchaser of 
cargo of sugar for demurrage for unreasonable time consumed 
in unloading, even if stipulated rate of demurrage in charter 
party with respect to loading also referred to unloading, where 
vessel actually started loading at another port on lay day 
named in subsequent charter party, since detention caused no 
actual loss.—Ibid. 

Where charter party did not provide for wharfage, but 
purchaser of cargo consumed unreasonable length of time in 
unloading and charged wharfage for ten running days to mas- 
ter of vessel which could have been discharged in four and 
one-half or five and one-half working days or seven running 
days, master was entitled to recover from purchaser, charge 
for three extra days.—lIbid. 

Liability for wharfage which was not provided for in char- 
ter party depended on whether vessel was, in fact, held an 
unreasonable length of time.—lIbid. 


U.S. BARGES ON SAVANNAH RIVER 


The Traffic World Washington Bureau 


By unanimous consent the Senate briefly considered and 
passed H. R. 4213, authorizing the Secretary of War to extend 
the services of the Inland Waterways Corporation, the govern- 
ment barge line agency, to the Savannah River, June 14. The 
measure was sent to the President. Approval by him of the bill 
was expected as the measure had been approved by the Secre- 
tary of War and the Bureau of the Budget acting for the 
President. 

The measure was passed by the House after a hearing 
before a subcommittee of the House committee on interstate 
and foreign commerce at which none appeared in opposition. 

The railroads opposed the bill at the hearing before the 
Senate commerce committee but the committee favorably 
reported it. 

Chairman Copeland, of the commerce committee, in ex- 
plaining to the Senate the purpose of the bill, said it was 
“quite probable that in the very near future the Inland Water- 
ways Corporation will cease operations on the lower Mississippi 
River because private parties are operating there.” 

_ Senator Vandenberg, of Michigan, said there was rapidly 
arising a fundamental question regarding the operation of the 
Inland Waterways Corporation and added: 


I agree with the senators from Georgia that, so long as the act 
Stands as it now stands, the Savannah River is entitled to the facilities 
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which are contemplated by this particular bill. But two things are 
perfectly obvious, and I wish to call attention to them before this bill 
shall be passed. 

First, it is perfectly obvious that the Inland Waterways Corpora- 
tion is frequently operating its facilities long after the statutory pur- 
pose of the act has been accomplished. Second, the question has arisen 
as to whether or not the government owes transportation facilities to 
every stream which it makes navigable. There is approaching a sub- 
stantial demand for the facilities of the Inland Waterways Corporation 
on many rivers in many other sections of the country. The net result 
of the whole situation, as I see it, is that the Inland Waterways Cor- 
poration act ought to be surveyed and studied by the Senate commerce 
committee with a view to these new considerations; and as soon as the 
able senior Senator from Missouri (Mr. Clark) returns, he sharing my 
interest in this matter, we shall undertake to bring it constructively 
to the attention of the Senate. 

In the meantime, I have no objection to the passage of the pending 
bill. 





SURPLUS SHIP PROPERTY 


The Maritime Commission has announced it will sell under 
competitive bidding all its surplus property now stored in the 
commission’s warehouses at Hoboken, N. J.; Norfolk, Va.; and 
New Orleans, La. Bids for the property in the Hoboken ware- 
house, which is located on Pier 4, were to be opened June 18 
in the New York offices of the commission at 45 Broadway. 
The Norfolk and New Orleans property will be sold within the 
next ten days, although the sale dates have not been definitely 
fixed. 

The commission’s surplus property consists of ship equip- 
ment, radio, and repair material, navigation gear and instru- 
ments, watches, clocks, telescopes and miscellaneous items. 
Most of the property offered was removed from government- 
owned ships when they were laid up several years ago. 


WATER RATES ON CRUSHED STONE 


The Maritime Commission, June 15, declined to suspend 
proposed increased rates on crushed stone, N. O. S., in sacks 
from Atlantic to Pacific coast ports, as provided in item 3100 
on first amended page 254 in Jos. A. Wells, tariff SB-I 6 filed 
to become effective June 15. Protest was filed by The Flint- 
kote Company, Pioneer Division of Los Angeles, Calif. 














COMMODITY RATES ARGUMENT 


The Maritime Commission will hear argument in No. 438, 
Commodity Rates Between Atlantic Ports and Gulf Ports in 
the offices of the Interstate Commerce Commission at 10 o’clock 
a. m., June 22. In this case the Maritime Commission sus- 
pended, pending an investigation as to their lawfulness, pro- 
posed increased rates on various commodities, filed to become 
effective May 1, by carriers in the Gulf and north Atlantic 
coastwise trade. Hearing was held in New Orleans, La., 
May 24. 


MARITIME HEARINGS 


The Maritime Commission has assigned for hearing No. 430, 
Beacon Truck Wrecking Co. vs. Gulf Pacific Line and Lucken- 
bach Gulf Steamship Co., Inc.; No. 338, Ames Harris Neville 
Co. et al. vs. American-Hawaiian Steamship Company et al.; 
No. 433, San Francisco Milling Co., Ltd. vs. Pacific-Atlantic 
Steamship Company; No. 102, Armstrong Cork Company et al. 
vs. American-Hawaiian Steamship Company et al.; and No. 
436, Dant & Russell, Inc. vs. American-Hawaiian Steamship 
Company et al., as follows, beginning at 10 o’clock a. m., city 
time, before Examiner F. J. Horan: No. 430, Los Angeles, 
July 6; No. 338, (further hearing) San Francisco, July 8; No. 
433, San Francisco, July 12; No. 102, San Francisco, July 13, 
and No. 436, Portland, Ore., July 15. Notice of hearing rooms 
will be given later. A proposed report will be issued in each 
case. 


A. & D. REPARATION BRIEFS 


The Maritime Commission has extended to on or before 
July 1 the time for filing briefs in the assembling and distribu- 
tion charges cases, dockets Nos. 184, 372, 392, 266 and 222, 
and related cases. 


OPERATING SUBSIDY AGREEMENT 


The Maritime Commission has prepared the text of the 
agreement which shipping operators obtaining the ship operat- 
ing subsidy provided by the merchant marine act, 1936, must 
sign. The agreement embodies the substance of the require- 
ments of the act. It is to cover the period of six months 
beginning June 30, when the present ocean mail subsidy con- 
tracts will be terminated. The agreement in each case may be 
extended beyond the period indicated. 
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Questions and Answers 


N this column will be answered questions of both legal and practical 


nature that confront persons dealing with traffic. A specialist on inter- 
state commerce law, who is a member of our special service department, 
will give his opinion in answer to any simple question relating to the law 
of interstate transportation of freight. The same man, with long experience 
and wide knowledge, will answer questions relating to practical traffic prob- 
lems. We do not desire to take the place of the traffic man but to help him 
in his work. 

The right is reserved to refuse to answer in this column any question, 
legal or traffic, that it may appear to us unwise to answer or that involves a 
situation too complex for the kind of investigation herein contemplated. If a 
more comprehensive answer to a question is desired than is thought proper for 
this column, the department will answer it by letter for a reasonable charge. 


No attention will be paid to anonymous communications or questions 
from nonsubscribers. 


Address Questions and Answers Department, 
Traffic Service Corporation, Earle Building, Washington, D. C. 


OOO OOOO OO OOo Oe Pere Oe oe Pre BH BO OOO OHO nee OO OO OOO OOO 


Shipping—Damages—Measure of 


Oregon.—Question: A purchaser buys goods from an east- 
ern house and the goods are shipped by the X Steamship Com- 
pany. The particular merchandise purchased was _ hosiery. 
When the package supposed to contain the hose was delivered 
at A’s store and opened not a single pair was in the box. Lia- 
bility is conceded by the steamship company but the replace- 
ment value of the order is now considerably more than the in- 
voice value. Are we not in law entitled to recover the replace- 
ment value although the bill of lading recites that the shipper’s 
liability is limited to the invoice value plus freight and insur- 
ance? 

I will thank you for any authorities you may have on this 
point. 

Answer: In a libel on a contract of affreightment, to re- 
cover for damages to the cargo, the object of the law is to make 
the parties as nearly whole as possible for the damages sus- 
tained by reason of the breach of contract. 

When the loss of or injury to cargo occurs at the place 
where it is laden, and before the voyage begins, the carrier is 
liable for its value at such port, in the absence of special cir- 
cumstances making him liable for the value at the port of 
delivery; and, although it is held that the ordinary measure 
of damages for the breach of a contract of affreightment, where 
the goods have been unlawfully disposed of at an intermediate 
port, is their prime cost, with interest, and charges of shipment 
and transportation (The Harriet, 11 Fed. Cas. No. 6094; King 
vs. Sheperd, 14 Fed. Cas. No. 7804; O’Connell vs. The Tally Ho, 
18 Fed. Cas. No. 10418; The Julia Smith, 13 Fed. Cas. No. 7136; 
H. Liebes & Co. vs. C. Klengenberg, 23 Fed. (2d) 611), the 
general rule is, in the absence of special circumstances, such 
as misconduct on the part of the carrier (The Olympis, 156 
Fed. 252; The Joseph Oteri, Jr., 66 Fed. 581), or the impossi- 
bility of showing the value of the cargo at the port of delivery 
(Northern Commercial Co. vs. Lindblom, 162 Fed. 250; The 
Protection, 102 Fed. 516), that where the loss occurred after 
leaving the place of shipment the damages are to be estimated 
as of the port of delivery (The Emily Carney, 5 Kan. 645; 
United States Shipping Board, E. F. vs. Rosenberg Bros. S. Co., 
12 Fed. (2d) 721; The Carbo Villano, 14 Fed. (2d) 978), and 
the measure is the market value (The Arctic Bird, 109 Fed. 167; 
the Capitaine Faure, 1 Fed. (2d) 406; Middleton vs. United 
States, 286 Fed. 548), at the port of destination, at the time 
they should have been delivered (The Oneida, 128 Fed. 687; 
The Artic Bird, 109 Fed. 167; St. Johns N. F. Shipping Corp. 
vs. Companhia Geral, etc., 263 U. S. 119, 44 S. Ct. 30), with 
interest from the time delivery should have been made (The 
Arctic Bird, 109 Fed. 167; United States W. F. Co. vs. La. 
Com. Gen. Transatlantique, 271 Fed. 184), and in the absence 
of proof of such value, it will be presumed to have been their 
value at point of shipment, with the freight added (The Arctic 
Bird, 109 Fed. 167); and if the goods are merely injured on 
shipboard the measure of damages is the difference between 
their value in their damaged state and their value at the port 
of destination if they have been delivered in good order (The 
Berengere, 155 Fed. 439; The Niagara, 18 Fed. Cas. No. 10221; 
The Augusto, 29 Fed. 334; The Bencleuch, 3 Fed. (2d) 824; The 
Buckleigh, 3 Fed. (2d) 829), with interest from the time of 
delivery and other items of expenditure made necessary by 
reason of the damage. (The Berengere, 155 Fed. 439; The 
Bencleuch, 3 Fed. (2d) 824). 

In St. Johns N. F. Shipping Corp vs. Companhia Geral, etc., 
263 U. S. 119, 44 S. Ct. 30, the Supreme Court said: 


Generally, the measure of damages for loss of goods by a carrier 
when liable therefor is their value at the destination to which it 
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undertook to carry them. Lawrence vs. Minturn, 17 How. 100, 111; 
Mobile & Montgomery Ry. Co. vs. Jury, 111 U. S. 584, 586, 4 S. Ct. 
566; New York, L. E. & W. R. R. Co. vs. Estill, 147 U. S. 584, 596; 


Chicago, M. & St. P. R. Co. vs. McCaull-Dinsmore Co., 253 U. §&. 
97, 100; 40 S. Ct. 504; Royal Exchange Shipping Co. vs. Dixon, 12 
A. C. (1887) 11; The Tarnia, 278 Fed. 459; Hutchinson on Carriers, 
Vol. 3, sec. 1316; Carver on Carriage of Goods by Sea, 6th Ed., Sec- 
tion 287. 


In the Ansaldo San Giorgio I, 73 Fed. (2d) 41, it was held 
that a common carrier’s liability for negligent loss of or in- 
jury to goods in transit is measured by the market value there- 
of at destination in condition in which they should have arrived 
on date when they sould have been delivered, in absence of 
valid contrary stipulation, that a carrier cannot limit its lia- 
bility for negligence to the stipulated value of goods lost or 
injured in transit, unless it offers the shipper a choice between 
limited and unlimited liability at alternative rates. The court 
held that the clause in the bill of lading that claims for damage 
to cargo in transit shall be adjusted on the basis of the invoice 
value of the entire shipment held invalid as exempting carrier 
from liability for loss resulting from its negligence if the market 
value of the goods delivered exceeds invoice value of the entire 
shipment plus freight. 

However, in The Asuarca, 13 Fed. (2d) 222, decided by the 
District Court, Southern District, New York, it was held that 
under a bill of lading provision similar to that set forth by 
you the measure of damages for goods lost or damaged should 
be their value at place of shipment, the shipper being entitled 
to recover the invoice value of the damaged goods plus the 
freight paid thereon. 

See, also A. C. Lawrence Leather Co. vs. Compagne Gen- 
eral Transatlantique, 18 Fed. (2d) 930; The Merauke, 26 Fed. 
(2d) 836; Anchor Line vs. Jackson, 9 Fed. (2d) 543, in which 
damages were allowed on basis of the invoice value, under bill 
of lading provisions so providing. 

Rates—Refusal of Carrier to Establish Joint Rates Resulting in 


Restricting Markets 


Utah.—Question: Will you please advise whether there 
are any decisions of the Interstate Commerce Commission 
whereby carriers can be forced to establish a joint through rate 
under the following circumstances? 


Two manufacturers are selling the same product in inter- 
state commerce, both shipping a distance of approximately 
eight hundred to one thousand miles. Manufacturer Smith is 
located on the ABC Railroad and XYZ Railroad, and can, there- 
fore, reach all points of destination on both those railroads in 
a certain state under the single line commodity rate of 40c per 
ewt., which is blanketed over a considerable area, also in con- 
nection with several “other railroads.” 


Manufacturer Jones is located exclusively on the ABC Rail- 
road and can compete on an equality with Smith at points of 
destination in this same state on the ABC Railroad and at 
points on the same “other railroads’ mentioned above with 
whom ABC Railroad has joint rates. However, ABC and XYZ 
refuse to join with each other in a through joint commodity 
rate to points of destination on the XYZ Railroad, even though 
Jones is willing to pay an additional few cents over the blank- 
eted rate of 40c by reason of the two-line haul. Manufacturer 
Jones is therefore at a considerable disadvantage selling at 
points on XYZ Railroad as he is forced to pay local charges 
of from 14c to 18c for the XYZ Railroad haul over and above 
this 40c rate to some nearby point on ABC Railroad. Cus- 
tomer of Manufacturer Jones has various branch houses located 
on both railroads in this state and demands that Jones serve 
all such branch houses no matter whether on ABC or XYZ, 
consequently he is under considerable handicap doing business 
in this territory in comparison with Smith, who can ship to all 
points on the 40c rate. 


Under such circumstances, cannot carriers be forced to 
establish through rate applicable via ABC-XYZ, especially when 
they have each established through rate of 40c in connection 
with other railroads but not in connection with each other? 

Would very much appreciate reference to any decisions 
bearing on this question. 

Answer: The Commission has held that a carrier has no 
right, by refusing through routes and joint rates, to restrict 
the markets from which shippers on its line must purchase, 
or the teritory to which industries on its line must sell, or in 
any other way to restrict fair competition. Lumber to Chicago, 
M. & St. P. Ry. Stations, 38 I. C. C. 587, 589. It is‘ also held 
that a carrier should not be permitted to retain to itself the 
lumber market at points on its line for the benefit of produc- 
ing points on its line to the exclusion of producing points on 
other lines. Lumber Rates, Texas, etc., to Oklahoma and Mis- 
souri, 28 I. C. C. 471, 474; Eastern Oregon Lumber Producers’ 
Association vs. Chicago, B. & Q. R. Co., 39 I. C. C. 316; Willa- 
mette Valley Lumbermen’s Association vs. So. Pac. Co., 51 
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I. C. C. 250; Old Ben Coal Corp. vs. Cleveland, C. C. & St. L. 
Ry., 115 I. C. C. 84. 

In White Eagle Oil & Refining Co. vs. Atchison, T. & S. F. 
Ry. Co., 122 I. C. C. 223, the Commission stated that it has 
long been well established that no carrier has the right to so 
adjust rates on its own line as unduly to prejudice shippers 
on other lines, or to deprive such shippers of reasonable and 
just rates, merely through a desire to serve shippers on its 
own line. 

Based on the statements made in your letter, it would 
appear that manufacturer Jones is entitled to joint rates to 
destinations located on XYZ Railroad. 


Tariff Interpretation—Application of Less-Carload Emergency 
Charges 


Massachusetts.—Question: Will you kindly favor us with 
your opinion in regard to the following: 

Shipments moving between points A and B are subject to 
tariffs providing for the application of the through rate or the 
combination of other rates when such combination makes a 
lower total charge. Under this basis the through 3d class rate 
is lower than the combination of two rates whereas the 1st class 
rate is lower under the combination rate. 

On a recent shipment of a 3d class commodity the through 
rate was used correctly but the emergency charge used was 
based on the through Ist class rate. 

It is our contention that we are entitled to the lowest 3d 
class rate, which in this instance is the through rate, and that 
the emergency charge should be based on the Ist class rate 
made up of a combination of locals which make a lower through 
first class rate than the published through joint rate. To the 
contrary the carrier contends that the emergency charge must 
be based on the same factors that are used in determining the 
third class rate and decline to reimburse us for the difference. 

In support of our contention we insist that under the tariff 
rules the only legal first class rate is that made up of the com- 
bination of two factors. Possibly the following will make the 
situation clearer: 

The through class rates from Syracuse to Bangor as pub- 
lished in Agent Curlett’s I. C. C. A-341 and the combination 
based on the class rates to and from Brunswick, Maine, as 


published in Agent Curlett’s I. C. C. A-341 and Me. CI. C. C. 
C-4448. 


Syracuse to Bangor—W. S. Curlett’s I. C. C. A-341 


1 2 3 R-26 4 5 6 
122 104 85 67 61 43 34 
Syracuse to Brunswick—W. S. Curlett’s I. C. C. A-341 
108 92 76 59 54 38 30 
Brunswick to Bangor—Me. C. I. C. C. C-4448 
11% 11% 91% T% 7 6 3% 
119% 103% 8514 6614 61 44 331% 


Item 415 of Agent Curlett’s tariff provides that in no case 
shall the through rate exceed the aggregate of intermediates. 


Therefore, the only legal class rate in effect between Syracuse 
and Bangor are as follows: 


119% 103% 85 66% 61 43 33% 


In part 2 on page 3 of Agent Curlett’s I. C. C. A-464 it is 
provided that where first class rate is over $1.16, but not over 
$1.20, the emergency charge on LCL traffic will be 7c per 100 
pounds; therefore, as the first class rate from Syracuse to 
Bangor is $1.19% and the third class rate is 85c, the correct 
rate to apply on G. S. Sheep Pelts when the shipments in ques- 
tion moved was 85c plus 7c emergency charge. 

We await with interest your ideas. 

Answer: In Note 1, Part 2 of the Tariff of Emergency 
Charges it is stated that the first class rates referred to in 
Tables 1, 2 and 3, shown on pages 3 and 4 of the tariff, are the 
through single factor first class rates from origin to destination; 
that where there are no through single factor first class rates, 
Item 25, paragraph (c) is to be applied. 

It seems apparent that the basis provided in Table 1 of 
Part 2 can not be used in connection with a first class rate 
based on combination in view of the terms stated in Note 1; 
that therefore, if the basis provided in Table 1 of Part 2 is to be 


used that the through single factor first class rate of $1.22 
must be used. 


Tariff Interpretation—Application of Emergency Charge on 
Carload Shipment from Intermediate Point Where Rate 
from More Distant Point Established to Meet Motor 
Truck Competition 


_ Indiana.—Question: There is an all commodities carload 
interstate rate in effect from A to C, established to meet motor 
truck competition. The intermediate application provision of 
the tariff makes the rate applicable from B, and intermediate 
point. From A to C, a less than carload shipment was subject 



























































































to an emergency charge, while from B, the intermediate point, 
it was not. 

Is a carload shipment assessed this rate from the inter- 
mediate point B subject to the emergency charge? We will 
greatly appreciate an expression of your opinion. 

Answer: Item 5 of the Tariff of Emergency Charges pro- 
vides that no emergency charge will be assessed in connection 
with carload rates established to meet truck or water competi- 
tion (and so indicated in tariffs) if no emergency charge would 
be applied under Tables 1, 2 or 3 of Part 2 on less-than-carload 
shipments between the same points. 

While you state that from B, the intermediate point, to C 
no emergency charge is assessible on less-than-carload ship- 
ments, it is a condition precedent, under Item 5, to the non- 
application of an emergency charge in connection with a car- 
load rate that the carload rate be established to meet truck or 
water competition, and that it be so indicated in the tariff. 
Unless this condition is met in the case of the carload rate from 
B to C, which apparently is not the case, an emergency charge 
must be assessed. 


Motor Carrier Act—Application of to Rail Collection and 
Delivery Services 


New York.—Question: Is it mandatory for a local cartage 
company handling shipments in interstate commerce, that is, to 
and from freight stations of interstate carriers, to apply for a 
permit or a certificate and to file its rates and charges with the 
Interstate Commerce Commission? 

Answer: Section 203 (21) (b) (8) of the Motor Carrier 
Act 1935 provides that the transportation of * * * property 
in interstate commerce wholly within a municipality or between 
contiguous municipalities or within a zone adjacent to and 
commercially a part of any such municipality or municipalities, 
except when such transportation is under a common control, 
management, or arrangement for a continuous carriage or ship- 
ment to or from a point without such municipality, municipali- 
ties, or zone * * *. 

It is our opinion that the performance of collection and 
delivery service in connection with shipments moving in inter- 
state commerce necessitates the application for a permit or 
certificate of public convenience and necessity, and requires the 
filing of rates with the Commission to cover such services, if 
the carrier is operating as a common carrier; if the carrier is 
operating as a contract carrier the terms of the contract should 
be reduced to writing and signed by both parties in accordance 
with the Commission’s announcement to this effect. 


Demurrage—Computation of Time on Empty Cars Placed on 
Orders But Not Used in Transportation Service 


Ohio.—Question: We have been assessed demurrage under 
Rule 6, Section B—cars placed empty for loading on other than 
public delivery tracks. 

The cars in question were held on our track 27 hours from 
the time of placement until they were released empty, Sunday 
or holiday not included. 

Do we owe 2 days’ demurrage as assessed by Railroad 
“A” or only one day as we claim? Cars were held only 
1 full 24-hour period. We base our authority on the “Note” 
as shown under the above rule. 

Answer: Under the provisions of Rule 3 of the National 
Car Demurrage Rules, Sundays and holidays are non-charge- 
able days to be excluded when computing demurrage charges, 
no mention being made in Rule 2 of Sundays and holidays. 

It therefore appears that the phase, “With no free time 
allowance,” as used in section B of Rule 6, does not refer to 
Sundays and holidays, and that, therefore, in computing demur- 
rage charges on cars placed on orders but not used in transpor- 
tation service, Sundays and holidays are to be excluded. 

The note in section B of Rule 6 of the Demurrage Tariff 
provides that in the application of this section the demurrage 
day consists of a 24-hour period computed from the hour of 
actual or constructive placement of the car. Under this note 
2 days’ demurrage charges are assessible on the cars in ques- 
tion, as demurrage charges are assessible under the provisions 
of Rule 7 for each day or fraction of a day. 


Tariff Interpretation—Application of Rules 24 and 34 of 
Classification to Same Shipment 


Georgia.—Question: Rules 24 and 34 of Consolidated 
Freight Classification No. 11, Trunk Line Freight Tariff 44-E, 
I. C. C. A-508, Item 1640 provides a sixth class rating on Textile 
Machinery, with a minimum weight of 20,000 pounds, sub- 
ject to Rules 34 and 24 (Except paragraph 1 of Section 1 and 
Section 5). 

We are having considerable difficulty in applying these two 
rules together, and would appreciate your aid in clarifying their 
application. The rate isn’t questioned. 

Mr. X shipped two carloads of textile machinery rated by 
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use of this item. He ordered two 36-foot cars, and was fur- 
nished two 40-foot cars for carrier’s convenience. 

He loaded one car full (18,000 pounds) and loaded the 
balance (10,000 pounds) in the other car. What is the correct 
weight to be charged for on this movement? I have shown 
below the different weights suggested as being correct: 


1. First car 22,400 pounds; second car 10,000 pounds. (This allows 
shipper privilege of overflow car per Rule 24, and increased the mini- 
mum weight of first car (40 ft. car fully loaded) per Rule 34. 

2. First car 20,000 pounds; second car 10,000 pounds. (This allows 
shipper privilege of overflow car per Rule 24, but only charges mini- 
mum weight for 36 ft. car ordered on first car.) 

3. First car 22,400 pounds; second car 20,000 pounds. (This is based 
on the fact that shipper ordered two specific sized cars for movement 
and as Rule 24 does not specifically authorize shipper to order two 
cars, charges must be assessed on basis of two carload shipments.) 

4. First car 20,000 pounds; second car 20,000 pounds. (Same as 
No. 3, except that first car is only charged for at minimum weight 
of 36 ft. car ordered.) 


Which of these is the correct basis for weight, and if none 
of them are correct, please advise what is the correct basis? 

If the shipper contends that these textile machines were in 
boxes 8% feet long and he could load only four of them in the 
40-foot car, using 34 feet of the loading space of the 40-foot 
car but still having the car loaded as heavily as loading condi- 
tions will permit, what will be the correct weight for assessing 
charges ? 

Answer: If both rules 24 and 34 may be applied to the 
same shipment, the views in paragraph 1, as to the manner of 
applying the two rules seem to be the more logical. However, 
we do not see how both rules 24 and 34 can be applied to the 
same shipment, for they relate to entirely different classes of 
freight, as the Commission shows in its decision in Dallas 
Transfer Co. vs. Southern Pac. Co., 165 I. C. C. 475. Rule 34 
governs light and bulky freight, the minimum weight of which 
is 30,000 pounds or less, except in a few instances, while rule 
24 applies in connection with articles for which the minimum 
weight is 30,000 pounds and over. 


Furthermore, while under rule 34 a shipper has the right 
to order a car of a specified length, under rule 24 there is no 
right to order cars of a specified length. 


Had the shipper in the instant case loaded and tendered 
the shipment in accordance with the provisions of rule 24, 
without specifying the length of car, it might be contended that 
the carrier would have been required to protect charges arrived 
at in accordance therewith, namely, the actual weight loaded in 
one car, subject to a minimum weight of 20,000 pounds, and 
actual weight on the portion loaded in the car containing the 
excess. However, the 20,000 pounds minimum being subject to 
rule 34, it would seem that the length of car furnished should 
determine the minimum weight, and inasmuch as the shipper 
specified the length of car he desired for loading the shipment, 
that charges must be assessed in accordance with the provisions 
of rule 34, namely, actual weight, subject to the minimum 
weight of the large car and the actual weight of the amount 
loaded in the other car. 


Forwarding Companies—Shipments Moving Via Rail Carriers 
Not Subject to Act 


New York.—Question: Kindly advise me on the following: 

A shipper is making L. C. L. shipments daily through the 
facilities of a carloading company from New York to a mid- 
western city and at present enjoys a rate published in tariff 
form by a carloading company which we will designate as 
Carrier A. 

Now, then, Carrier B, also a carloading company, found it 
necessary to raise his rates on the same commodity to the same 
point, assuming that Carrier A would do the same. Finding 
conditions otherwise, Carrier B contends that Carrier A’s rates 
are unlawful, in that they have not been filed with the Inter- 
state Commerce Commission and, of course, the tariff does not 
carry any I. C. C. number. He further contends that this is a 
direct violation of the Motor Carrier Act of 1935. 

It is the contention of Carrier A that inasmuch as the car- 
loading company is not specifically named in the act nor has 
the Interstate Commerce Commission yet determined the status 
of the carloading company as far as the act is concerned, that 
such rates are lawful and need not be filed before being used. 
It is further contended that as the movement is all-rail, except 
where a local truckman makes the pick-up and delivery service, 
that such service does not come under the act. 

Is Carrier A right or is Carrier B, and in what position 
does this place the shipper? 

Answer: In so far as a tariff provides for rates for move- 
ment by motor truck carriers, it is required to be filed with 
the Commission under the provisions of section 217 of the 
Motor Carrier Act. 
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In so far as this tariff publishes rates for movement via 
rail carriers it is not required to be filed with the Interstate 
Commerce Commission, as forwarding companies are not sub- 
ject to the provisions of the Interstate Commerce Act under 
section 1 thereof, as distinguished from the Motor Carrier Act 
of 1935. See in this connection the decision of the Commission 
in Docket 21723, In the Matter of Container Service, 173 I. C. C, 
377, in which case the Commission quoted from its Annual 
Report for 1930, in which report it recommends that the act 
be amended to require the filing with it of schedules of rates 
and charges and in general to provide for the application of 
the provisions of the act to forwarding companies. 


Routing and Misrouting—Conflict Between Rate and Route— 
Duty of Carrier’s Agent to Forward Via Cheapest Route 


INinois.—Question: Following is a problem which presented 
itself a month ago, and we would appreciate your advising us 
if in your opinion we are entitled to reparation. 

One of our stores sent in an order for 50 cases of liquors 
to be shipped via X Trucking Company to A, Nebr., at a rate 
of 65 cents per 100 pounds. Our shipping clerk in making up 
the bill of lading filled in the top line with just the name X, 
not specifying the balance of the name, I. e., * * * Trucking 
Company. He then telephones for the pick-up truck to call for 
the order, but instead of calling the X Trucking Company he 
called the Y Transfer Co. The Y Transfer Company then picked 
up the order and being the agent of the Z R R (as well as other 
rail carriers) in their pick-up and delivery service, turned this 
shipment over to them for delivery to A, Neb. The 50 cases 
were delivered to the consignee in A, and he paid freight charges 
on 2,767 pounds at $1.53 per hundred pounds, representing an 
increase of $24.35 over the charges if the shipment had gone 
via truck line. 

Now when the bill of lading was made up, the truck rate 
of 65 cents was inserted in the rate column and the extension 
of the charges were shown as $17.99. There was no routing 
specified in the space reserved for same, thus it could be 
considered an unrouted shipment. The carrier’s agent did not 
try to ascertain where we arrived at the rate, but just for- 
warded same disregarding our rate entirely. 

In view of the above facts we believe that we are entitled 
to reparation because the commission has repeatedly held that 
it is the duty of the carrier’s agent to make a reasonable effort 
to ascertain whether the rate or route is to be used. How- 
ever, we do not know of an instance involving a truck line and 
will appreciate your comment. 


Answer: In McLean Lumber Company vs. Louisville & N, 
R. Co., 22 I. C. C. 349, the Commission held that an originat- 
ing carrier is under no obligation to deliver shipments to its 
competitor at point of origin, even though that competitor 
participates in a cheaper rate to the destination of a par- 
ticular shipment, as the originating carrier is entitled to a line- 
haul. However, in St. Louis Cooperage Co. vs. Baltimore & 0, 
R. Co., 161 I. C. C. 258, the Commission holds that where there 
is a conflict between the rate inserted in the bill of lading by 
the shipper this fact places upon the agent of the initial carrier 
the duty of obtaining full and definite instructions from the 
shipper and that if this duty is not performed, the initial carrier 
is required to protect the rate in effect over the cheapest route 
affording the initial carrier a line-haul. 


In the instant case, the initial carrier was not obligated 
to deliver the shipments to its competitor at point of origin 
but if it participates in a rate applicable via the route over 
which the shipment moved it must protect the rate applicable 
via the cheaper route. If, however, there is no route to which 
it is a party over which the rate is cheaper than via the route 
over which the shipment moved, charges applicable via the 
latter route must be paid by the shipper. 


It is our opinion that the same principles govern the 
liability of the carrier, whether the movement is via rail or 
motor carrier. 

It is apparent that the proximate cause of the misrouting 
of the shipment covered by your inquiry was the delivery of 
the shipment to the wrong carrier, and if there is no route 
to which the carrier to whom the shipment was delivered is 4 
party which is cheaper than the route over which the ship- 
ment moved, charges applicable via the latter route must be 
paid by the shipper. 


Proof of Loss or Damage 


Nebraska.—Question: We recently received a carload ship- 
ment in which was included a consignment for another con 
signee located in another city beyond the destination of the car. 
This latter consignment was delivered to a truck line at 
the request of the second party and was delivered to the truck 
line in apparent good order. A clear receipt was obtained from 
the motor carrier. After delivery was made at final destina- 
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tion, a considerable amount of concealed damage was discovered 
by the consignee. 

The truck line has agreed to settle the claim jointly with 
the rail carrier but insists that the proper division of the loss 
would be the percentage of the total mileage each haulted it 
between the original point of origin of the carload and the final 
destination of the L. C. L. shipment. The rail carrier had 
declined to enter into any such arrangement, stating that the 
clear receipt given by the truck line to the distributing ware- 
house absolves them from all blame. 

It seems to us that the position taken by the rail carrier 
in this instance is a little bit unfair. Can you cite us any 
decisions bearing on this point? 

Answer: While Section 219 of the Motor Carrier Act 1935 
states that the provisions of Section 20, paragraph 11, of part 1 
of the interstate commerce act shall apply with like force 
and effect to receipts or bills of lading of common carriers by 
motor vehicle, it appears that the rail and truck movement 
were separate and distinct and therefore there is no joint 
liability as between the rail and motor carriers, which, no 
doubt, is the basis of the rail carrier refusal to participate in 
the settlement offered by the motor carrier. 

While from a legal standpoint claims for concealed loss or 
damage are as valid as any other claim; the only difference 
is that in case of concealed loss or damage it is more difficult 
to establish the proof necessary to prosecute the claim. In 
order to recover the value of goods lost or damaged under 
circumstances which bring the case within the category of a 
concealed loss and damage, the plaintiff must prove by a pre- 
ponderance of evidence that the loss or damage occurred while 
the goods were in the carrier’s possession. 

Where goods delivered to a carrier for transportation have 
had a prior transportation, this fact alone will not relieve the 
carrier from liability for the full amount of the damage. 

Necessarily, however, this fact does increase the difficulty 
of showing that the freight at the time it was delivered to the 
carrier for transportation was in good condition, the burden 
of proof of which fact is upon the shipper. This for the reason 
that the shipper does not, owing to the fact that the goods 
have not been unpacked subsequent to their transportation to 
the point of reshipment, have positive knowledge of their condi- 
tion at the time they were delivered to the rail carrier and 
can only show this by evidence as to the condition of the 
packages, etc., and their care after having been delivered by 
the carrier which transported them to the point from which 
they were subsequently reshipped. 

The statement in the bill of lading that goods were received 
in apparent good condition is prima facie evidence only as to 
that fact, and not that the goods were actually in good condi- 
tion at the time they were delivered to the carrier for trans- 
portation. That is, such a satement relates only to external 
conditions, and does not make out a prima facie case against 
the carrier with reference to damage that is not apparent. 
The recital of good condition, or apparently good condition, 
does, however, make out a prima facie case against the carrier 
that the goods were in apparently good condition so far as 
ordinary inspection without opening the package would dis- 
close, the burden of proof being on the carrier to show that 
the goods were not in such apparently good condition when 
received by it for transportation. 


Tariff Interpretation—Application of Basis Provided in 
Drought Relief Tariff to Mixed Carload Shipment 


Minnesota.—Question: Will you kindly cite any cases or 
rules of law which would cover the following situation: 

We made a shipment of a mixed carload of hay and straw 
on November 13, 1936. The rate tariff, Western Trunk Line 
No. 192, Agent L. E. Kipp’s I. C. C. No. A-1762, named a rate 
of 36 cents applicable to both commodities. This tariff con- 
tains a provision for mixed carloads, and is governed by the 
Western Classification. 

Western Trunk Line Circular No. 33, which provided 
emergency rates on various agricultural commodities and which 
was in effect at the time this shipment moved, stipulated that 
the rate on hay should be 6636 per cent, and the rate on straw 
50 per cent of the lawful tariff rate on hay. This circular is 
not governed by the Classification. 

The railroads involved contend that Rule 10 of the Classi- 
fication applies and that the charges should therefore be 
assessed on the basis of a 24-cent rate on the entire shipment. 

They rejected our overcharge claim, filed on the basis of 
18 cents for the straw and 24 cents for the hay. We believe, 
that because Western Trunk Line Circular No. 33 is not gov- 
erned by the Classification, Rule 10 cannot be invoked. 

If you cannot find any similar decisions, may we have your 
opinion as to the proper interpretation? 

Answer: We are unable to locate a decision of the Com- 
mission applicable to the facts stated above. 
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However, as under the provisions of Item 10 of Western 
Trunk Line Tariff No. 192, Agent Kipp’s I. C. C. No. A-1762, 
the rate of 36 cents applies on mixed carloads of hay and 
straw, there appears to be no occasion for the use of Rule 10, 
the mixed carload rule, of the Consolidated Classification, in 
the absence of a provision in Western Trunk Line Circular No. 
33, which is not filed with the Interstate Commerce Commission, 
requiring its use, except that there remains no basis for assess- 
ing charges other than that of applying the basis provided 
for in the latter issue to the actual weight of each commodity. 

Nevertheless, there appears to be as much reason for using 
this basis as there is for applying Rule 10 of the Consolidated 
Classification, although the effect is to apply a carload rate 
to a less than carload shipment of each commodity. 

This basis is, however, observed under the mixed carload 
rule in other tariffs, as, for instance, Item 872 of Supplement 
No. 2 to Agent Kipp’s Tariff I. C. C. No. 1393. 


Delivery—Duty and Liability of Carrier Under Order Bill of 
Lading 


Illinois —Question: We would appreciate your opinion and 
citations of course decisions to the following questions: 

Is a carrier’s agent compelled to turn over a shipment 
to the one presenting that agent with a properly endorsed order 
notify bill of lading calling for that shipment even though the 
agent may not bet certain that the one holding the bill of 
lading is the notify party shown thereon, or is it the duty of 
an agent to make certain that the holder of that document is 
the notify party? 

Answer: Section 9 of the Bills of Lading Act provides: 


That a carrier is justified, subject to the provisions of the three 
following sections, in delivering goods to one who is: 

(a) A person lawfully entitled to possession of the goods, or 

(b) The consignee named in a straight bill for the goods, or 

(c) A person in possession of an order bill for the goods, by the 
terms of which the goods are delivered to his order; or which has 
been indorsed to him, or in blank by the consignee, or by the mediate 
or immediate indorsee of the consignee. 


Construing this provision, the Supreme Court of the United 
States in Pere Marquette Ry. Co. vs. French & Co., 254 U. S. 
538, 41 S. Ct. 195, said: 


The shippers contend that Binder was not ‘‘a person in possession’’ 
of the bill, because he held it as agent for Marshall & Kelsey and 
not on his own account. So far as the carrier is concerned that fact 
is entirely immaterial. Under Section 9 it is physical possession of 
the bill which is made a justification for delivery of the goods by the 
carrier. Under that section it is immaterial in what capacity the 
person holds possession of the bill and also, whether he holds it 
lawfully or unlawfully, so long as the carrier has no notice of any 
infirmity of title. But the shippers’ contention would not be advanced 
if it were held that the legal, not the physical, possession is determina- 
tive. For Binder’s request of the trackage clerk to have the car for- 
warded to Dumesnil was later ratified by Marshall & Keisey. If his 
physical possession of the bill were deemed legally their possession 
of it, the physical delivery to him of the car would likewise be deemed 
legally a delivery of it to them and, hence, satisfy in this respect the 
requirements of Section 9. 


Motor Carrier Act—Application of 


New Jersey.—Question: In re the above, page 916 of the 
issue of April 24th, 1937, your answer to the question involved 
was—‘“whether or not in transporting goods to customers you 
would subject your company to the provisions of the Motor 
Carrier Act depends, we believe, upon where title to the goods 
passes. If at point of shipment or factory, that is, if the goods 
are sold F. O. B. point of shipment, or factory, in transporting 
the goods to destination you would be hauling goods of another 
party, and therefore would be subject yourself to the provisions 
of the act. If, however, title passes at destination, you would 
be hauling your own goods as a private carrier and, in our 
opinion, may, without subjecting yourself to the provisions of 
the act, other than as to safety regulations, add an amount 
to the invoice sufficient to cover the cost of transporting the 
goods to their desination.” 

In this connection, I would call your attention to the 
notice of the Commission of December 5, 1936, entitled, Trans- 
portation of Property by Mercantile or Manufacturing Establish- 
ments. While this notice treats upon allowances received for 
transporting the private carrier’s own property, it seems to 
me that the principle involved is the same as that raised by 
your inquirer, and until such time as the Commission other- 
wise rules, the private carrier, in my opinion, need not fear 
it is violating the act if it were to add a charge for making 
delivery to a customer on a bill of goods sold F. O. B. its factory 
or place of shipment. It seems to me that if the Commission 
should later decide that private carriers are subject to the act 
if they make a charge for deliveries, the mere fact that the 
terms of sale call for delivery at destination would not, in my 
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opinion, remove the carrier (private) from the rate filing pro- 
visions. See Congoleum-Nairn, Inc., application for contract 
carrier permit. 

I would appreciate your further comment. 

Answer: We agree with you that the principle of the 
Commission’s notice of December 5, 1936, is applicable to 
the facts in the question to which you refer; that, therefore, 
until such time as the Commission renders a formal decision 
on the question, the filing of rates covering such deliveries 
is not required. 

Demurrage—Refund or Waiver of Account Flood Conditions in 
Mississippi and Ohio River Valleys 

Wisconsin.—Question: Item 835-B Rule 8 of Agent B. T. 
Jones’ Demurrage tariff No. 4-Q I. C. C. 2944 has been amended 
effective April 1, 1937, to allow additional free time on account 
of floods, etc. 

We now understand that the Commission has authorized 
carrier to refund amounts collected during the period from 
January 2, 1937, to March 31, 1937, and to waive collection 
of any amuonts outstanding. 

We would appreciate your advising us reference to the 
Commission’s orders in this case. 

Answer: In its order of May 24, the Commission authorized 
the refund of amounts collected under the provisions of Agent 
Jones’ Tariff I. C. C. No. 2944 for demurrage charges as the 
result of flood conditions in the Mississippi and Ohio River 
Valleys which accrued during the period from January 2, 1937, 
to March 31, 1937, both dates inclusive, and to waive collec- 
tion of any outstanding amounts assessed under the provisions 
of the rules in those instances where demurrage charges would 
not have accrued under the rules which became effective on 
April 1, 1937, in Supplement 8 to the above referred to de- 
murrage tariffs. 


Liability of Carrier—Improper Packing or Loading by Shipper 

Massachusetts.—Question: As a matter of information, I 
was wondering if at any time the question had been put to 
you in regard to Rule 41 of the Consolidated Freight Classi- 
fication, with particular reference to shipments moving in fibre- 
board cartons. 

It is true the rule specified what construction the carton 
shall be, also that they shall be of such a nature as to insure 
safe and secure transportation. In other words they must be 
fully sealed. 

If a shipper wishes to transport merchandise in a second- 
hand carton and does not seal the carton, but simply ties it 
with a rope, regardless of whether a penalty is assessed, if the 
merchandise is found to be short at destination, can the shipper 
legally file claim against the carrier. If so, would you please 
give us some citations of the decisions of the Commission. 

Answer: One of the exceptions to the carrier’s common-law 
liability arises in cases where the injuries are due to improper 
packing of the goods by the shipper. Many decisions apparently 
hold without qualification that the full duty of the carrier is 
simply to carry goods in the condition in which they are offered, 
and that where goods tendered are insufficiently packed, the 
carrier is not liable for loss or injury due to such defect, 
whether the defect in the packing is latent or not. Cohn vs. 
Platt, 43 Miscl. 378, 95 N. Y. S. 535; Nelson vs. Stephenson, 
12 N. Y. Super. 538; R. Co. vs. Oil Co., 249 Fed. 308; R. Vo. 
vs. Morris, 249 Fed. 312. 

This principle would seem to be specially applicable where 
the shipper failed to comply with a rule of the Interstate 
Commerce Commission prescribing the method for packing 
goods of the character which were destroyed. However, the 
foregoing view has not met with universal approval, and a 
number of decisions hold that the carrier, being entitled to 
reject defectively packed goods tendered for shipment, if it 
accepts for transportation goods which it knows are defectively 
packed, or which by the exercise of reasonable care it could 
have observed were defectively packed, it assumes to carry the 
goods as they are, and its common-law liability as carrier at- 
taches, and it is subject to all the liabilities usually attaching 
to an ordinary shipment of the same character. But even 
where this view prevails, it cannot be said that the carrier 
must, at this peril, know that the goods are not in fact safely 
packed. Northwestern Marble, etc., Co. vs. Williams, 128 
Minn. 514, 151 N. W. 419; Mitchell vs. Nor. Pac. S. S. Co. 
(Calif.), 213 Pac. 293. 

See, also, Central of Ga. Ry. Co. vs. Grinner & Rustin, 
127 S. E. 878; Thomson vs. C. M. & St. P. Ry. Co., 238 S. W. 
647, and St. Valentine & Co. vs. A. T. & S. F. Ry. Co. 220 Il. 
App. 188. In the case last cited it was held that where defects 
in a shipment are perfectly apparent, it is the carrier’s duty 
to refuse the shipment, and, having elected to carry it in a 
defective condition, the carrier will not be allowed to urge 
these defects as a defense; but that this does not preclude 
the carrier from showing that the loss proceeded from a cause 
which existed, but which was not apparent, when he received 
the goods. 
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No. 27748, Primrose Petroleum Co., Dallas, Tex., vs. G. C. & S. F. 
et al. 

Rates, gas oil, points in Texas to destinations in Mississippi, 
in violation of section 1 and of the long-and-short-haul part of 
section 4. Ask new rates and reparation. (Henry B. Cole, ‘708 
Wilson Bldg., Dallas, Tex.) 

No. 27746, The State of Alabama et al. vs. N. Y. C. et al. 

Assail as in violation of sections 1 and 3 of the interstate com- 
merce act section 205 (2) of the emergency railroad transportation 
act, 1933, and the anti-trust laws, rates and charges on fibre prod- 
ucts, quarry products, ceramic products, chemical products, mis- 
cellaneous manufactures, metallurgical products, processed articles 
and miscellaneous commodities from southern territory to C. F, 
A., T. L. and N. E. territories. Higher level of rates from south- 
ern territory to other territories named than between points in 
such other territories alleged to result in violation of section 3. 
Asks through routes and joint rates. (Edgar Watkins, 1025 Cit- 
izens & Southern National Bank Bldg., Atlanta, Ga.; J. V. Norman, 
Kentucky Home Life Bldg., Louisville, Ky., and Hugh White, 
Alabama Public Service Commission, Montgomery, Ala.) (See 
Traffic World, May 29, p. 1175.) 

No. 27749, Fulton Bag & Cotton Mills, Atlanta, Ga., vs. A. T. & S. F. 
et al. 

Rates, woven paper fabric bags, Atlanta, Ga., to points in Colo., 
Ida., and Wash., in violation of section 1. Asks reparation. (C. 
L. Denk, Jr., T. M., Atlanta, Ga.) 

MC C-51, commodities between Boston and points in Maine. 

Investigation ordered by the Commission on its own motion into 
the reasonableness and lawfulness of rules, regulations, ratings 
and commodity rates published in Griggs-Turner Co., Inc., tariff 
MF I. C. C. No. 4 and other tariffs, applicable between Boston 
and Boston rate points and points in Maine and of the rules, 
regulations, ratings and commodity rates in Laconia Transportation 
Co. MF I. C. C. No. 1 and other tariffs. 

MC C-52, Merchants & Manufacturers Traffic Bureau, Muskogee, Okla., 
vs. Franklin Motor Lines and Tindall Motor Co., Inc. 

Rates, all freight, to western Oklahoma unduly prejudicial to 
Muskogee shippers and unduly preferential of Fort Smith, Ark., 
in violation of section 216(d) of the motor carrier act, the rates 
attacked being those on articles rated fourth class or higher, 
less-than-truckload. Asks new rates. (Ted Schwachhofer, T. M., 
Muskogee, Okla.) 


No. 27751, Ernecke & Salmstein Co., Chicago, Ill., vs. C. B. & Q., 
Federal Barge Lines et al. 
Rates, brewers rice, imported, New Orleans, La., to Chicago 


and Chicago Heights, Ill., and De Witt and Jonesboro, Ark., to 
Detroit, Mich., in violation of sections 1 and 3, the undue pref- 
erence being for other commodities named in tariffs mentioned 
in the complaint. Asks new rates and reparation. (Earl W. Cox, 
730 Transportation Bldg., Chicago, Ill.) 

No. 27752, Fred G. Hilvert Distributing Co. et al., Phoenix, Ariz., 
vs. A. C. & Y. et al. 

Rates and charges, cantaloupes, points in Arizona to various 
destinations in the United States and Canada in violation of sec- 
tions 1, 2 and 3, the undue preference alleged being for producing 
sections in Calif., N. M. and Tex. Ask new rates and reparation. 
(J. N. Furlong, Phoenix, Ariz.) 

No. 27753, Fairmont Creamery Co., Omaha, Neb., vs. C. M. St. P. & 
P. et al. 

Charges, dairy products, stored at Sioux City, Ia., resulting 
from the application of the locals into and out of Sioux City 
instead of the through rate with storage in transit in violation 
of section 1. Asks order commanding the C. M. St. P. & P. and 
other defendants to adjust charges to the basis of through rate 
plus charge for the transit privilege and reparation. (M. S. Hart- 
man, 12th and Jones Sts., Omaha, Neb.) 

No. 27754, Wabasha Roller Mill Co., Wabasha, Minn., vs. C. M. St. 
P. & P. et al. 

Rates and charges, wheat, origins in Minnesota, North and 
South Dakota to Wabasha between August 20, 1930, and July 31, 
1931, or Feb. 20, 1932, and June 30, 1935, in violation of sections 1 
and 6. Asks cease and desist order and reparation. (F. V. Caesar, 
1119 Flour Exchange, Minneapolis, Minn.) 

No. 27755, Fairmont Creamery Co., Omaha, Neb., vs. Missouri Pacific 
et al. 

Rates and charges, dairy products, from western trunk line ter- 
ritory to New England or trunk line territory, stored at Omaha 
in violation of section 1 by reason of the imposition of rates into 
Omaha and rates out of Omaha instead of the through rate, the 
latter to be applied through adjustment of the charges made to 
and from Omaha. Asks for an order requiring adjustment of 
charges and payment of reparation. (M. S. Hartman, 12th and 
Jones Sts., Omaha, Neb.) 

No. 27756, Champion Pants Manufacturing Co., Inc., 
Y., vs. Lehigh Valley et al. 

Rates and charges, less-than-carload shipments as wind-breakers 
and lumber jackets, woven woolen jackets and wind-breakers and 
dry goods, from Baltimore, Md., Shenandoah, Pa., Perth Amboy, 
N. J., to Fort Mason, San Francisco, Calif., in violation of section 
1; asks reparation. (Lewis H. Rubin, 150 Nassau St., and W. J. 
Augello, 102 Warren St., New York, N. Y.) 

No. 27757, Blue Ridge Glass Corporation, Kingsport, Tenn., vs. A. G. 
S. et al. 


Néw York, N. 








oa 
i] 

s 
om 


eee ON 































0--0--0--0- 
a. Fy 


ssippi, 
art of 
e, 708 


> com- 
‘tation 
prod. 
, mis- 
irticles 
Cc. 


on into 
ratings 
, tariff 
Boston 

rules, 
rtation 


Okla., 


cial to 
, Ark., 
e rates 
higher, 
<> ol 


& Q., 


Shicago 
irk., to 
ie pref- 
ntioned 
V. Cox, 


, Ariz., 


various 
of sec- 
oducing 
aration. 


t. PB. & 


esulting 
ux City 
jolation 
P. and 
gh rate 
5. Hart- 


M. St. 


rth and 
July 31, 
ctions 1 
Caesar, 


| Pacific 


line ter- 
Omaha 
ites into 
ate, the 
made to 
ment of 
2th and 


fork, N. 


breakers 
Kkers and 
Amboy, 
f section 
d W. J. 


s. A. G. 





June 19, 1937 








CHICAGO AND VICKSBURG 


ae Gs 605 Ss sam bars sane 7:45 p.m. 
Arrive Centralia, Ill................ 1:35 a.m. (1st day) 


PPT a hs Wil 6 5 obs ea Po Sew how wells (1st day) 
Arrive Carbondale, Ill.............. 9:50 a.m. (1st day) 
errr eres 
PVE CR TN 5 eh ova was as 4:05 a.m. (1st day) 
PROVES TOI So eo in. 5s SS sw sc 8:35 a.m. (1st day) 
Arrive Jackson, Miss...........-..: 6:45 p.m. (1st day) 


Arrive Meridian, Miss.............. 


5:30 a.m. (Qnd day) 
Arrive Vicksburg, Miss............ 


.12:40 a.m. (2nd day) 


PTAA PON BBs co. ois 33-4 teas 9:50 a.m. (Qnd day) 
Arrive Shweveport, La... ....05+.-.>: 3:00 p.m. (2nd day) 
Arrive Baton Rouge, La............-10:10 a.m. (Qnd day) 


Arrive New Orleans............... 4:00 a.m. (2nd day) 


SHIP VIA 


The Traffic World 


Vicksburg 





Use M S 1 for maximum speed. 


Traveling at passenger train speed MS1, 
outstanding merchandise train, makes 
deliveries in the South a full day earlier 


than formerly. 


L CL shipments reaching South Water 
Street Terminal in Chicago before 5 p.m. 
are in Vicksburg at the opening of busi- 


ness the second morning. 


Free pick-up and delivery. 


ILLINOIS CENTRAL SYSTEM 


PAGE 1367 








PAGE 1368 


Rates, glass, Kingsport to points in Ark., La., Miss., Okla. and 
Texas, except that part west of a line drawn from Amarillo to 
San Antonio-Corpus Christi in violation of sections 1 and 3, the 
undue preference alleged being for competitors at Okmulgee, Okla. 
Asks new rates. (H. D. Musick, Kingsport, Tenn.) 

. 27758, Milroy Grain Corporation, Milroy, Ind., vs. C. C. C. & St. 
L., N. Y. C., lessee. 

Seeks order commanding defendants to furnish and supply rea- 
sonable transportation and car service to complainant requested 
by it at Cleves, O., in such manner and form and in such way as 
to allow and permit complainant to make use of its elevator or 
loading device in Cleves, O., and to authorize complainant to ex- 
tend the flexible spout thereof over the real estate and right-of- 
way of defendants to either track No. 257 or 256. (Fred E. Shick 
and Albert Ward, 318 Insurance Bldg., Indianapolis, Ind.) 

. 27759, Fred Rueping Leather Co., Fond du Lac, Wis., vs. A. C. & 
Y. et al. 

Unreasonable rate, liquid tanning extract, 
Fond du Lac, Wis., in comparison with rates to Chicago and 
Waukegan, Ill., Racine and Milwaukee, Wis., midwestern com- 
petitive points. Asks rates and reparation. (Dana C. Lamb, prac- 
titioner, Fond du Lac, Wis.) 

. 27760, Dr. P. Phillips Co. et al., Orlando, Fla., vs. A. C. L. et al. 

Rates and charges, refrigeration service, citrus fruits, vegetables, 
berries and melons, points in Florida to destinations in central 
freight association territory including the Buffalo-Pittsburgh zone 
in violation of section 1 to the extent they may exceed rates and 
charges prescribed in refrigeration charges on fruits, vegetables, 
berries and melons from the south, decided May 3, 1937, and 
ordered to be made effective June 24, 1937. Ask reparation. (Thos. 
D. Guthrie, 802 Florida Bank Bldg., Orlando, Fla.) 

. 27665, Sub. No. 3, A. Bellock and Sons, Inc., et al., Detroit, Mich., 
vz. A. C. lL. @ al. 

Charges, standard refrigeration of fruits and vegetables, points 
in Florida, Georgia and the Carolinas to points in Michigan in 
violation of section 1. Ask reparation on shipments moving in the 
statutory two year period proceeding the filing of this complaint 
and which may move while it is pending. (R. W. Schapanski, 
1421 South Aberdeen St., South Water Market, Chicago, III.) 

-. 27665, Sub. No. 4, Haas Brothers Co. et al., Cleveland, O., vs. 
A. Cc LL. @ al. 

Complaint similar to the foreging. Same prayer. (R. W. Shap- 
anski, 1421 South Aberdeen St., South Water Market, Chicago, III.) 
, es 4 ee No. 5, Altman and Swartz et al., Buffalo, N. Y., vs. 

Complaint similar to the foregoing. Same prayer. (R. W. Shap- 
anski, 1421 South Aberdeen St., South Water Market, Chicago, II.) 

. 27761, American Valve Co., Coxsackie, N. Y., vs. N. Y. N. H. & 
H. et al. 

Rate, sand, Davisville, R. I., to Coxsackie, N. Y., in violation 
of section 1. Asks reparation. (Abner Pollack, 1148 Manor Ave., 
New York, N. Y.) 

» 1 Goulds Pumps, Inc., Seneca Falls, N. Y., vs. Lehigh Valley 
et al. 

Rates, moulding sand, Mt. Holly, Millville, Cape May and Dor- 
chester Pit, N. J., to Seneca Falls, in violation of section 1. Asks 
reparation. (L. V. Brandt and Edgar O. Anderson, 610 West Van 
Buren St., Chicago, Il.) 


Newport, Tenn., to 


RAIL PENSION LEGISLATION 


The House committee on interstate and foreign commerce, 
June 15, ordered favorably reported H. R. 7519, which takes the 
place of H. R. 6956, the original Wagner-Crosser railroad retire- 
ment bill. Revisions made by the committee in H. R. 6956 
were included in the new print. The amendments, it was 
stated, were largely of a clarifying nature, the principal pro- 
visions in the original draft not having been disturbed. 

When the retirement bill was reached on a call of the 
calendar in the Senate, June 14, Senator Wagner asked that 
it be “passed over’ pending conferences on the measure with 
those in the House interested in the proposed legislation. It 
was understood that the plan was to pass the House bill first 
and then the Senate substitute it for the Senate bill. 


TRAIN LENGTH LIMIT BILL 


The National Coal Association has submitted to members 
of Congress a statement opposing enactment of S. 69, the bill 
limiting the length of trains to 70 cars. 

“We view the present bill, as not only unnecessary and 
unwise, but also as something calculated to make an increase 
in the transportation cost of coal inevitable, with resultant 
injury to our industry and those engaged in it, and loss to the 
public,” says the association. “Hence we most emphatically 
urge you to oppose its enactment.” 

Objection by Senator Smathers, of New Jersey, June 14, 
prevented consideration of the bill by unanimous consent in 
the Senate. 


CHANGE IN DOCKET 


Hearing in MC 40565, assigned for June 19, at Detroit, Mich., be- 
fore Joint Board 162, was postponed to July 1, at the Hotel Sherman, 
Chicago, Ill., before Joint Board 162. 
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Doings of the Traffic Clubs 


The annual outing of the Evansville, Ind., Transportation 
Club was held at Bauer’s Grove, near Darmstadt, Ind., June 16. 
There was a baseball game and a golf tournament, as well as 
other sports and games. Dinner was served. 


Talking motion pictures, furnished by the Chevrolet Motor 
Company, were shown at the luncheon meeting of the Traffic 
Club of Houston at the Rice Hotel June 15. Members of the 
club participated in a tour of the activities of the Houston 
recreation department the evening of June 14. 


The annual outing of the York Traffic Club was held at 
Conewago Inn June 17. A chicken dinner was served and there 
was a program of sports and games. 


T. M. Curtis, general agent, Charleston and Western Caro- 
lina, Atlanta, Ga., spoke on “Why Railroad Men Leave Home?” 
at a luncheon meeting of the Traffic Club of New Orleans at the 
Hotel Monteleone June 14. The club held a stag smoker at the 
Colonial Country Club June 19. 


The Traffic Club of the Lehigh Valley will hold its annual 
golf outing at the Glen Brook Country Club, Stroudsburg, Pa., 
June 28. Dinner will be served. Fred H. Hicks is chairman 
of the committee in charge. 


John W. Parker, manager, Pacific Coast division, Durkee 
Famous Foods, Inc., spoke on “Transportation in the Vegetable 
Oil Industry” at a meeting of the Oakland Traffic Club at the 
Athens Athletic Club June 15. There was a program of enter- 
tainment. 


The Chattanooga Traffic and Transportation Club observed 
off-line railroad representatives’ day at a luncheon meeting at 
the Hotel Patten June 16. Will Shepherd, editor and enter- 
tainer, was the speaker. G. B. Riggan was chairman of the 
committee in charge. 


At the annual meeting of the Traffic Club of Pittsburgh 
held at the Highland Country Club June 14, the following 
officers were elected: President, A. R. Kennedy, chairman, 
Pittsburgh District Independent Steel Traffic Association; first 
vice-president, C. P. Schrecongost, traffic manager, Hillman 
Coal and Coke Company; second vice-president, Thomas Beyers, 
general agent, Delaware and Hudson; third vice-president, J. P. 
Branagan, general traffic agent, N. Y. N. H. and H.; secretary, 
F. J. Ryan, district representative, Detroit, Toledo and Iron- 
ton; treasurer, A. O. Olson, general agent, Chicago and North 
Western; members of the board of governors, C. W. Trust, 
assistant traffic manager, United States Steel Corporation; L. G. 
Hults, traffic manager, United Engineering and Foundry Com- 
pany; R. E. Jones, traffic manager, H. J. Heinz Company; F. M. 
Garland, general traffic manager, Pressed Steel Car Company; 
L. B. Williams, general freight agent, Great Lakes Transit 
Corporation. 


The annual dinner and meeting of the Lancaster, Pa., Traf- 
fic Club was held at the Brunswick Hotel June 10. James C. 
Robbie, president of the club, presided. Hugh M. Clarke, vice- 
president, Armstrong Cork Company, was toastmaster, and Har- 
old G. Hoffman, governor of New Jersey, was the speaker. 
The following officers were elected: President, C. F. Witmyer, 
assistant traffic manager, John W. Eshelman and Sons; vice 
president, G. W. Wood, freight and passenger agent, Pennsyl- 
vania Railroad; secretary and treasurer, R. E. Good, district 
manager, Motor Freight Express, Inc. Members of the club 
presented a set of golf clubs to A. H. Spinner, retiring as sec- 
retary and treasurer, after twelve consecutive years in office. 


The annual outing of the Birmingham Traffic and Trans- 
portation Club will be held at the Club Rex, Hollywood, Ala., 
June 22. There will be a baseball game between teams of 
shippers and carriers, a tennis tournament, horseshoe pitching 
contest, swimming and other sports and games. . A barbecue 
dinner will be served in the evening and afterwards there will 
be dancing. Ross Robertson is chairman of the committee in 
charge. 


Speaking at a dinner meeting of the Women’s Traffic Club 
of St. Louis at the De Soto Hotel, June 17, Z. G. Hopkins, 
special representative, Western Railways’ Committee on Public 
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Cars that pass 
in the night—or day 


do not pass unnoticed at Peoria. We of the P. & P. U. Ry. 
believe that shippers are decidedly interested in knowing 
the progress their shipments are making—particularly on 
a long haul across the country. 


Therefore, when a car has been transferred by the P. & 
P. U. from one of the trunk lines entering Peoria to an- 
other, a card goes back to the shipper which essentially 
says “Your car arrived, has been interchanged, and is on 
its way.” 


You, a shipper, may also know by that card that no time 
has been lost in the interchange. And, by having an early 
start at Peoria, it will arrive at other interchange points 
earlier and thereby make earlier connections there. 


The sum and substance of it all is that the early car pleases 
the customer—also the shipper. 


Just route via 


P. & P. U. By. 


at Peoria, Illinois 
(The Gateway City) 






The yards shown in the photograph are the 
EAST PEORIA Yards of the P. & P. U. Ry. 
Switching Service Between: 
P. U. Ry. LC Re 
1. T. R. R. System 
Inland Waterways 
M. & St. L. R. R. 
N. ¥. C. & St. LR. R. 
Pennsylvania R. R. 
Peoria Terminal R. R. 
T. P. & WLR. R. 
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PEORIA AND PEKIN UNION RAILWAY 


E. F. Stock, Traffic Manager, Union Station, Peoria, Ill. 
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Relations, said that reductions in railroad rates made since 
1932 had saved the shippers and travelers of the country nearly 
$1,000,000 a day in 1936. Had the 1936 rail traffic been hauled 
on 1932 rates, he added, gross revenues of the railroads would 
have been $322,057,680 higher than they actually were. Rev- 
enues in 1936 were 30 per cent higher than in 1932, but in 
order to earn that increase, he said, the railroads had to haul 
45 per cent more traffic. Payments for wages were $335,682,- 
275 higher in 1936 than in 1932, he added. From those facts, 
he said, it was plain that in order to get needed added revenue 
the railroads had to have more business. In order to get it, in 
the face of new transportation competition, transportation regu- 
lation will have to be revised on a basis of equality among the 
competing forms, he said. 

The Danville, Ill., Traffic Club will hold a golf outing and 
dinner at the Danville Country Club, Lake Vermilion, June 29. 


The Metropolitan Traffic Association of New York will hold 
a meeting at the Midston House June 24. Activities of the club 
will be suspended in July and August, the date for the first fall 
meeting being set for September 9. Before the June 24 meeting 
there will be a session of the club’s study group at which H. B. 
Gifford, a member of the club’s traffic committee will lead a 
discussion on the freight rate territories. 


The annual outing of the Traffic Club of New England will 
be held at the club house and grounds of the United Shoe Machin- 
ery Athletic Association, North Beverly, Mass., June 24. The 
program includes a golf tournament, bowling, baseball, billiards, 
tennis and beano. A. F. Ruby is chairman of the club’s enter- 
tainment committee which is planning the affair. 


The Indianapolis Traffic Club will hold a golf outing at the 
Ulen Country Club, Lebanon, Ind., June 24. Dinner will be served. 


S. S. Butler, assistant chief traffic officer, St. Louis-San 
Francisco, spoke on “What Is Ahead?” at a luncheon meeting of 
the Traffic Club of Dallas at the Hotel Adolphus June 14. There 
was a program of musical entertainment. Elmer Mitchell was 
chairman of the committee in charge. Luncheon meetings of the 
club have been suspended until September. The annual picnic 
of the club will be held at Kidd Springs June 26. 


The Junior Traffic Club of Chicago will hold a golf tourna- 
ment at the Elmhurst Country Club, Elmhurst, Ill., June 24. 
Dinner will be served. H. L. Johnson is chairman of the sports 
and pastimes committee which has charge of the affair. 


TRANSPORTATION INDUSTRY INCOME 


Income produced by transportation in 1936 amounted to 
$4,890,000,000 as against $7,132,000,000 in 1929, according to a 
study made by Robert R. Nathan, chief of the national income 
section in the division of economic research of the Department 
of Commerce. For other years the income was stated as fol- 
lows: 1935, $4,187,000,000; 1934, $3,869,000,000; 1933, $3,661,- 
000,000; 1932, $3,714,000,000; 1930, $6,189,000,000. 

While the total income produced in 1936 amounted to 
$63,799,000,000, which was 79 per cent of the income produced 
in 1929, in the case of transportation the income produced in 
a was only 68.6 per cent of the income of that industry in 
1929. 


SIGNAL INSPECTION BILL 


The House committee on interstate and foreign commerce, 
June 15, reversing previous action referring the issues involved 
to the Commission for study and report, ordered favorably 
reported S. 29, with amendments, giving the Commission 
authority to issue orders requiring installation of block-signal 
systems, train control and other similar devices, and to inspect 
these systems and devices of the carriers. 

This is one of the group of bills put forward in behalf of 
organized railroad labor. S. 29 was passed by the Senate 
recently. The Senate bill was amended by the House com- 
mittee to conform to H. R. 6837, the companion measure in the 
House but not identical with S. 29. A few changes were made 
in H. R. 6837 and then S. 29 was made to conform to H. R. 
6837 with the changes. 


CITY OF DENVER ANNIVERSARY 


The City of Denver, 16-hour train of the Chicago and 
North Western and the Union Pacific between Chicago and 
Denver, marked its first anniversary June 18. According to 
passenger officials of the two railroads, the train has been a 
success from its inception. In the year it operated a total 
distance of 765,000 miles and carried more than 100,000 pas- 
sengers. 
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Personal Notes 


Willis G. Daymond has been appointed district freight 
agent, Grace Line, at San Francisco, Cal. 

W. H. Bachmann has been appointed general agent, freight 
department, Wabash Railway, at Cincinnati, O. Milford Robin- 
son has been appointed traveling freight agent at Cincinnati. 

James W. Hone, formerly traffic manager for the Willys 
Overland Pacific Company, has acquired an interest in the 
Industrial Traffic Bureau, Los Angeles, Cal., and has assumed 
management of it. 

The results of a poll of leaders in transportation to de- 
termine who had contributed most constructively to the 
advancement of traffic management in the year just past, were 
announced at the annual dinner of Pi Alpha Epsilon, transpor- 
tation society of Temple University, at Graf’s Restaurant, 
Philadelphia, June 3. The poll resulted in the selection of the 
following: G. Lloyd Wilson, professor of transportation and 
public utilities, University of Pennsylvania, Philadelphia; Ralph 
Budd, president, Chicago, Burlington and Quincy, Chicago; 
M. W. Clement, president, Pennsylvania Railroad, Philadelphia; 
W. B. Franklin, vice-president in charge of traffic, Pennsylvania 
Railroad, Philadelphia; Homer S. Snow, vice-president, Amer- 
ican Lead, Zinc and Smelting Company, St. Louis; F. G. Max- 
well, assistant general freight agent, Wabash Railway, St. Louis, 
Mo.; Henry A. Palmer, editor and manager, The Traffic World. 

Joseph A. Paradine, National Sugar Refining Company, has 
been elected president of the alumni association of the Academy 
of Advanced Traffic, New York City. The following have been 
elected to serve with him: Vice-president, John B. Palmer, 
Seaboard Freight Lines; secretary, John J. Lyons, Jr., Rock- 
wood and Company; treasurer, John E. Murphy, Colgate- 
Palmolive-Peet Company. 


The Pennsylvania Railroad has announced the following 
appointments: H. A. Hobson, assistant to the general super- 
intendent, Lake Division, Cleveland, O.; E. S. Reed, superin- 
tendent, Buffalo Division, Buffalo, N. Y.; A. M. Seivard, super- 
intendent of passenger transportation, Central Region, Pitts- 
burgh, Pa.; A. L. Stewart, supervisor of passenger service, New 
York Zone, New York City; M. L. Long, assistant superinten- 
dent, labor and wage bureau, Eastern Region, Philadelphia, Pa. 


A. W. Dreutz, C. M. St. P. & P., was in charge of arrange- 
ments for an outing of members of the American Association 
of Passenger Rate Men of Chicago and vicinity held at Fox 
co. Ill., June 19. There were sports and games and a picnic 
unch. 


Harry W. Elliott has been appointed district engineer, Gulf 
coast division, for the Texas Railroad Commission. 


William F. Drohan, Chicago, and Harry A. Cermak, Buf- 
falo, N. Y., have been elected vice-presidents of the Inter-State 
Motor Freight System. Dr. Drohan has been active in trans- 
nortation for 33 years. He will be general manager of the 
system’s western division which includes all highway and 
terminal operations in Illinois, Wisconsin, Minnesota, Iowa, 
Missouri, Kentucky, Indiana, Michigan and Ohio, with head- 
quarters at Chicago. John L. Burge will be his assistant. Mr. 
Cermak, also of long experience in transportation, will have 
charge of the eastern division, including operations to and from 
terminals, and the operations of the terminals in Boston and 
Springfield, Mass.; Newark, N. J.; Philadelphia and Pittsburgh, 
Pa.; Baltimore, Md., and Albandy, Utica and New York, N. Y. 
His headquarters will be at Buffalo, N. Y. 


The New York Central has announced the following 
appointments: F.H. Baird, assistant passenger traffic manager, 
Chicago; J. P. Corcoran, general passenger agent, Big Four 
division, Cincinnati, O.; A. W. Foellger, general passenger 
agent, Chicago; R. B. Holmes, assistant general passenger 
agent, Chicago; T. E. Nerland, district passenger agent, Chi- 
cago; W. E. Frackelton, assistant general passenger agent, 
Michigan Central, Detroit, Mich.; A. V. Ulrich, general agent, 
passenger department, Detroit; T. P. Hegler, general agent, pas- 
senger department, Seattle, Wash.; R. R. Svangenberg, assistant 
passenger agent, St. Louis, Mo.; J. A. Slater, general agent, 
passenger department, Dallas, Texas; K. N. Taylor, general 
agent, passenger department, Oklahoma City, Okla. 

Claude E. Hamilton, Jr., of Alabama, has been appointed 
general counsel for the Reconstruction Finance Corporation at 
Washington, D. C., to succeed James B. Alley, who resigned 
to enter private practice. 

Louis Hood, assistant head engineer in the Commission’s 
bureau of valuation at Washington, D. C., has been promoted 
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to the post of head engineer to succeed Charles H. Spencer, 
who retired June 16. 

W. F. West has been appointed general eastern agent for 
the Piedmont and Northern and the Durham and Southern 
railways, at New York City, to succeed W. E. Atkinson, who 
died. Stewart A. Estill has been appointed general agent for 
those railways at Augusta, Ga., and C. B. Irwin division freight 
agent for the Piedmont and Northern at Greenville, S. C. 

P. H. Daniel has been appointed assistant general freight 
agent for the Gulf, Colorado and Santa Fe at Galveston, Texas. 

James D. Mooney, vice-president, General Motors Corpora- 
tion, has been appointed chairman of the highways committee 
of the Automobile Manufacturers’ Association. Robert F. 
Black, president, White Motor Company, has been appointed 
a member of the committee. 

Four employes of the Louisville and Nashville recently 
received diamond-studded emblems signifying that each had 
completed 50 years of service with the railroad. They were: 
Richard E. Kemper, assistant superintendent, Paris, Tenn.; 
G. W. Breuner, yardmaster, South Louisville, Ky.; James J. 


Joyce, engineer, Evansville, Ind., and Charles E. Shader, engi- 
neer, Glasgow, Ky. 





STORAGE OF IMPORT PROPERTY 


The Maritime Commission heard argument on the proposed 
report of Examiners Landsdale and Cotter in No. 221, storage 
of import property, June 16 (see Traffic World, Feb. 20, p. 393). 
In that report the examiners recommended that respondents’ 
practice of allowing unlimited free storage of import property 
on their steamship piers at the port of New York be found 
unreasonable and that as a reasonable regulation for the future 
respondents should be required to limit the free time allowed 
on import property at the port of New York to a maximum 
period of ten days after complete discharge of vessels, Sundays 
and legal holidays excluded. 

Respondent carriers argued that free storage time should 
be governed by agreement among the carriers rather than by a 
fixed rule as proposed because of necessity for elasticity. Pre- 
scription of a definite time limit, on the other hand, was favored 


by spokesmen for ports other than New York and for ware- 
housemen. 





SAFETY STANDARDS COMMISSION 


The Senate interstate commerce committee has favorably 
reported to the Senate, S. 18, with amendments, to establish a 
National Safety Standards Commission to reduce the danger of 
accidents at highway grade crossings and drawbridges. The 
commission would be composed of a representative from the 
Commission, the Bureau of Public Roads and the War Depart- 
ment. The members would receive no additional compensation. 
The committee said the bill was in response to a definite need 
for coordination of activities by various departments in their 
work of studying and applying methods of preventing highway 
accidents at grade crossings and drawbridges, and in issuing 


permits for the construction of drawbridges over navigable 
streams. 


CORPORATION INCOME TAX RETURNS 


Secretary of the Treasury Morgenthau, in a synopsis of the 
preliminary report, statistics of income, compiled from corpora- 
tion income tax returns for 1935, shows that transportation 
and other public utility corporations to the number of 28,431 
made returns. Railroads are not separately shown in the com- 
pilation. Of that number 10,598 had a gross income of $6,520,- 
749,000. Their net income being $927,087,000, and their income 
ag ge ge — agp excess profits taxes amounting to 

125,000, e total tax derived by the Vv i 
$138 697,000 y government being 

Companies showing no net income to the number of 14,829 
made returns. They had a gross income of $5,011,531,000. 
Their deficits totaled $559,198,000. Three thousand and four 


returns were made showing no income data, the returns being 
from inactive corporations. 





NEW HAVEN’S NEW ELECTRIC LOCOMOTIVES 


The New York, New Haven, and Hartford has ordered six 
streamline passenger locomotives for use on high-speed pas- 
senger runs. They will be rated at 3,600 horsepower, will weigh 
430,000 pounds each and be capable of speeds of 80 miles an 
hour and over hauling trains up to 15 cars weighing up to 
1,200 tons. So that they may be operated at both the New 
York rail passenger terminals, the locomotives will be equipped 


to draw direct current from a third rail or alternating current 
from overhead wires at need. 
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Docket of the Commission 


NOTE—Items in the docket marked with an asterisk (*) ha 
been added since the last issue of The Traffic World. New assig 
ments now on the Commission’s docket of dates later than here 
shown will not bear asterisks when they do appear. Current canc 
lations and postponements announced too late to show the change | 
this docket will be noted elsewhere. 


June 21—Charlotte, N. C.—U. S. Court Rooms—Examiner McCaslin: 
MC 65711—Application of Walser Transportation, Inc., Greensboro, 
N. C., for certificate or permit. 
June 21—Boston, Mass.—Hotel Lenox—Examiner Sullivan: 
Finance 11529—Application N. Y. N. H. & H. et al. abandonmen 
West Hanover to Hanover, Mass., and Matfield to Eastondale, Mavs, 
June 21—Washington, D. C.—Examiner Molster: 
Finance 11531—Application of Louisiana & Arkansas for authority 
to purchase the properties of Rock Island, Arkansas & Louisiané 
June 21—Washington, D. C.—Commissioner Meyer, Director Sweet an 
Examiner Boyden: 
Finance 9918—Missouri Pacific reorganization. 


June 21—St. Louis, Mo.—Coronado Hotel—Examiner Simmons: 

MC 37722—Application of Caravans, Inc., St. Louis, Mo., for cer 
tificate or permit. 

MC 61959—Application of Riteway Motor Service, St. Louis, Mo,, 
for certificate or permit. 

MC 93652—Application of Gay Hudson Moving & Storage Co., Ine, 
St. Louis, Mo., for certificate. 

June 21—Detroit, Mich.—Fort Shelby Hotel—Examiner Maidens: 

MC 3232, 7514, 7762, 7870, 8727, 13652, 16681, 23423, 29317, 41976, 46917, 
47182, 49790, 56147, 68389, 68830, 77464, 77674, 80082—Applications 
of Roadway Transit Co., Inc., Detroit, Mich., for certificate o 
permit. 

MC 16423—Application of N. Robinson and Joe Alby, South Bend 
Ind., for certificate or permit. 

MC 35855—Application of Joseph H. Berndt, Detroit, Mich., for ce 
tificate or permit. 

MC 38179—Application of Lawrence E. Welch, Detroit, Mich., fo 
certificate or permit. 

MC 44428—Application of John Rolfe and Harold Moore, 
Creek, Mich., for certificate or permit. 

MC 56522—Application of Clemens Hugh Lozer, Coldwater, Mich, 
for certificate or permit. 

MC 68770—Application of James G. Faussett, 
certificate or permit. 

MC 69193—Application of Roadway Transit Co. and Boswell Motor 
Freight Co., Detroit, Mich., for certificate or permit. } 


Battl 


Detroit, Mich., fo 


June 22—Providence, R. I.—Dept. of Taxation and Regulation—Joint 
Board 232 and Examiner Naefe: 
MC 29909, Sub. 3—Application of Richard L. Richards, Utica, N. Yy 
for certificate to extend operation. 
MC 64449—Application of Fitzgerald’s Express, Newport, R. I., for 
certificate or permit and to extend operation. 


June 22—Washington, D. C.—Argument: 

. 4348—Grain products, Gulf ports to Atlantic seaboard. 

. 4349—Motor fuel anti-knock compound to southwest. 

. 4351—Wool, Gulf ports to eastern seaboard. 

. 4352—Cork and felt products, eastern points to Gulf ports. 
. 43853—Wallboard between Gulf and Atlantic seaboard. 

. 4354—Bone meal, Gulf ports to Atlantic seaboard. 

. 4355—Lard substitutes, Gulf ports to Atlantic seaboard. 

. 4856—Cotton, Gulf ports to Atlantic seaboard. 

. 4357—Paper, Gulf ports to eastern seaboard. 


June 22—Boston, Mass.—Hotel Lenox—Examiner Sullivan: 


Finance 11606—Application N. Y. N. H. & H. abandonment of liné 
from Milford to Ashland, Mass. 


> Go Ro Re Ro & he Ko & 
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June 22—St. Louis, Mo.—Coronado Hotel—Joint Board 135: 
MC 19594—Application of Central States Truck Terminal, Inc., S 
Louis, Mo., for license. 
MC 36475—Application of Central States Truck Terminal, Inc., St 
Louis, Mo., for certificate or permit. 


June 22—Shreveport, La.—Chamber of Commerce—Joint Board 32: 
MC 437 and Sub. 1—Application of Monzingo Bus Line, Nacogdoches, 
Tex., for certificate and to extend operations. 
MC 29719—Application of S. F. Monzingo, Nacogdoches, Tex., for) 
certificate or permit. 


MC 50964—Application of G. & S. Truck Co., Lake Charles, La., for) 
certificate. 
June 22—Philadelphia, Pa.—Chamber of Commerce—Jt. Bds. 42 and 67: | 
MC-F 301—Public Service Interstate Transportation Co., purchasé, | 
Healys Special Tovrs. ‘ 
* MC-F 266—G. R. Wood Transportation Co., Inc., consolidation, Dor 
etta Rader and Vincent Mariani and Frank Mariani. 
June 23—Dallas, Tex.—Baker Hotel—Joint Board 153: 


MC-F 273—Merger in East Texas Motor Freight Lines of Southern 
Transportation Co. 


June 23—Dallas, Tex.—Baker Hotel—Examiner Hendon and Jt. Bd. 77: 
MC-F 276—Kerrville Bus Co., Inc., lease of operating rights of South- 
western Greyhound Lines, Inc. 
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RELAX—-YOUR SHIPMENT 1!I18S :‘ON TIME 


Shippers and receivers of merchandise freight who specify Precision Transportation, the unexcelled freight service of the 
Norfolk and Western Railway between the Midwest and the Virginias and Carolinas, and between the North and the South, 
may lean back in their easy chairs and enjoy evenings of thorough relaxation « « « they know their shipments will be moved 


on time « + » dependably, safely and economically. 
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MC-F 293—R. C. Bowen, trustee, South Texas Coaches, Inc., North 
Texas Coach Co., Wichita Falls Bus Co. and Robersun Bus Lines, 
Inc., consolidation as Bowen Motor Coaches. 

June 23—Providence, R. I.—Dept. of Taxation and Regulation—-Ex- 

aminer Naefe: 

MC 10325 and Sub. 1—Application of Carpenter’s Transportation, 
Cranston, R. I., for certificate or permit and to extend operations. 

June 23—Boston, Mass.—Hotel Lenox—Examiner Sullivan: 

Finance 11559—Applictaion N. Y. N. H. & H. et al. for certificate 
abandonment Greenbush to Kingston, Mass. 

June 23—Washington, D. C.—Argument: 

Finance 10995—Application trustees estate of C. R. l. & P. and R. lL. 
& D. for certificate abandonment R. Il. & D. from Ola to a point 
at or near Dardanelle, etc. 

MC-F 62—Union Pacific Stages, Inc., purchase of property, certificates 
and permits of Auto Interurban Co. 

June 23—St. Louis, Mo.—Coronado Hotel—Jt. Bds. 160 and 135: 

MC 15808, Sub. 1—Application of Girton Bros., Inc., Brazil, Ind., for 
permit to extend operations. 

MC 50441—Ben Trautner. 


June 24—Washington, D. C.—Argument: 
Finance 10714—Alabama, Tennessee & Northern reorganization. 


June 24—Washington, D. C.—Examiner Prichard: 

Finance 11677—Application of El Paso & Southwestern for authority 
to acquire railroad properties of Alamogordo & Sacramento Moun- 
tain and El Paso & Northeastern. 

June 24—Shreveport, La.—Chamber of Commerce Rooms—Jt. Bd. 164: 

MC 50544, Sub. 1—Application of The Texas and Pacific Motor Trans- 
port Co., Dallas, Tex., for certificate to extend operations. 

June 24—Detroit, Mich.—Fort Shelby Hotel—Examiner Maidens: 

MC 10761—Application of Transamerica Freight Lines, Inc., Detroit, 
Mich., for certificate. 

MC 52139—Application of Schiller Trucking Co., Detroit, Mich., fo1 
certificate. 

MC 86714—Application of Trailer Transport Co., Detroit, Mich., for 
certificate. 

June 24—New York, N. Y.—Hotel Pennsylvania—Examiner Naftalin: 

MC 2169—Application of Westchester Express, Inc., New York, N. 
Y., for certificate or permit. 

MC 12040—Application of Albert F. Reinert, New York, N. Y., for 
license. 

June 24—Dallas, Tex.—Baker Hotel—Joint Board 16: 
MC-F 300—North East Texas Motor Lines, Inc., lease, M. O. Bozeman. 


June 25—Asheville, N. C.—Battery Park Hotel—Jt. Bds. 8, 204, 107: 
MC 61598, Sub. 2—Smoky Mountain Stages, Inc., common carrier ap- 
plication. 
MC 75875, Subs. 1, 2 and 3—Application of Dayton Brothers Bus 
Line, Inc., Murphy, N. C., for certificate to extend operations. 
MC 61598, Sub. 3-—Application of Smoky Mountain Stages, Inc., 
Asheville, N. C., for certificate to extend operations. 


June 25—Washington, D. C.—Argument: 
Valuation Docket 1203—Atlantic Pipe Line Co. 
Air Mail Docket 14—Air mail rates for American Airlines, Inc. 


June 25—Chicago, Ill.—Hotel Sherman—Joint Boards 135 and 149: 
MC 59717 and Subs. 1 and 2—Application of Jacksonville Bus Line 
Co., Jacksonville, Ill., for certificate and to extend operations. 


June 25—Portland, Me.—U. S. Court Room—Joint Board 69: 

MC-F 306—Maine Central Transportation Co., purchase, Merton F. 
McAlister. 

June 26.—Chicago, Ill.—Hotel Sherman—Joint Board 160: 

MC 41638 and Sub. 1—Application of De Luxe Motor Stages of Illinois, 
Chicago, Ill., for certificate and to extend operations. 

June 26—Amarillo, Tex.—U. S. Court Room—Joint Board 210: 

MC-F 278—Lee Way Motor Freight, Inc., purchase of operating 
rights of C. A. Mashburn and Ira V. Mashburn, dba Mashburn 
Transfer and Storage Co. 

MC-F 279—Lee Way Motor Freight, Inc., purchase of operating rights 
and property of O. M. Howie, dba Clovis-Amarillo Truck Line. 


June 26—Des Moines, Ia.—U. S. Court Rooms—Examiner Simmons 
and Joint Board 92: 

MC 49470—Application of Brady Transfer and Storage Co., and Brady 
Freight Forwarding Co., Fort Dodge, Ia., for license. 

MC 52110—Application of Brady Transfer & Storage Co., Brady 
Motor Freight Lines and Brady Freight Forwarding Co., Fort 
Dodge, Ia., for certificate. 

MC 52111—Application of Brady Transfer and Storage Co., Ft. Dodge, 
Ia., for permit. 


June 28—Boston, Mass.—Hotel Manger—Examiner Naefe: 
MC 39372—Old Colony Coach Lines, Inc. 
MC 50129—Application of A. Bonoveto & Sons, Worcester, Mass., 
for certificate. 





MC 86093—Application of George A. Bourn, E. Templeton, Mass., for 


certificate. 


June 28—Washington, D. C.—Argument: 
26843—Allen and Wheeler Co. et al. vs. A. C. & Y. et al. 
Fourth Section Application 16369—Coal, Norfolk and Western Ry. Co. 
Ex Parte MC 1—Payment of rates and charges of motor carriers. 
June 28—Washington, D. C.—Commissioner Tate and Examiner Walsh: 
27669—-Property Owners’ Committee et al. vs. C. & O. et al. 
June 28—Chicago, Ill.—Hotel Sherman—Joint Board 73: 
MC 5053i1—James Neville, dba Neville Transfer. 


MC 93006—Applicetion of Standard Iron & Metal Co., Grand Rapids, 


Mich., for permit. 
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June 28—Denver, Colo.—Public Utilities Comm.—Examiner Hendon: 


MC-F 269—Rio Grande Motor Way, Inc., purchase, Robert Colman 
MC-F 282—Rio Grande Motor Way, Inc., purchase, J. B. Moore. 
June 29—Boston, Mass.—Manger Hotel—Examiner Naefe: 
MC 86233—Application of Sam Harold Vigeant, Adams, Mass., for 
permit. 
MC 86362—Application of Johnny's Transportation Co., Quincy, Mass., 
for certificate. 
June 29—Washington, D. C.—Examiner Way: 
Fourth Section Applications 15905, 15939, 15941, 15969 and 16349— 
Newsprint paper to Philadelphia. 
June 29—Washington, D. C.—-Examiner Glover: 
Fourth Section Applications 16028, 16173 and 16717—Citrus fruits 
from Florida to north Atlantic ports. 
June 29—Washington, D. C.—Argument: 
Finance 10813—Louisiana and North West R. R. Co. reorganization. 
MC 8544—Galveston Truck Line Corporation, contract carrier ap- 
plication. 
June 29—Washington, D. C.—Argument: 
* MC 63495—Application of Brown Motor Freight Lines, Inc. 
June 29—Washington, D. C.—Examiner Johnson: 
1. & S. 4330—Middlings, Chicago to central territory. 
June 29—Chicago, Ill.—Hotel Sherman—Joint Boards 17 and 13: 
MC 489—F. Landon Cartage Co. 
MC C-44—Chicago-Milwaukee Motor Carriers, Inc., vs. James H. 
Lusha. 
June 29—Little Rock, Ark—State Comm.—Jt. Bds. 38 and 215: 
MC 14916—Application of Gill Transport Co., Little Rock, Ark., for 
certificate. 
MC 66808—Application of Powell Brothers Truck Lines, Inc., Spring- 
field, Mo., for certificate to extend operation. 


June 29—Denver, Colo.—Public Utilities Comm.—Examiner Hendon: 
MC-F 283—Denver-Chicago Trucking Co., control, Denver-Los Angeles 
Trucking Co. 


June 30—Chicago, Ill.—Hotel Sherman—Joint Boards 21 and 13: 
MC 29646—F. Landon Cartage Co. 
MC 39553—Cripps Overland Express, Inc. 
MC 43682—Cripps Overland Express, Inc. 


June 30—Chicago, Ill.—Sherman Hotel—Examiner Stiles: 
* 1. & S. 4370—Lumber and millwork in the southwest. 


June 30—Washington, D. C.—Argument: 

MC 64994—Common carrier application of S. A. Hennis and H. L. 
Hennis, dba S. A. and H. L. Hennis Freight Lines, Mt. Airy, N. 
C., ete. 

MC 33023—R. L. Surles, dba Surles Motor Freight Line, contract 
carrier application. 


June 30—Omaha, Neb.—Hotel Fontenelle—Examiner Simmons and 
Joint Board 138: 
MC 29473—Application of Revell Transit Lines, Shenandoah, Ia., for 
permit. 
MC 69036—Application of Revell Transfer, Shenandoah, Ia., for 
certificate. 
June 30—Cheyenne, Wyo.—Federal Bldg.—Joint Board 233: 
MC-F 240—Black Hills Transportation Co., purchase, J. F. Lindsey. 
July 1—Chicago, Ill.—Hotel Sherman—Jt. Bds. 149, 53 and 162: 
MC 50064—Application of Anderson Express Service, Winnetka, II1., 
for certificate. 
MC 50216—Application of Eaton Maytag Co., Carbondale, Ill., for per- 
mit. 
MC 40565—Application of Hiawatha Trails, Inc., Detroit, Mich., for 
certificate to extend operations. 


July 1—Washington, D. C.—Argument: 
27139—G. V. Dryden, as receiver of Nichols Wire, Sheet & Hard- 
ware Co. vs. C. R. I. & P. et al. 
27691—Brownsville Navigation District of Cameron County, Tex., 
F. A. Lallier and J. G. Philen, Jr., vs. St. L. B. & M. et al. 


July 1—Lincoln, Neb.—Neb. State Ry. Comm.—Joint Board 19: 
MC 50574—Application of Peake Oil Co., Hubbell, Neb., for permit. 
MC 50577 and Sub. 1—Application of Penn-Continent Corporation, 
Lincoln, for permit and to extend operations. 


July 1—Portland, Ore.—Portland Hotel—Joint Board 45: 

* MC 60435—S. M. Michael, dba Michael Transfer. 

* MC 30168, Sub. 1—Application of O & W Transit Co., Astoria, Ore., 
for certificate to extend operations. 





CLASSIFIED ADVERTISING 


« « RATES: $1.00 a Line, Minimum 3 Lines » » 






POSITION WANTED—tTraffic Manager or Assistant, 19 ‘years’ traf- 
fic experience. Well versed in transit privileges, grain and allied prod- 
ucts. Address, Box No. GY-1, Traffic World, 418 S. Market St., Chicago. 


POSITION WANTED—Traffic manager, attorney, LLB., LLM., 
New York Bar, age 39, has 20 years’ railroad experience, thorough 
knowledge of rates, claims, freight traffic operation. Desires connec- 
tion with large organization. Address Box No. GY-2, Traffic World, 
418 S. Market St., Chicago, Ill. 
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July 2—Chicago, Ill.—Hotel Sherman—Joint Board 149: 
MC 12010—Application of C. F. Winters & Sons, Springfield, Ill., for 
license. 
MC 16167—Application of C. F. Winters & Sons, Springfield, IIl., 
for permit. 


July 2—Portland, Ore.—Portland Hotel—Joint Board 45: 
* MC 93503—Application of Orvel Tuggle, Washougal, Wash., for cer- 
tificate. 


July 2—Washington, D. C.—Argument: 
27254—Hudson County Coal Dealers Association vs. C. of N. J. et al. 
27405—Columbian Paper Co. vs. N. & W. et al. 
27476—Columbian Paper Co. vs. B. & O. et al. 


July 2—Lincoln, Neb.—Neb. State Ry. Comm.—Joint Boards 235, 19 
and Examiner Simmons: 
MC 15596 and Sub. 1—Application of Harry A. Preisendorf, Grand 
Island, Neb., for certificate or permit and to extend operations. 
MC 50383—Applictaion of Lentz Motors, Beatrice, Neb., for permit. 


July 3—Chicago, Ill.—Hotel Sherman—Examiner Maidens: 
MC 39521—Application of Fairy Crest Co., Chicago, IIl., 
tificate or permit. 


for cer- 






Written Especially for You! 
- + « « 64-page book on TRAFFIC MANAGEMENT 


Read about “The Traffic Manager who Saved his Year’s 
Salary in a Month’—“The Story of a Town that Hired a 
Traffic Manager’’—the new opportunities in the Traffic field 
—and the simple, scientific home-study training, prepared in 
collaboration with 175 of America’s foremost traffic author- 
ities, which can qualify YOU to assume the well-paid, im- 
portant management duties every ambitious man wants! 
LaSalle has prepared this elaborate, illustrated booklet in 
order to tell you, without obligation, how to realize a real 
career in Transportation. It is informative and valuable for 
clerk and Traffic Manager alike—and it is yours for the 
asking. So write for it today. 


Address Dept. 695-TA 
LaSalle Extension University, Chicago, Ill. 


LAKE and RAIL 


via DLAC 


Serving Eastern and Western Lake Ports—scheduled 
sailings —joint rail and lake rates apply between 
points on, and East and West of the Lakes. 


GREAT LAKES 
TRANSIT CORPORATION 


223 Erie Street Buffalo, N. Y. 


= Huber? ~ 
S. Calumet Ave. W. Main St. 
Louisville, Ky. 





Chicago 


Daily Refrigeretor Service Between 
CHICAGO aan, KY. LOU KY. KNOXVILLE, TENN. 


lines serving all in Kentucky, Tennessee, 
Oe Coctnn toch Coctas and Gece 
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July 3—Sacramento, Calif.—U. S. Court Room—Joint Board 225: 
MC-F 272—Pacific Motor Trucking Co., purchase, J. A. Keithly. 
MC-F 299—Pacific Motor Trucking Co., purchase, Thomas Laird. 


July 6—Indianapolis, Ind.—State Comm.—Examiner Maidens: 
MC 2966—Application of Huber L. Brewer, Monticello, Ind., for cer- 
tificate or permit. 
MC 2987—Application of George Luck, Chalmers, Ind., for certificate 
or permit. 
MC 2970—Application of Rumzie E. Spear, Newtown, Ind., for certifi- 
cate or permit. 
MC 2983—Application of O’Connor Brothers, Brookston, Ind., for cer- 
tificate or permit. 
July 6—Tacoma, Wash.—U. S. Court Rooms—Joint Board 80: 
* MC 70393, Sub. 1—Application of Smart’s Auto Freight Co., Inc., 
Portland, Ore., for certificate to extend operations. 


July 7—Washington, D. C.—Argument: 
23004—American Fruit Growers, Inc., of Ill. et al. vs. A. G. S. et al. 
27471—-Parkersburg Rig & Reel Co. vs. B. & O. et al. 


July 7—Greensboro, N. C.—U. S. Court Rooms—Examiner Armes: 
27698—Carolina Veneer Co., Inc., vs. C. & O. et al. 





SHORT LINES’ ANNUAL MEETING 


The annual meeting of the American Short Line Railroad 
Association will be held at the Blackstone Hotel, Chicago, II1., 
October 18-19. Among the speakers will be Commissioner East- 
man and B. P. Crampton, vice-president of E. H. Rollins & 
Sons, investment brokers, who will discuss short line railroad 
financing. J. T. Morrison is chairman of the committee on 
arrangements. 


MILWAUKEE RAILROAD INSPECTION EXCURSION 


The C. M. St. P. & P. will run a special train from Chicago 
to its shops at Madison and Milwaukee, Wis., and return Sun- 
day, June 27, for those interested in railroad operations and 
equipment. The excursion has been named the “Rail Fans’ 
Inspection Tour.” Members of the Railway and Locomotive 
Historical Society, the Model Builders’ Guild and the Railroad 
Club of Chicago will participate. The train will leave the 
Chicago Union Station at 9:55 a. m. daylight saving time, and 
make stops at Madison roundhouse, at Watertown, Wis., to 
permit the photographing of the passing Hiawatha, and at the 
locomtive and car shops in Milwaukee. Air conditioned coaches 
will be used and a lunch car will be attached to the train. 


TWENTIETH CENTURY LIMITED ANNIVERSARY 


The Twentieth Centuy Limited, fast Chicago-New York 
train of the New York Central, completed 35 years of service 
with its arrival at Chicago the morning of June 15. It went in 
service June 15, 1902, on a 20-hour schedule. Its running time 
now is 16% hours. The train received its “highball” at the 
beginning of its anniversary trip at the Grand Central Station, 
New York, June 14, from Violet Schmidt, Elkhart, Ind., who, 
because of her faithfulness in waving to the crew of the train 
twice a day as it passes her home, has been called “the 
sweetheart of the Twentieth Century Limited.” 

It was announced that, before another anniversary rolls 
around, the train will be completely reequipped with stream- 
lined cars of new design and more powerful locomotives. 


NEW PENNSY BOX CAR 


The Pennsylvania Railroad has placed in experimental 
service a steel box car of new light-weight design. Although 
of standard length and width and of the same carrying capacity 
as a standard box car, the new car weighs 6,700 pounds less, 
a saving in weight of 13% per cent. The reduction is accom- 
plished by new principles of design and refinements of details. 
In a 100-car train the use of cars of this design, it is pointed 
out, would effect a saving of 335 tons, nearly equivalent to the 
weight of 14 cars of present standard design. The side door 
of the car measures 7 feet in width as compared with the 
ordinary width of 6 feet. It is not lined, but wood posts and 
nailing strips have been provided. Its designers estimate that 
it is adapted to the hauling of 90 per cent of the many varieties 
of merchandise freight. The car was designed by a group of 
engineers of car builders and universities cooperating with 
engineers and traffic officers of the Pennsylvania. 
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Guide to Motor Transport Lines 


(This Guide is published in the third issue of each calendar month) 


Purpose of Guide 
This Guide has been prepared to provide traffic managers 
with conveniently organized information about respon- 
sible motor transport lines. The dependability of each 
advertiser has been investigated. Each has been highly 
recommended by well known shippers and has provided 
satisfactory evidence as to financial responsibility. 


Although THE TRAFFIC WORLD has taken every 
reasonable precaution to restrict this Guide to respon- 
sible, dependable and capable motor transport operators, 
it assumes no responsibility for dealings or service. I/t 
requests, however, that >! managers report any unsatis- 
factory gaberiennes or dealings, should they arise. The 
source of such reports will not be divulged even in cases 
that warrant the dropping of advertisers. 


Two Indexes Make Guide Easy to Use 
To simplify the finding of a service to fit any shipper’s 
requirements, two indexes have been pre me 
Alphabetical Index: When a = ite company is 
wanted, refer to the alphabetical in 


Index of Motor Transport Lines by K en Distribution 
Areas: This index enables the user to find the service or 
services available between any two points without resort 
to a complicated system of codes or cross references. 
Each motor transport line is listed under all of the ke 
cities it serves. Belees each listing is a symbol am | 
shows the direction of the company’s service into and 
out of the city. This system of directional symbols 
is illustrated by the following examples: 

© This indicates a local cartage company serving 

Key City and Suburbs only. 


© This indicates that the intercity service offered 
by the company is ay within the Key 
Distribution Area served by the Key City—See 
“Key Distribution Area”’ wall map. 


. This indicates that four routes are operated to 

*¢ ~~ +points beyond the Key City: east, south, ao 
west, and northwest. The BOLD FACE 
signifies that the operations over these routes are 
intrastate in character. 


' This indicates that three routes are operated to 
' points beyond the Key City: south, west, and 
north. The LIGH FACE indicates that 
rations over these routes are interstate in 
character. 





Cases in which the services from a Key City are 
both Interstate and Intrastate the predominant 
character of these services determines whether light 
or bold face symbols are used. 


Shipments originate, with few exceptions, from major 
distribution ints. The use of these cities makes 
possible the iewies quick, simple procedures for the 
selection of motor transport services: 


Routes from One Key City to Another: 

1. Look under both cities for the name or names of 
motor transport lines that serve both cities, then 
check maps in the advertisements of these com- 
panies for details of the character of service offered. 

2. If no company offers a through service, check maps of 
those companies which are prefaced by directional 

symbols indicating that they offer a service going in 

e direction wanted and make the selection of the 
companies to be used on the basis of the most 
efficient connections. 


Routes to or from Key Cities to Other Points: 

Check directional symbols under the Key City for com- 
panies operating services in the direction of the other 
point, then refer to individual maps. 


Routes Between Points Other than Key Cities: 

Refer to the motor transport lines listed under the Key 
Cities nearest the points to be served. The direc- 
tional symbols provide the means of determining 
which companies offer services in the directions 
wanted. The recording of major highway numbers 
makes possible the pe ae tion of an assured service 
between any two points listed on a highway map 
even when those points are not shown on the 
advertiser's map. 


Arrangement of Advertisements 
Data for companies servin ppc or overlapping 
regions are grouped. It is thus ible to plan a co- 
ordinated system of distribution by studying the avail- 
able services by regions. 


Data Regarding Advertisers: The facts listed for each 

motor line follows a uniform arrangement: 

1. General facts. 

2. Address, telephone and teletype numbers, and person 
with whom to communicate at general office, and, 
when space permits, this data is also shown for 
branch offices. 


3. 
4. 


Equipment—character, number of units, ownership. 


Insurance—types and amounts carried. When 
amount is shown, it relates in all cases to unit cover- 
age per vehicle or whatever other standard unit is 
applicable. All insurance data is verified at time 
advertiser is accepted. Im ee WORD 
is used it signifies that E TRAFFIC WORLD 
has established an arrangement with the under- 
writer or its agent by which it will be informed of 
any lapse in the i insurance or bonds. 


Schedules of operations—number of runs daily, 
whether day or night runs, and average time of runs 
between major terminals, etc.—are shown when 
space permits. 


Special services and facilities—data regarding ac- 
ceptance of C.O.D. shipments, special terminal 
facilities, local services, etc. 


Association memberships are reported since some 
traffic managers use this as a measure of the standing 
of a company. 


Character of Highway Service Offered by Motor 
Transport Lines: The individual maps that accom- 
pany advertisements have been uniformly poapare. 
After once becoming familiar with the cigniioenae of 

various types of route lines shown, one can tell at a 


lance the character of service offered via each route 


operated by each motor line. 


quem Daily INTER- and INTRAstate service. 
see Daily INTERstate service (no INTRAstate). 
Daily coordinated rail-motor service. 








eum Service 2 or 3 times weekly. 
seers Irregular or special service routes. 
=seneen: Connecting lines. 

eeece ce Ferries. 


@ O Principal points served. B Terminal cities. 


Unless otherwise noted on maps, motor lines offer- 
ing an intrastate service are also interstate 
operators when their routes extend into other states 


Alphabetical Index to Companies That Provide the Best in Motor Transportation 





COMPANY Page COMPANY Page - Oar nyt zs Page midis eta wae ' Page 
Brashear Freight Lines......... 6 ; onroe Transfer » Cac, e row Freight Lines, Inc... 
Carr’s Teadiae ee pry 3 Hampton Roads Transportation 1 EER page ERI ae 8 Shirks Motor Express Corp...... 2 
Central Freight Lines, Inc...... 8 Co.—The Wright Line........ 3 N. Y. & New Bruns. Auto Exp. Silver Fleet of mphis, Inc.... 5 
Consolidated Freight Lines, Inc. 7 Inland Motor Freight.......... 7 ee Crit te rere 2 T. S.C. Motor Freigh tLines,Inc. 8 
Denver-Chicago Trucking Co... 8 epeeiineds Bintan Peelae Guta The Norwalk Truck Line Co..... 6 Tidewater Express gt Inc.... 3 
East Coast Freight Lines, Inc... 3 Pe ae ee Seen ciara Novick Transfer Company..... 3 Wolverine Express, Inc.......... 3 
Gateway City Transfer Co...... 5 ith Gi MINDS 5 5 vce scacusew bends 7 On Time Transfer Company.... 7 York Motor Express Co......... 2 


Index of Motor Transport Lines by Key Distribution Areas 





ALABAMA DIST. OF COL. ROCKFORD DAVENPORT MONROE DETROIT MISSISSIPPI 
BIRMINGHAM WASHINGTON _.  Denver-Chicago _.« Denver-Chicago *3t Monroe Trans. & 33° Inter-StateMotor JACKSON 
e$ Silver Fleet of eo” Carr's s _ Trucking Co. .8 Trucking Co. .8 Whse. Co....8 %¢ Freight...... 4 @ Silver Fleet of 
Memphis . > Transfer..... 3 ' Gateway City _.|_ Inter-State Motor nkw ORLEANS» », Norwalk Truck $ Memphis . 5 
¢« East Coast Frt. . Transfer.....5 Freight...... 4 $ Silver Fleet of Line.. ie MERIDIAN re 
none ' - Lines. hone gee a ogame DES > MemverChi rT ere. ‘. 5 FLINT . - , Silver Fleet of 
: vie vick Transfer s SY a enver- icage .5.C. Motor Frt. nter-State Motor : 
.!. Denver-Chicago ~* ‘Com ny....3 ROCK ISLAND Trucking Co.. ve FO SERS 8 3, Freight... ... 4 Magnes... :5 
. Trucking Co. .8 ¢ Shirks Motor Ex- (See Davenport) : tegen eases SHREVEPORT * st R Truck MISSOURI 
TUCSON ; ; press Corp...2 SPRINGFIELD Freight...... 4 ee Monroe Trans. & Ore 6 KANSAS CITY 
>, Denver-Chicago 4,4 Tidewater Exp. _.¢ Denver-Chicago DUBUQUE Whse. Co... .8 GRAND RAPIDS Rk eg 
. Trucking Co. .8 EME i winsns ' Trucking Co. .8 .~ Denver- aeons 3 + Inter-StateMotor ~** | ines 6 
¢ York Motor = ‘+ Inter-StateMotor Trucking Co.. MARYLAND Freight...... & . _—_s_ Seees 
ARKANSAS ° of : Denver-Chicago 
LITTLE ROCK press Co... . ays Freight...... 4 -«,, Inter-State ene BALTIMORE JACKSON 772 Trucking Co..8 
Silver Fleet of Freight...... 4. Carr's oe Inter-StateMotor st, JOSEPH 
°° “Memphis... .5 IDAHO INDIANA WATERL * Transfer..... 3 ° Freight. ..... 4 Denver-Chicago 
BOISE ' Inter-State Motor ¢ Sak: Cet ee ' Norwalk oe 7° Trucking Co. .8 
LOS “ANGELES © o*. “pgplidited Fre, sy annter-StateMotor * _ Freight...... 9 oe. eee: ae AL Sapa: :<:8 ST. LOUIS 7 
OS AN ES e% ines Inc..... . ” < I S M '¢ Brashear Frt. 
Freight...... 4 KANSAS ° nter-State Motor " : 
- = DggverSsisees anssreaes FORT WAYNE DODGE CITY Freight... 4 og InuerStateMotoy °°" Lines. ...-.-6 
s vig ineee- State Motor Denver-Chicago - Novick Transfer , twang’ ''"' ..’ Denver-Chicago 
SAN peu oo. oa, - oes wht 407°" Trucking CoB ” Company... .3 yo iecciaa Trucking Co. .8 
$ enver-Chicago Re rashear St. «th mer wee, oa t+ Shirks Motor Ex 33 + nter-State Motor ‘ Inter-State Motor 
Trucking Co..8 7” BD <n6 ones 6 GARY-HA\ MOND HUTCHINSO a* ? Freight...... 4 ° F 
“Ch: (See Chicago) Denver-Chicago peess......-- reignt...... 
SAN FRANCISCO, + DRRNSLCMESSG. oq Norwalk rack 2°" Trucking Ga‘8 gte Tiewter Ex, .. Norwalk Trick sue Rest 
ce Lines Inc.....7 st Geacuan City Line.........6 nig, ee Fre wie York Moicr ‘Ex MUSKEGON e : panacea 
COLORADO a. gine INDIANAPOLIS _ Fre. ~~ _Lines........ o,,’ press Co.....2 +3 Inter SateMoto MONTANA 
COLORADO SPGS. 33¢ Freight a T fone 6 ..~ Denver-Chicago te Wolverine na wes — idated F. 

!. Denver-Chicago Deana “Truck >! Inter-State Motor Trucking Co. .8 MASSACHUS s ress, Inc..3 -* = meal I “ 
1 _TruckingCo..8 °° Line 6 “i Freight 4 TOPEKA BOSTON SAGINAW epenmoennte 
DENVER On Time 5 eee SOUTH poe noha mae Brashear Frt. >: = = ew 2° = Oem in. Frt. 
.. Brashear Frt. ~* fer.......... 7 ‘ a ts ame oe Chica © wnunane 4 Sgo | Freight...... *~ Lines Inc.... 
Lines. . - Wolverine ote ..~ Denver-Chicago SPRINGFII Norwalk Track REAT FALLS 
a Digrer- Chicago Express, Jean oe ae Fecck Trucking Co..8 ._ Shes ** ee oh >: ees ng « Consolidated Frt. 

rucking Co..8 DANVILL °°f Line et KENTUCKY TER ¢*< Lines Inc.. 

PUEBLO -{  Inter-StateMotor TERRE HAUTE LOUISVILLE beta at MINNESOTA. 

!. Denver-Chicago Freight...... Th ey ee Brashear Frt. -+- ImterStateMotor MINNEAPOLIS NEBRASKA 
, Trucking Co. .8 DECATUR” see "Freight 47° oe é Freight. ..... ku : Consolidated Fre. GRAND ISLAND 

DELAWARE s ‘+ eee — Fat re 8 tv Inter-State Moto: ines Inc.....7 _,_ Denver-Chicago 

WILMINGTON pe ery 4 IOWA 2 "Tee. ’ os “4 MICHIGAN , Gateway City Trucking Co. .8 

.« Hampton Roads- PEORIA BATTLE CREEK +’  Transfer..... 5 HASTINGS : 

' Wright Line..3  .¢ Denver-Chicago CEDAR RAPIDS LOUISIANA 25% Inter-StateMotor ! Inter-StateMotor _,_ Denver-Chicago 

. Novick Transfer 7; Trucking Co..8 | « Denver-Chicago ALEXANDRIA Freight...... 4 1s Freight...... 4 Trucking Co. .8 
, Company... .3 ‘+ Inter-State Motor “S — Trucking Co..8 $ Monroe Trans. & BAY CITY ST. PAUL LINCOLN 
s'+ Shirks Motor Ex- 1s  Freight...... 4 ' _ Inter-State Motor Whse. Co... .8 qe Inter-State Motor (See Minneapolis) _,_ Denver-Chicago 
¥ press Corp....2 QUINCY , Freight...... 4 BATON ROUGE es Freight... ... 4 WINONA Trucking Co. 8 
‘.« York Motor Ex- « Denver-Chicago On Time Trans- 2 1-S.C. Motor Frt. P Neeson bale >! Gateway City 2” On Time 
a press Co.....2 “48 Trucking Co. .8 S|. MGereweenss y eis. alas <-> empaiar 8 ' Line.. . Transfer..... 5 Transfer..... 7 
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OMAHA ROCHESTER SPRINGFIELD HARRISBURG TENNESSEE WACO TACOMA 
... Denver-Chicago Inter-StateMotor _ .« Inter-StateMotor Novick Transfer ¢ Central Freight ' Consolidated F, 
7" Setting Co. .6 iia |” 2 "Seee.....8- * ann" ny. _ MEMPHIS os COR «> sed ' Lines Inc. “a 
n Time a ste ir otor Ex- *. Silver Fleet of 
ae Transfer.....7  ,; paiaae Sistas Be TOLEDO press Corp. ..2 33 Memphis....5 $e Red Arrow Frt. : igs 
P P : . M Tid ? SO a ass 8 es.......] 
NEVADA SYRACUSE ao. ~~ pee otor es p. * 
4a t ia 4 ' ines 
RENO Inter-State Motor 4+ Menaul Truck York Motor Ex- WALLA WALLA 
« Consolidated Frt. ~:~ Freight......4 7°* Line iS press Co... ..2 TEXAS VIRGINIA 
me Li I - 3$q¢ Inland Motor 
NEMA EY ~*~ Brights -nn 4%. Shiske Motor Ex, Novick Tranter 38, CTS mes 7° Nata tyes WENATCHEE 
‘ press Corp.... ' ompany.. ar Doss Biss. vee ‘ 
(See New York) ° F Cc lidated F, 
NEW MEXICO NORTH DAKOTA es aoma PHILADELPHIA hme Te “35 “Limes Ine... 
a + BISMARCK + East Coast Frt) BEAUMONT 
wo wr Consolidated Frt. TULSA ,* io "5 RONSON S CS es _ 7 
os Ee ee ~ ee Fe - Brashear Frt. « Hampton R 4 T.S.C.Motor Frt 5 Hampton Roads- a 
Trucking Co. .8 anes inc. 7 . . ° ampton Roads ys ae g te : - 
: FARGO Lines i ae ; Wright Line. .3 meS....... ¢ Wright Line... yaAKIMA 
NEW YORK Consolidated Frt. 3.* Inter-StateMotor CORPUS CHRISTI ° 
ALBANY . Lines Inc. OREGON N ie, oe § &N 4 ate Red Arrow Frt. RICHMOND a. Conpelidgeed Fe 
‘ . ° “ el ines inc..... 
_.. Inter-State Motor OHIO KLAMATH FALLS ti pre ty ae ° Lines. . . 8 ‘ East Coast Frt. 9 Lee & 
' Freight...... a ' _ Consolidated Frt. '. Novick Transfer DALLAS Lines a ° pore 7 
BINGHAMTON AKRON fines Suc.....7 3° Company ~. Hampton Roads- — 
| Inter-StateMotor -+¢ Infer-StateMotot PENDLETON ; ee. ., Cette Wie. 
ae : = ‘ > deny: ¢ DR 6 5 39 
Fesight......4 ' oN te % ; >! Consolidated Frt. ate Wak toe Ex- Red Arrow Frt. WISCONSIN 
BUFFALO ce yung wwere bs Lines Inc.....7 > press Co... . .2 :* BBs 6c scad 8 ROANOKE LA CROSSE 
« Novick Transfer 
oe Inter-State Motor CANTON PORTLAND PITTSBURGH FORT WORTH . Company....3 .s Gateway City 
¢ Shirke Motor Ex. >, . Inter-State Motor !< Consolidated Frt. , ! _ Inter-State Motor Central Freight “iS Transfer.....5 
1s Freight......4 '* | LimesInc.....7 ~ Freigh 4 
a press Corp... .2 relg . . Inland Motor reight...... ; ee ee WASHINGTON +, _ Inter-State Motor 
ELMIRA eevee oA _Fgight......7 READING GALVESTON + Freight.....4 
5 if >!¢ Inter-State Motor é ee & : SEATTLE 
:. — = j Freight......4 : Eastes.......7 . ang | eth — ae Consolidated Frt MABESOM 
CLEVELAND Shirks Motor Ex- ... on < “Lines Inc.....7 >. - Gateway City 
NEW YORK Saeed State Motor PENNSYLVANIA ~*°. © press Corp....2 HOUSTON . righty © Transfer... ..5 
East Coast Frt. %}5  Freight...... ALLENTOWN ..* York Motor Ex- y», Central Freight e. Inland Motor », . Inter-State Motor 
, Lines 3 Norwalk Track ‘ press Co.... .2 Lines... . 8 . Freight..... 7 ss Freight......4 
ityernten hy age 4 » a ge . Next Sepeaing SCRANTON 3° Red Arrow Frt. poe 
, right Line. . e Shirks M ° ' ompany CN. oy ne 8 Lt MILWAUKEE 
‘+ Inter-State Motor as oon a me .. York Motor Ex- +, Inter-StateMotor .« T.S.C. Motor Frt. , NE « svi . . Gateway City 
, Freight...... - COLUMBUS ry press Co. 2 . Freight... . BINNIE oie 6:00 8 7 Transfer.....5 
te Nes ork & New 7g ae . Novick Transfer SAN ANTONIO SPOKANE one dineds M oi 
, - a "ae 3°) "Eaaes......4 , Company... .3 : ee ee a a = ' 4 
>. ovic ransfer _.¢ Inter-StateMotor $q Central Freight ste aa I ' ght...... 
4 Company....3 DAYTON > Freight...... 4 WILLIAMSPORT a pe 8 a 
. York Motor Ex- _'!¢ Inter-StateMotor _¢ Shirks Motor Ex- ! Shirks Motor Ex- .. Red Arrow Frt. ~ Inland Motor SUPERIOR 
, press Co.....2 ' Freight......4 7” press Corp. ..2 ' press Corp... .2 ae eee Freight...... 7 (See Duluth) 











New York & New Brunswick Auto Express Co., Inc. 
‘**Freedman Service’’—Est. 1910 
COMMON CARRIER—I. C. C. Doc. No. 30532 
916 Raritan Ave., HIGHLAND PARK, N. J. 
Tel.—New Brunswick 2300-1-2 
A. Markowitz, Traffic Manager 
BRANCH OFFICES: Harrison, Philadelphia, Tren- 


ton, Lancaster, New York. 



























York Motor Express Company 


Established 1921 COMMON CARRIER 
ICC Certif. No. 1440—P.U.C. 22984 
Telephone 5591 YORK, PENNA. 


J. F. Baird, Gen. Traf. Mgr. 
TARIFF AGENCY—Mid 
















Incorporated (Penna.) 


11 E. Boundary Ave. 
L. S. Reidel, Pres. & Gen. Mgr. 


le Atlantic States Motor Carrier Conf., Inc. 

































To a ee DIRECT seavice TON, TOKEN OLD 
EQUIPMENT: 24 Tractors, 42 trailers; Trucks, 20 Qtetletonte “eo a ee NORTH NEW JERSEY fi >) fee 
van. All company owned. . = ee WL 4 





INSURANCE: Gone $25,000 ($100,000 Limit Term. 
pone ema *Pub. Liab. $100,000— $300, 000 limit 
on fleet; * Prop. Dam., $5,000; Workm’n’s Comp.; 
U.S. Carrier Cus- 
toms Bonds, |," <* 
$25,000. ( 
NEW BRUNSWICK: 
col car dist.; 
local cartage. 
MEMBER: New 
Jer. Motor Truck 


Assn. 


* PENNSYLVAN ia 
Lewistown) = 











san = bile 


Aone - 
Luvite py Denver 
Ephiate 


LANCAS ER 






















ATLANTIC 
OCEAN 
New York & New Brunswick 
Auto Express Co., Inc 


“Freedman Service” 


Hightstown 









N. J. 


THE TRAFFIC WORLD 













Est. Inc. 


i277 Shirks Motor Express Corp. (2 
Fe A dant MANHEIM PIKE 
LANCASTER, PA. 


























CONNECTING. LINES 4-3 Rochester 


ICC Certif. No. 1658 
EQUIPMENT: 7 Trac- 














































































tors, 7 trailers. = , : ~ = 

Trucks, 12 van, | TERMINALS EQUIPMENT: Tractors, 64; Semi- 
open. All company PENNA. ; Norristown Baltimore—Hillen & East Sts. trailers, 72. Trucks, vans, 77; open 5. 
owned. ' peace; \ (Tel. Vernon 1234) All equipment company owned. 
SERVICE FEATURES: Da we ©. New York City—West & Morton Sts. INSURANCE: Cargo, $25,000 (Alliance 
Daily serv. all routes. Dee (Tel. Rector 2-4877-78-79-80-81 ) Ins. Co. of Phila.), Public Liab., $5/- 
Pick-up and delivery 0 Jersey City—247-249 Coles St. 10,000 (Traveler's Ins. Co.). Prop. 
atall points. Cartage service at wen (Tel. Delaware 6-2717-2718) Dam., $5,000 (Traveler's Ins. Co.). 


Philadel hia—Franklin & Spring Garden 
Sts. el. Market 6274) 

PB i he & Early Sts. (Tel. 2-2626) 

Reading—Upland Av. & Morgantown Rd. 


Workmen’s Com 

POOL CAR DISTRIBUTION: York, 
Lancaster, Harrisburg, Reading. 
SCHEDULES: Daily overnight opera- 


BRANCH OFFICES 
Baltimore—Singer Transfer & Storage Co. 
Buffalo—Otander & 

Cleveland Shisks t Motor Express. 














(Tel. 4-2191) tions between all points shown on map. 

cee. Seenseel Sieeeee. Lebanon—S. | Ith St. & Linden Ave. SPECIAL SERVICES: In addition to 

ochester— — arting Co. (Tel. 1058) eneral cargo we specialize in the han- 
Wilmington—Wooleyhan Transport Co. 








Lancaster—Fountain Ave. (Tel. 2-5674) dlin 
Harrisburg —728 S. Cameron St. (Tel. 4-3248) 
Hanover—536 Broadway. (Tel. 514) 

York—11 E. Boundry. (Tel. 5591) 


of silk and textiles. 
MEMBER: A.T.A.; Penna. State C. of 
C.; Nat. Fed. of Textiles, Inc.; Certif'd 


Motor Carriers of Penna. 









¢y| show more clearly the de- 
Sd tails of Shirks Motor 
between Lakes and the Sea. 


INSURANCE—Cargo, $10,000. Pub. Liab., 
$10,000-$20,000. Op. Damage, $10,000- 
$20,000. Workmn’s Comp. 
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Carr’s Transfer 














































Tidewater Express Lines, Inc. 





































COMMON CARRIER—J.C.C. Doc. No. 3799 
COMMON CARRIER—ICC Docket No. 1034 204-30 Key Highway ES NW. Woshing 
ted Frt, INCORPORATED (MD) Established 1933 BALTIMORE. MD 2513 E St., N.W., Washington, D. C. 
a... — x ? . Telephone—West 0767 ‘ 
| S Telephone-SOuth 1551-2 L. C. Ca 
| HARRISBURG J. T. Bennett - C. Carr, Owner 
7 Lemoyne @) Traffic Manager ag bey wt Tidewater 
New Cumberland & “\ xpress Co., ey way (South 
LA ¢ fi 9 ca ia PO mg ag ig 1551-2); (2) Union NE vette Terminal, 
JAMBERSBURG NOOSE LANCASTER | Water 8. Wilsoe (tek 2tw) 423-425 Sharp St. (Plaza 4116-17-18). 
otor Ck Biglerville YORK =a Wrightsville nae “4 EQUIPMENT: 7 Tractors, 5 trailers; 
. re K Dallestown Frederick, Md., 300 East St. . ; : . : : 
ting Grove er" Norman Murray (Tel. 557) trucks, 5 van, 2 open: 2 refrigerator Washington-Harrisburg (via Winches- 
Fairheld Gettysburg yr e¢ Liee PENNSYLVANIA York, Pa., Charles & Howard § trucks. All company owned. ter) 
Ba. oward Sts. INSURANCE: *%Cargo, $2,000 (Mass. Washington-Warrenton-Culpeper 
oo. e L ~ egy a 6122) Fire & Marine Ins. Co.); *Pub. Liab., Washington-New Yor 
ted Fr aynesboro” — ington, 2613 E. St., $3: = b «eral WF Damage, (via connecting line). i" 
ae J. A. Ward, (Tol, MER. 9065) ene (OS. Piddley & Case. Co of penta end Piling Survtecs Werte 
4 | Libenvows Lancaster, Pa., 517 N. Mulberry Baltimore). ae ’ 
- a, aa ES REGULAR SCHEDULES: : Daily pick-up Se COs Retain Soe ene 
30. m } ; eystone Exp. Stge. Co. an elivery service bet a ighways in Virginia, Frennsy!vania, e 
\FRE DE RIC K Ym! ate a wae = Sie | (Tel. 8248) Baltimore-Washington sina ihaeioad Delaware, D. C. 
ted Fr, Na : ’ BALT IMORE °°): | Harrisburg, Pa., 1539 Walnut St. Washington-Leesburg MEMBER: American Trucking Assn. 
nc.....7 ‘- Hill Express (Tel. 3-6121) 
j ree TARIFF AGENCIES * 
ved Rect Individual: D. T. Waring, J. B. 
> pam, Dempsey 700 N. Cameron St. WINCHESTER, VA. 
SIN |. ue \e : ASSOCIATIONS Phones—430 & 78 
|W proses Baltimore Safety Council Teletype—582 
( \) Baltimore Assn. of Com. 
j_vwe vaarnie wome—<cowenee} Traffic Club of Baltimore Nore ' . es B. Belchic, Traf. Mgr. 
City SPECIAL ROUTES 4 Nena EQUIPMENT: 26 
- x 2 EQUIPMENT LOCAL FACILITIES . —s ete = trailers. 
e otor ° Cc. , vans. 
b. . | tractor, | trailer. Trucks, 27 Terminals with rail sidings: INSURANCE: 
vans (12 carry ice for refrigeration a oe tag Sear er Cargo, $25,000. 
when needed); 2 open bodies. All “* S adiatetataneens Pub. Liab. | $25/ 
City company owned. SCHEDULES 0 
OF. cau 
te Moto: INSURANCE ‘ : : 
t. , "4 xCargo, $5,000 plus $2,500 Daily none sxe os er ” CONNECTING LINES: New York City i 
: (Northern Assur. Co. of London) all points with irregular service on ma ent te Ni hay Note 
4 City . Public Liability, $10,000 & truck load lots. Operating over coe Tommene & W. Virginia 
er. ..ai $50,000; Property Damage, highways in Maryland (intra- Racha,  iaemecmaed to Pittsburgh & 
mond. 
te Motor $5,000-$50 deductible (Merchants tate and interstate); Pennsyl- SERVICE: Daily schedules. 
t... ce Mutual Casualty Co.) . : . Work- : 2 ilenelan of Mbeshd POOL CAR DISTRIBUTION: Winchester. ni 
ingmen’s Compensation (Lum- popes an istrict oO umbia MEMBER: Va. Highway Users Assn.; 
ail Lerman’s Mutual Casualty). (interstate). Highway Transport. Assn., N.Y.; A.T.A. ae 




















East Coast Freight Lines, Inc. 


ESTABLISHED 1933 COMMON CARRIER 


Hampton Roads Transportation Co. 
































Established 1921 I. C. C. Docket No. 19532 Incorporated (Va.) Incorp. (Va.) ICC Docket No. 75295 
T h W ht Li 3. 2916 W. Marshall St., Richmond, Va. 
e r ig in e PENNSYLVANIA ~~ Ss STrenton | L. E. Keppel, President 
Est.1932  1.C.C. Doc. g 51116 _—iInc. (Va.) Philadelphia E NJ } TARIFF AGENCY: Dabney D. Waring, W iddle Atlantic S.M.C.C. 
Hage Chester yy * = BRANCH OFFICE REPRESENTATION 
-. y) 


wy, S| Washington—Farran’s Trsfr. & Stge. Co. 
If & 218-20 D St., S. E. (Lincoln 4275) 
fy S Baltimore—Davison Trsfr. & Stge. Co. 
400 Key Highway (South 2900) 
Philadelphia—W. E. Steitz 
Delaware Ave. & Fletcher (Nebraska 9566) 


12 Nebraska St., NORFOLK, VA- 


TeletypemNor. 65  Telephone—2-5758 
Cc. W. Wright Gone Manager 

C. D. McMullen, T. M. Weaver, G. F. A 
COMMON AND CONTRACT CARRIERS 
TARIFF AGENCIES: Mid. Atlantic Newark—Lueddeke’s Transportation 
mean - poenne, comasens Rate Confer- Gd / : 102-8 Monroe St. (Market 2-0806) 
ences; Individual Tariffs. [Serle woe Z yy] New York—R. P. Harrison, C. H. Trayford. 
BRANCH OFFICES: Elizabeth City, N. C., ey 7 | j 115 Watts St. (Walker 5-8557) ra 
Hampten, Va., Hopewell, Va., Newport EQUIPMENT: 9 tractors, 9 trailers (2 re- 
News, Va., New York, N. Y., Philadelphia, frigeration units). 3 Van body trucks (2 
Pa., Richmond, Va., Smithfield, Va., Suffolk, Babaco equipped). All company owned. 
Va., Virginia Beach, Va., Wilmington, Del. INSURANCE: Cargo, $25,000, Pub. 
EQUIPMENT: 20 Tractors, 20 Trailers, 7 Vans. Liab., $20/40,000. Prop. Dam. $5,000. 
INSURANCE: Cargo, $6,000-$7,500; C.O0.D. bond. Bond protecting inter- 
Pub. Liab., $10,000-$25,000; Prop. Dam., carrier shipments, $2,000. Workmen’s Comp. 
$5,000; Workmen’s Compensation. 
SPECIAL SERVICES: Norfolk—Pool 
car dist.; consol. of cars; local cartage. 
Suffolk—tlocal cartage. Connections with 
Lines serving all states ong © of Mississippi. 
MEMBER: A.T.A.; Va. hway Users; 
C. of C. Norfolk; Richmond, arn 


mRICHMONDS \ 





\ Ye 
Detaware 































































































Wolverine Express, Inc. 
COMMON CARRIER—ICC Certificate No. 2998 
Established 1928 Incorporated (Mich. ) 1930 


659 W. Western Ave., Muskegon, Mich. 

Telephone—22-681 

B. F. Deyman, President 

George A. Johnson, General Manager 
TARIFF AGENCY, Central Mot. Frt. Assn., Chicago. 
BRANCH OFFICES—Grand Haven, Oscar 
Ehrmann (Tel.—526)., Chica ° 738 S. Clinton, 
Art Gerkie (Tel.—Wabash 4738 
EQUIPMENT—-331 Tractors, 22 ie Trucks; 
17 open; 9 refrigerator. Total, 79 units—67 com- 
pany owned. 
INSURANCE—Cargo, $10,000 and $5,000. 
Public Liab. $50,000—$100,000. Property 
Dam.., $50,000—$100,000 with additional $5,000— 
$10,000. Workingmen’s Comp. 


ASSOCIATIONS—Mich. Truck. Assn.; A.T.A. 
Ind. Mot. Frt.; Chicago A. of A 





ATLANTIC 





















YORKTOWN AND 
SOUTH HILL ROUTES 






SERVICE to Yorktown 
and points between 
Franklin and South Hill 
is intrastate only. Inter- 
state applied for. 

















Legend 
=== The Wright Line 


Interstate Sermce 












on map. 
dition to 
the han- 
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. Certif'd 
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IN POINT # __ SOUTHERN POINTS 
INTER-STATE SYSTEM LINES—TERMINALS AND WAREHOUSES G 
Inter-State Motor Freight System Moline, MH... 0+. 2000—3rd Ave....... Moline 1671,-2,-3 Lansing, Mich........ 316 E. Saginaw St.... 20819 rar 
Oe 600 S. Monroe St.... 2042 Muskegon, Mich....... 637 W. Western Ave.. 23894 
ciTy ADDRESS PHONE Muskegon, Mich....... 54 Concord Ave....... 22-188 Owosso, Mich........ E. Main St.......... 1616 B.C 
Akron, Ohio ........- 74 East Chestnut St... Hemlock 8827 _ & ea 25 Niagara St........ 2-0154 Pontiac, Mich........ 359 S. Jessie St..... 29722 Geo. M 
Albany, N. Y......+- 147 Dougan ......... 4-6179 New York N. Y....... 14 Coenties Slip..... . Bowling Green South Bend, Ind...... 319 E. La Salle Ave.. 43171 
Baltimore, Md. ...... E. Center & Hunter Sts. Vernon 7596 93165,-6 J Se 205 Olive St.......: Main 4211 @nexcelles 
Battle Creek, Mich.... 38 No. Monroe St..... 6542 Pittsburgh, Pa........ 1013 Penn Ave....... Court 6210 Ypsilanti, Mich....... 17 B. Cross &.......! 364 S indust 
Beloit, Wisc. ........ 100 Blackhawk Blvd. . 283 Philadelphia, Pa...... 600 S. Delaware..... . Lombard 2624 
Benton Harbor, Mich... (See St. Joseph, Mich.). Racine, Wisc......... 18th & Clark St..... Jackson 7750 Consolidated Freight Company 
Boston, Mass.........310 Congress St...... Liberty 2976 Rochester, N Y....... 207 Exchange St..... Main 6665 SO SI, seneecss Michigan Ave........ 184 
SS ea Door 44, Larkin Whse. Washington 2165 Rockford, Ill. ....... 816—7th St........ Main 2339 et Se, Tn ncce cicccessucasstbeses 9572 
SS ee -700 Cherry, 8S. E..... 2-3200 South Bend, Ind...... 526 §S. Scott St..... 4-1131 Battle Creek, Mich....38 N. Monroe St..... 6542 
Cedar Rapids, la...... 407 S. 2nd St....... 7101 South Beloit, Hll...... 100 Blackhawk Blvd... 283 Bay City, Mich....... 1213 N. Water St.... 3000 
Chicago, Wil.......... 1833 §S. Canal St.... Seeley 2600 St. Joseph Mich....... 16 Comt Bh. ..cccc . 488 Benton Harbor, Mich..16 Court St. (St. Joe).488 
Cincinnati, O........ - Bank & Koebel Sts... Cherry 6040 St. Louis, Mo........ 1141 §. 6th St...... Central 5040 Cadillac, Mich......°. 310 Elizabeth St..... 244 
Clovtant, ©......00% 1215 East 40th St... Henderson 3650 Syracuse, N. Y....... 841 Canal St..... ee 6-2875 Chicago, Oil. .......- 1833 So. Canal St... Seeley 2600 
Dayton, ©.......000. 917 E. Monument Ave. HE 1293 eee LS IEE Adams 9118 Detroit, Mich........ 7831 W. Fort St..... Vinewood 18 gfe 
Des Moines, la....... East 4th and Locust. . 35168 ts ae 1200 Broad St....... 25922 i. Ms osc06 ess 612 W. Kearsley St.. 21189 100 tract 
Detroit, Mich........ 7831 West Fort St... Vinewood 1-6800 Waterloo, la. ........ 821 Mulberry St...... 45 Fort Wayne, Ind..... 1700 West Wall...... Anthony 5366 ay 
Evansville, ind 2 S. Kentucky Ave.... 7159 Waukegan, Ill. ....... 1208 Dougdale Road... Majestic 2326 Grand Rapids, Mich... 641 Chestnut Si., S.W. 9- 4201 
sg R aang Essnerbe 612 +. ~~ { St... 21189 Youngstown, O........324 W. Commerce St. .4-3108 > ane “ rbd: 531 Liberty St.......2 eo TA Ase 
OS ea 1700 West Wall...... Anthony 5366 Kalamazoo, - 329 E. Ransom....... 2-987 A.; Mic 
Grand Haven, Mich.... 3rd and Fulton Sts. .-55 WESTERN MICHIGAN TRANSPORTATION CO. Lansing, Mich........ 700 8. Hosmer St... 21401 Commerc 
Grand Rapids, Mich... 641 Chestnut St., S.W. 9-4201 Division of Mason, Mich......... 2 213 Cherry St....... 311 
Holland, Mich........ TO gp apart 2373—2374 Associated Truck Lines Muskegon, Mich...... 54 Concord Ave...... 22-188 a. 
Indianapolis, iInd..... 135 8. East St...... Drexel 6080 Ann Arbor, Mich...... 410 N. Fourth Ave... . 6927 Owosso, Mich........ 435 W. Howard St....§ 59 ty 
lonia, Mich.......... 239 S. Steel St...... 306 Battle Creek, Mich.... 9 Avenue B.......... 7109 Pontiac, Mich........ 34 Osmun St........ 29159 _- * 
Jackson, Mich. ....... 531 Liberty St....... 2-2313 Benton Harbor, Mich.. 557 Paw Paw Ave.... 9741 Saginaw, Mich........ 100 Carroll St....... 23123,-4,9 ; 
Kalamazoo, Mich...... 329 E. Ransom...... 2-9879 Detroit, Mich........ 1020 Eighteenth St.. Lafayette 2410 South Bend, Ind..... 528 8. Scott St...... 4-1131 ; $10,¢ 
— _ Ser os a C—O 9110 Flint, oe ee aeukebe 602 Kearsley “3 26103 Toledo, Ohio......... 102 8. Erie St....../ Adams 9118 >. 50) 
i ere 7 S. Hosmer St.... 21401 Grand Rapids, Mich... 108 Market Ave., S.W. 9-3401 ‘ingme 
Louisville, Ky...... .. 1111 W. Main St... . Jackson 5932 Holland, Mich........ 111 W. 8th St....... 2373 Star Transfer Lines—Contract Carriers Local 
Milwaukee, Wis....... 448 E. Bruce St..... Daly 6535 lonia, Mich......... 239 S. Steel St...... 306 Grand Rapids, Mich.... 134 Grandville, S.W.. . 9-3385 d Rapi 
Minneapolis, Minn.... 506 N. Washington... Atlantic 7218 Jackson, Mich........ 604 Water St........ 4151 Lansing, Mich........ 700 South Hosmer St. . 21401 





Midway 5863 Kalamazoo, Mich...... 411 E. Willard St.... 8159 Detroit, Mich........ 7831 West Fort St.... Vinewood 1B oogo* R 











Guide to Motor Transport Lines 
EAST, NORTH CENTRAL AND SOUTH CENTRAL 


LEGEND 
INTERstate daily service 
gues INTER and INTRAstate service. 


Daily service over all routes 


===: Connecting Line Routes. 










10819 
3894 

616 
9722 
(3171 
fain 4211 
64 pindustrial states. 

an. 
~ d Tariff Agency 
572 Central States Motor Freight Bureau 
542 Common Carrier 
3000 piliched i in 1934, a Michigan corporation. 
88 C.C. Docket Nos. 30897 and 35628. 
44 
‘ecley 2600 Equipment 
Finewood 16—°™Pany owned: 700 tractors; 700 trailers. 
1189 d: 400 tractors; 600 trailers. Total: 
\nthony 5366 10 tractors; 1,300 trailers. All equipment 
14201 dern and efficient. 
2-2313 Association Memberships 
»-9879 T.A.; Mich. T.A.; Ohio T.A.; Chambers 
—_ mmerce in principal cities served. 
? 
3-188 Insurance 
9 forms of insurance carried in companies 
29159 —_ to do business in each state as 
13123,-4,9 
1-1131 ’ : $10, 000-$20,000; Public Liability, 
Adams 9118 oc $50,000; Property Damage, $5,000; 
Corrie tingmen’s Compensation. 
. otal Local Services and Facilities 
1401 and Rapids: Local cartage; Warehouse. 
Vinewood 1 0: Rail siding & dock at terminal. 


ail siding at terminal; Warehouse. 











Terminal points. 


@) Major points served. 


Grandville Ave., S.W., GRAND RAPIDS, MICH. 


B. C. Sproul, General Traffic Manager, Grand Rapids 
Geo. M. Shook, Ass’t Gen’l Traffic Manager, Grand Rapids 


nexcelled Transportation over fast, direct, scheduled routes through 
Terminals and Warehouses in principal cities. 


Schedules and Extent of Service 


Following day deliveries are ordinarily made 
on all shipments within a 360-mile radius of 
principal terminal points. 

All schedules based on 224% m.p.h._ All 
schedules operated daily. Pick-up and de- 
livery everywhere. 

Through lines and established connecting 


lines serve more than 7,600 points in the 
United States. 


Check These Advantages 


Registering stations (electric time clocks) 
every 100 miles or less. 

Free pick-up. Free delivery. 

Teletype service. 

Insurance inspectors at every terminal. 
Highway Patrol System. 

Nightly wire reports on trucks in transit. 
C.O.D. deliveries accepted. 

Experienced personnel. 

Courteous operators. 

Fully insured cargoes. 

Modern equipment. 
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e 
Gateway City Transfer Co. 
INCORPORATED (WIS.) COMMON AND CONTRACT CARRIER 
Established 1896 1.C.C. Dockets—80430 & 25550 
John F. McGrath LA CROSSE, WIS. 417-431 No. Third St. 
Vice-Pres. & Traf. Mgr. Teletype—27075 Telephone—179 & 199 
TARIFF AGENCIES: Wis. Motor Carriers Bur.; Central States Bur. 
























































To Grand Forks, G on, ‘o Bemidji 
ds and Crochaten af Gateway City Transfer Co., Inc. 
Forget ei pat Rapids Delt (4 UDA ee 
trout “ee e Superior QF : intra: at a wea 
N. D. on x a ainerd / \ Teta Fells, lacleding 
Bigckenridge 2S i nN nh, H x “a oat aot of Vonsh on 12, fi 
eS tnte raf“, WISCONSIN free between Tomah ond 7S 
— iccstiem. 2 ° Between Milwoukee ond Coon | 
Souk Center =“) 20% i QRice Loke Valley, including points north | 
seed pei) toms ener 
Willmar itchigld Minneopar¥ ; STLPAUL: CHIPPEWA land Center on Highwey 14, {77 
Mpertine posse ou n — 5 —— oy —— or / 
ie Gle, coree Ee nm lenomince Medison ond 
Gunite Fal ap Og" py <i. CLAIRE | Vitor wcsheppommcen 2 
«ete Sgiete: see Sn OO et ios Sot of Richland Center on 14. S 
ibaa dp Noite wines c = 
j MINN: Waseca ©) WINONA, — oss : (/ = 
; Waseca Ss Ny) eam. Meuston 1 
Winnebago A ax Paper Wisconsin Dells 
Rae ona = Om oy ae Sion ge” (i! ® 
yt. Abert bee Rese = ie Richi Cote = MIL WAUKE 
" of (RBoscobgl ap . ae {a} 
BRANCH OFFICES: Chicago, pecon se DN Foon ty a ae 






Prairi rie du Chien ct 


3115 S. Wallace St. (Calumet 
4772); Milwaukee, 720 W. Vir- 
gen st. et ete | 6305); St. 


ans ville Janesvileg, Hy 
aul, 366 Ferdinand Ave. (Nes- IOWA \. Rocklord SS 
tor 2806); Eau Claire, 429 \ be a Tae 


(Dodgeville\ 
Lancaster 


Gibson St. (Tel.—9833); Chip- 
pewa Falls, 818 High St. (Tel.— 
161); Winona, 76-78 E. 2nd St. 
(Tel.— 3665); La Crosse, 417-431 
3rd (Tel. 179). 
EQUIPMENT: 52 tractors, 25 semi- 
trailers, 20 heated trailers; Trucks, 9 
van, 5 open. All company owned. 
gg age $10,000-$25- 
000 (Ins. Co. of No. Am.) . * Public 
Liability, $25,000-$50,000, ‘Property 
Damage, $5,000 (Royal Indemnity Co.) 
. kWorkingmen’s Comp., complete 
coverage (Employers Mutual of Wausau, 


is.) * Fidelity Bonds (Am. 
Bonding Co.). 


THE TRAFFIC WORLD—CHICAGO } 


N. LOCAL SERVICES: La Crosse—Pool 
car dist.; cartage; rail siding; affiliated 
with Murphy Brothers arehouses. 
Winona—Pool car dist.; cartage. 
SPECIAL SERVICES: C.O.D. collec- 
tions. P. & D. included in rates. 
AGENTS FOR: Universal Carloading 
& Distributing Company. 

MEMBERS: A.T.A.; Assn. of Com.— 
Chicago, Milwaukee, St. Paul. 
REFERENCE: Dun & Bradstreet. 





Silver Fleet of Memphis, Incorporated 


109 W. McLemore St. Memphis, Tenn. 


= Teletype—595 Telephone—3-3626 
ST. LOUIS COMMON CARRIER 
MISSOURI 


ee (ICC Docket Nos. 5907, 3262, 41607, 59297) 
SOUTHBOUND L. O. Williams, Traffic Manager 
service to intermediate 


mm TARIFF AGENCY: Southern Motor Carriers’ Rate Conf. 







































































ILLINOIS 





NORTHBOUND—In- EQUIPMENT: 75 Tractors; 75 trailers; 4 open 

termediate points trucks. All company owned. 

yor soa ee INSURANCE: Cargo, $10,000 (Baltimore Amer- 

a par es pans ican) . Pub. Liab. and Prop. Dam., $10,000- 
TegsloJen . $25, 000 and $5,000 (American Fire & Casualty Co., 
Php cen Inc.) *Workingmen’s Compensation. 





Standard in all locations and Employer's Liab. in 
Mississippi and Arkansas (American Mutual Ins. Co.) 
POOL CAR DISTRIBUTION: Memphis, Bir- 
mingham, Little Rock, Jackson, Meridian. Rail 
siding at Memphis terminal. 


mediate points. 


BRANCH OFFICES 
__|St. Louis, 1135 So. Broad- 

way. G. Ker, (Ches. 6155) 

Little Rock, 620 Izard St., 
B. A. Burns. (Tel. 4-2323) 
Birmingham, 1301 ist Ave., 
North, C. I. Wallace, (Tel 
3-2293) 
New Orleans, 932 Maga- 
zine St., J. L. McCuller, 
(Ray. 7948) 


Jackson, 734 Monument 













re | Silver Fleet Ave., V. L. Graziani, (Tel. 
an Nj of Memphis 4604) 





Meridian, 2721 6th St., 
C.D. Marbury. (Tel. 665) 
SPECIAL SERVICES: C.O.D. shipments accepted. 
Complete Freight Service for lower Mississippi 
Valley on Schedule. Restrictions: Cannot accept 
lower than 3rd class freight for two line haul. 
SCHEDULES: Daily-overnight service in both 
directions: Memphis-St. Louis, || hours; Mem- 

his-Little Rock, 44% hours; Memphis-Birming- 

am, 12 hours; Memphis-New Orleans, 18 hours; 
Memphis-Jackson, |! hours; Memphis-Meri- 
dian, 1|2 hours. 


ASSOCIATIONS: A.T.A.; Memphis Cham. of Com. 


THE SILVER FLEET SYSTEM 


seman 






LOUISIANA 
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The Norwalk Truck Line Co. 


Established in 1921 


J. E. Ernsthausen 


President 


TARIFF AGENCIES 
Central Motor Freight Assn., Inc. 
Ohio Motor Frt. Tariff Bureau. 


EQUIPMENT 
115 Tractors (75 company owned), 
127 trailers (125 company owned); 
30 truck bodies (all company owned). 


INSURANCE 

* Cargo, $10/25,000 (The Connecticut 
Fire Ins. Co.). % Public Liability, 
* Property Damage, * Work- 
men’s Compensation, and Liability 
Insurance on All Terminals (The 
Travelers Insurance Co. & The Travelers 
Liability Co.). % Blanket Employees 
Bond (Massachusetts Bonding Co.). 

Cargo Policy includes all standard 


To Milweukee\, 
& Medison \\ 


- \, ° . Yj 
sy \\, Lake Michigan y/ 
sOnshe ag Chicago Uo; 


/ Ne 


Hammond we 
To Springheld 
8S Levis 


To 


GP 
oy Hitt! 

o ich an cy telinn 
<a 


ILLINOIS | 
| 


TWE TRAFFIC WORLD—CHICAGO 


J. A. Graf 


Traffic Manager 


COMMON CARRIER 
I.C.C. Docket No. 71096 


NORWALK, OHIO 


INDIANA 


ST. LOUIS, MO. 
Twenty-five Years Without Change of Management 


NEBRASKA 


KANSAS 


Incorporated (Ohio) 


36 Woodlawn Ave. 


Telephone—71 or 244 


Cargo coverages (fire, explosion, col- 
lision, overturning of vehicles, collapse 
of bridges and stranding) and in addi- 
tion, Theft of an entire shipping pack- 
age, Tornado, Riot, Strike and Civil 
Commotion. 

Shippers are given perfect and complete 
insurance protection—all policies are 
with large, strong American’ stock 
companies. 

SERVICE & SCHEDULES 
Daily service over all lines—over night 
delivery via our own lines. 
Norwalk—rail siding at terminal. 

MEMBER 
Chicago Association of Commerce. 
Service Member, A.T.A. Akron Motor 
Transportation. 


MICHIGAN 


GENERAL OFFICES 


QOmahe 
Lincoln ? \ 


_ - --—" iF ° . 
~———Ciline 7” (Kansas City> 
=~" TO KANSAS, NEBRASKA 
Hutchinson o~- 7 ) & WESTERN IOWA POINTS ’ 
5 Wichita 2 


Brashear Freight Lines, Inc. 


COMMON CARRIER—ICC Docket No. 26876 


527 S. Theresa Ave. 


Tel.—NEwstead 2250 
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CENTRAL 


“Satisfy your Customers with 
Norwalk Truck Line Service’’ 











SAGINAW BAY 












Indianapolis BZ INDIANA, OHIO 








































OHIO TERMINALS 
Akron, 100 Miller St. (Franklin 5195) 
Cleveland, 26th & Hamilton (CHerry 2573) 
Elyria, 124 N. Maple St. (Phone 3484) 
Fremont, 211 E. State St. (MAin 2825) 
Lorain, 206 11th St. (Phone 4135) 
Mansfield, 198 N. Franklin St. (Canal 2160) 
Norwalk, 36 Woodlawn (Phone 244) 
Sandusky, 1000 Maple St. (Phone 1325) 
Toledo, 145 S. St. Clair St. (Adams 4291) 

MICHIGAN TERMINALS 
Bay City, Foot of 1st St. (Phone 2622-R) 
Detroit, 117 N. June. Ave. (VInewd 2-1435) 
Flint, 1220 Stever St. (Phone 3-5518) 
Jackson, 404 Water St. (Phone 4028) 
Lansing, 925 S. Grand Ave. (Phone 5-3449) 
Monroe, 317 W. Front St. (Phone 1032-J) 
Pontiac, 675 S. Saginaw St. (Phone 2-0115) 
Saginaw, 303 W. Genessee Ave. (Phone 8131) 











THE TRAFFY 


INDIANA TERMINALS TARII 
Auburn, 334 W. 9th St. (Phone 618-J) Motor 
Elkhart, 1401 W. Beardsley Ave. (Phone 466) EQUI 
Fort Wayne, 805 High St. (ANthony 4363) 12 tra 
Goshen, Lincoln St. (Phone 412) 20 tru 





Kendallvi:le, 1018 Garden St. (Phone 378-J) 

La Porte, 619 Washington St. (Phone 2354) 

Michigan City, 2nd & Pine Sts. (Phone 821) 
ILLINOIS TERMINAL 


Chicago, 2443 W. 21st Pl. (CANal 7071) Incery 


Estab. 
Cecil 


Rate . 


TARIF! 
Mot. |] 
Spoka: 


Portle 
Seatt] 
Walla 
Lewis 
Coule 
Coeur 


-_" 


& PENNSYLVANIA POINTS 

















KENTUCKY 





on? 














N. MEX.[--—-—--—, OKLAHOMA J Daily Service Between ST. LOUIS and 
| TEXAS Tulsagf,\—) KANSAS CITY TULSA CHICAGO 
| | __-7 Ss Sulises| INDIANAPOLIS DENVER LOUISVILLE 
' | Oklahoma City / H TARIFF PUBLISHING AGENCIES: WHEN LOOKING FOR RELIABLE, 
i S ' ‘ j | Mississippi Valley Motor Freight Bureau, YEAR-ROUND SERVICE, CALL OR 
Z i 1 / St. Louis. Central States Motor Freight RQUTE BRASHEAR FREIGHT 
Ny / | Association, Chicago. LINES. Special circulars showing points 





EQUIPMENT: 65 Tractors, 45 trailers. 
Trucks, 20 van, 5 open ies. 10 
Refrigerator units. 10 Heated units. 
All equipment, except 10 tractors, com- 
pany owned. 
INSURANCE: Cargo, $10/20,000. 
| Public Liability, $50/100,000. Prop- 
erty Damage, $5,000. Workingmen’s 


' Compensation. Self insurer. 


served direct or through connecting lines 
available upon request. 

SPECIAL ST. LOUIS SERVICE— 
Pool Car Distribution—Local Cartage 
Trucks available at all times for local 
cartage and prices gladly furnished upon 
request. 






de 


re 
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INCORPORATED (Neb.) COMMON CARRIER 





On Time Transfer Co. 














Established 1917 ICC Docket No. 59840 
Wm. Pruner 1302 Izard St. 
Commercial Agent OMAHA, NEB. Tel.—Atlantic 4919 

20 

Years 
Pose. level f 
sean eee o 
a ' 
e. able 

yIND, Service 


BRANCH OFFICES: Chicago, 2299 S. Lumber St- 
(Canal 2206); Lincoln, 130 N. 8th St. (Tel.—B-6224)- 
INSURANCE: ,xxCargo, $10,000; *Pub. 
a> Sena Sanne ah 5 —— $5,000; 
*Workmen’s Comp. xLiquor Transp’n 
Central Bond, $10,000. . 

POOL CAR DIST.: At Omaha, Neb., located 
12 Tractors, on Union Pacific trackage. Distribution to out- 


TARIFF AGENCY: 
Motor Freight Assn. 


EQUIPMENT: 


12 trailers (refrigerator bodies); state points by reliable connecting lines. 


20 trucks. ASSN.: Omaha C. of C. (Mem. of 


ransp n Com.) 


I ted (Wash. ° Cc Carri 

Evtablieched 1918 Inland Motor Freight sce°bec.’No. 9077 
Cecil Gray SPOKANE, WASH. _ S. 110 Sheridan St. 
Rate Agent Teletype—94 Phone—Riverside 3194 


TARIFF AGENCY: Inland Empire 
Mot. Frt. Bur., 337 Peyton Bldg., 
Spokane, Wash. 

BRANCH OFFICES : 
Portland—1001 S. E. Water Ave. PAGS 
Seattle—1565 Sixth Ave. S. yy 
Walla Walla—339 S. Second St. “Ld 
Lewiston—739 F St. cf 
CouleeCenter(CouleeDam, Wash.) (ik 
Coeur d’ Alene—214 Lake Side Ave. 
EQUIPMENT: 6 tractors, 36 trail- 
ers. Trucks, 74 van, 5 open, 2 
heavy duty. All onmpeny owned. 
INSURANCE: Cargo, *$5,000-$10,000; 
*Pub. Liab., $25,000-$50,000; 
*Prop. Dam., $5,000; *Emp.Liab. 
POINTS IN SPOKANE AREA not 
served by us are served by carriers 
operating from our terminal—one 
of best in U. S., all under one roof. 
























WR SU Sscsewonien See heat tr CANADA 
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SS) Great Falls} 
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AY _Rortlang Gas : Folded pk ick 





ralle 4-4 





















San. =." 
Frangiiea, ny SeRatbiieoe \. 


$100,000; $5,000 theft. 





EQUIPMENT: 252 straight trucks; 115 trailers; 18 semi- 











Established 1929 
; r Box Elder ° i I .W. + 
Poon — —_ a P ORTLAND, ORE. _ * ¥ Quimby ry 


Lewjstown Gale Q, iy NORTH DAKOTA | MINN Lijpyy GF 
“ll ‘vn 4, Vat oF argo Cooney =a" Mi 


N 
QGrevbull Uren 4 Gilewe | 
‘ 


Po Retraen s. 


Property Damage, limit $50,000. 


Lee & Eastes 


Established 1923—COMMON CARRIER-—I.C.C. Docket No. 2697 


Tel S 53 
Telephone—Eliot 3555 SEATTLE, WASH. 90 Dearborn St. 
F. K. Hedges, Traffic Manager Geo. V. Eastes, Manager 
TARIFF AGENCIES—Ore.-Wash. Frt. Bur.; Trans-Mountain Frt. Bur. 
To Omak and 
Oroville 


oY 


i } Chelan 
RON ‘ WENATCHEE 
@ 


@{ ELLENSBURG  ,.,. 


YAKIMAM 48, 


Daytoncy oa . 
WASH. os"p2e-SN — mY 
x _suse WALLA WALLA LOGeraenie 
a B.<0 
“Onno” 
The Delles = PENDLETON \ vos Gnd 


te 





ston 


) Salmon Pive> 
. 
5 


~ 


ren 
{ 


@f'"*" OREGON 





‘ 
Te Medford andy, ugene 
San Francisco E 


BRANCH OFFICES: Portland, !00! uirement (Industrial, Wash. & Ore. 
S. E. Water St. (East 2161); Tacoma, es Lakes Casualty Co.) .. . C.O.D- 
303 So. 21st St. (Main 5811); Yakima, Bond, $5,000 (Columbia Casualty 
15 East B St. (Telephone-8158; Tele- Co.) . . . Also carry Employers Lia- 
type-16); Wenatchee, 410 So. Columbia bility and Manufacturers & Con- 
St. (Telephone-6765; Teletype-14); El- tractors insurance. 

lensburg, 6th & Main Sts. 


OVERNIGHT SERVICE: Time of 

EQUIPMENT: 22 van trucks, 7 full- 1. Seattle-Portland, 8 h 
4 — - ® ours; Se- 
trailers. All company owned. attle-Prosser, 8 hours; Seattle-We- 


INSURANCE: Cargo, $15,000 (Frank- natchee, 7 hours; Seattle-Tacoma— 
lin Fire Ins. Co.) . . . Public Liability, 2 trips daily. 

$50,000-$200,000 (Great Lakes Casualty 

Co.) . . . Property Damage, $100 dee MEMBERS: A.T.A.; Wash. Motor Frt. 
ductible (Globe & Rutgers Fire Ins. Co.) Assn.; Allied Truck Owners of Ore.; 
. . . Workingmen’s Comp., state re- Pac. N.W. Rate Coord’g Bur. 










Consolidated Freight Lines, Inc. 


COMMON CARRIER ICC Doc. No. 42487 


Tel.—Broadway 2474 


























INTERSTATE OPERATIONS 
ALL STATES. No intermediate interstate service, 
however, between these pouts. 

(1) North of Winnemuces, Nev., to Nampe, ide. 
(2) West of Battle Mountain, Nev., to Sen Francisco. 
(3) Southwest of Twin Falls, ide, to points east of 
Richmond, Calil,, and east of Reno, Nev., except 
from or to and Stockton, Call 


INTERMEDIATE LOCAL SERVICE 





sence, 











. : Rockford: 
lamath Fall Natronl>s4 {, NEB Lyle hrom Portland, chee 
sll “my Copa ee Ste (a) All peas weno He aed south of Rita. [* . 
. ; ' . aclodng Rell Amd Coder Rapids \ 
ae 7 WYOMING i oe \ i Devcon | 
; Wheatland} MONTANA: Between all pounts x (Tech tolend ' 
{ wteaaell y PRINCIPAL BRANCH OFFICES \ Des Moines \ is 
Redding & oot eo en nen" O a renee arty “A ormahet 8702) { Oneoles IOWA } : 
Kanee YE | pein ‘apes 
Red Bist Gio a es Cheyenne SAN FRANCISCO: 140 Bluxome St Ta =e | ! 
H City : Fon Cclimaf'$ |] 1k McConnell, ATM. (Exbrook $221) Stetheny } ' 
“AUFoRny | we weonran set fe | 
‘So A : Lovelond)  )Gredley OTHER OFFICES AND TERMINALS. —* ; me 
H 9 tamed tonnes, | f UTAH Longmont © ff See terminal points shown on mop . 
‘. A | Keno daa of yp | Deaver ,."e" __ 
\ —" x YOO Ely COLORADO Limon 
* Sacramento’ NEVADA a —— 
AT ; ? ‘ | 
Sie y ToLos ances INSURANCE: Cargo, $10,000 per truck or trailer limit, 


Public liability, $50/$100,000. 





trailers; 25 tractors. 


FINEST FACILITIES: Consolidated Freight Lines, 
Inc. is known from coast-to-coast for its organized respon- 
sibility, and prompt, dependable service. Operating over 
80 of its own terminals and 134 agencies in eight states, it 
serves over 1,500 points. Shippers in increasing numbers 
are enjoying the competitive tariffs of Consolidated 
while effecting time saving in transit owing to our six day 
east-west delivery between Pacific Coast and Middle 
est points. 






POOL CAR DISTRIBUTION: Shipments may be con- 
signed for distribution to the Consolidated Freight Lines, 
Inc., at points on its own lines. When such shipments are 
billed to Consolidated Freight Lines, Inc., for distribution to 
points on its own lines or beyond, shippers shall furnish 
carrier with the distribution sheets at the time of tendering 
shipments. Deliveries will be made in accordance with the 
distribution sheets, for which service a charge will be made 
to cover cost of unloading, segregating and reloading. 


MEMBER: Allied Truck Owners, Inc., Wash. Motor Frt. Assn. 














Save Time and Expense 


BY PLACING ONE PHONE CALL 
FOR ALL YOUR TRUCK SHIPMENTS 
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Monroe Transfer & Warehouse Co., Inc. 


ner De (La.) Established 1925 Common & Wareet Carrier 
. E. Dawson 219 Walnut St. 
Vice Pres. & Gen. Mgr. MONROE, LA. Telephone—7 80-781 
TARIFF BUREAU 

So. West Tariff Bur. 


BRANCH OFFICES 
Shreveport, La. 













Central Freight Lines Inc. 


Common Carrier—I. C. C. Doc. No. 30867 
Established 1925 
220 S. 2nd St., WACO, TEX. 
W. W. Callan, President 
TARIFF AGENCY: S. W. Motor Frt. Bur., Inc. 


Teleph 4939 
Aleuandria, La. BRANCH OFFICES: Austin, Dallas, Ft. 
Telephone-584 Worth, Houston, San Antonio. i 


EQUIPMENT: 12 tractors, 1!2 trailers. 
Trucks—4 van, | open, | heavy duty. 
All company owned. 

INSURANCE: *Cargo, $1,000-$5,000; *Pub. 
Liab., $10,000-$20,000; *Prop. Dam.. 
$5,000; Workm’n’s Comp. self-ins'd. 
LOCAL MONROE SERVICES: Consol. of cars; 
Pool car dist.; Local cartage; Rail siding 
at terminal; Warehouse. 

CONNECTIONS: With responsible lines at 
Alexandria, Shreveport, Monroe. 
ASSNS.: National Safety Coun.: A.W.A.; 
Mayflower Whsemns. Assn. 


EQUIPMENT: 21 tractors, 23 trailers; 
Trucks, 35 van, 9 open. All equipment 
owned and the terminals operated by 
the company. 

INSURANCE: Cargo, $10,000; Public 
Liab., $20,000-$40,000; Property Dam- 
age, $5,000; Workmen's Comp. 
SPECIAL SERVICES: Pool car distribu- 
tion by Central Forwarding Inc., an 
affiliate, at all points listed on this map. 


MEMBER: Com. Car. Motor Frt. Ass’n. 




























































Red Arrow Freight Lines 


INCORPORATED (TEX.) COMMON CARRIER 
Established 1928 I.C.C. Doc. No. 2226 
801 Richey St., HOUSTON, TEX. 
Telephone—C-2291 
R. F. Sanford, Secy.-Traffic Mgr. 
TARIFF AGENCY: S.W. Mtr. Frt. Bur., Inc. 
BRANCH OFFICES: Dallas, Waco, San Antonio, 
Austin, Corpus Christi, McAllen, Harlingen. 
EQUIPMENT: 40 Tractors, 40 trailers; 30 
van trucks. All company owned. 
INSURANCE: Cargo, $10,000; Pub. Liab. 
$25,000-$50,000; Prop. Dam., $5,000; 
Workm’n’s Comp. coverage as interurban 
frt. carrier; C. O. D. Bond, $5,000; Super 
heavy or oversize bond, $5,000; Shippers 
Order Notify shipments also bonded. 
LOCAL SERVICES: Pool Car Dist.—Hous- 
ton, Dallas, Austin, San Antonio, Corpus 
Christi, Harlingen. Rail Sidings at 
Terminals—Houston, Corpus hristi, 
Harlingen, Austin. : 
SCHEDULES: Daily overnight service. 
MEMBER: A.T.A.; Tex. Motor Transp. Assn. 


fee Deke 30012 1.9.C. Motor Freight Lines “™E2cinin 1931 


Marion Martin HOUSTON, TEX. 710 Walnut St. 
Pres. & Traffic Mgr. (P. O. Box 669) Tel.-Preston 7191 


TARIFF AGENCY: S. W. Motor Frt. Bur. INSURANCE: *%Cargo, $10,000; *Pub. 
BRANCH OFFICES: Houston, Beau- Liab., $10/10,000 excess to $15/40,000; 
mont, New Orleans. *Prop. Dam., $5,000; *Workm’n’s 
EQUIPMENT: 23 tractors, 22 trailers, | Comp.; *C.O.D. Bonds, $1,000 Tex., 


refrigerator trailer; 31 van trucks. All $3,000 La.; %*Employees’ Bonds 
company owned. , a P 


POOL CAR DIST.: Houston, Beaumont. MEMBER: Tex. Mot. Transp. Assn.; 
New Orleans, Baton Rouge, Galveston. Com. Car. Mot. Fgr. Assn. 


SCHEDULES: © BATON ROUGE 
Noon & night , 

—Houston- 
Beaumont, 
Houston-Port 
Arthur. Over- 
night — Hous- 
ton- New Or- 
leans & inter- 
mediate points. 





































































COMMON CARRIER 


ICC Docket No. 29988 Denver-Chicago Trucking Company teal 


Lawrence Cohen, Manager Home Office 
Felix Cohen, Traffic Manager DENVER, COLORADO Tariff Publishing Agency 
1351 Twelfth Street Intermountain Truck Tariff Bureau 


Branch Offices and Agencies 


NEW YORK-—Spector Motor Service, Inc. 
516 W. 25th St. (Telephone—Pennsylvania 6-8075 & 76) 





Telephone— Tabor 3347—Teletype—484 











Denver-Chicago Trucking Co. oD WIS. Wit*F/f 























































































CLEVELAND—Camp Freight Lines. fon} IOWA, ee ID) 
1277 E. 40th St. (Telephone—Endicott 3900) =a ha Ate, 5% yf et 29) Chicago PA 
wyt MING! arto “eg Mee ve — erlingy J Ss : 
DETROIT—Standard Freight Lines, Inc. CONG NEBRASKA k Dennitsn, RAK ERG se pn ORerre 
3233 Michigan Ave. (Telephone—Lafayette 0330) ' iy C. Co, “emo y Sy. Joliet PI 
. d L Pontiac 
CHICAGO—Denver-Chicago Trucking Co. | -—.._ fn Soames 65) hlagy four, S 
401 N. Ogden Ave. (Telephone—Seeley 0330; Teletype 1092) Gree! Keamey JF Omaha % JF’ Bloom I ry 
ee! “A 
ST. LOUIS—Denver-Chicago Trucking Co. W, i cau! @ 
740 S. Seventh St. (Telephone—Central 0441; Teletype 146) E_-Benos ie = ge se \ & Pi 
vers) AO Atchison 3 Ae i \ 
LOS ANGELES—Denver-Los Angeles Trucking Co. Denver AS oe oo 5 He coste merle Maier ENG wwe) \ 
1201 E. Fifth St. (Telephone—Michigan 4882; Teletype 101!) Colorado DA a Oo oe Pa ~ <—_— yo? Kansas ORNS sta ce SSt Louis j 
prings —— oP ' gO : yy =3 ? 
MILWAUKEE—Yule Truck Lines, Inc. Pueblod & eR : z Saal \ a Ce we OF ILL. 
448 E. Bruce St. (Telephone—Marquette 7356) COLO ~ poria Wice Pee 
‘ KAN.| MiSSO URI Phil 
° 5 
ae Equipment PI 
CALIFORNIA Tractors 25, trailers 25. Trucks, van 5; open 5. All 
: pe New 
Los 6 equipment company owned. 50. 
<AngelesPeredersi Insurance on 
SQ @~, 340 Sernadino ° 5 
5 SSR *Cargo—$10,000-$20,000 (Harmonia Fire Ins. Co. of Bal 
S j Buffalo). *Public Liability — $10,000-$40,000 (Com- Bad 
mercial Standard Ins. Co.). *Property Damage — “ 
| $5,000 (Commercial Standard Ins. Co.). Workingmen’s 
| Compensation—(Group insurance). Pitt 
Service Features Gran 


ale Daily direct service between all points as shown. Con- 
nections from all terminals to all points. 

Through rates on file with the Interstate Commerce 
Commission. Tariff furnished on request free of charge. 


THE TRAFFIC WORLO—CHICAGO 





